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INTERCOASTAL RATE REGULATION 

In the June 5 number of The Traffic World we 
printed an address by Mr. Cushing, traffic manager of 
the American-Hawaiian Steamship Company, opposing 
the proposed policy of regulation of intercoastal steam- 
ship rates. This week we publish a letter from Mr. 
Campion, vice president and general manager of the 
Garland Steamship Corporation, addressed to Commis- 
sioner Walsh, of the U. S. Shipping Board, taking direct 
issue with Mr. Cushing and strongly favoring regulation. 
The Garland Steamship Corporation, by the way, is in 
the intercoastal business. Mr. Campion’s letter at least 
serves to show that not all those engaged in the business 


which it is proposed to regulate are opposed to such 
regulation. 


A WATERWAYS PROGRAM 


As a summing up of all we have said at various times 
on the subject and in order to get our thought concretely 
and succinctly before our readers, we offer the following 
program with respect to development and operation of the 
inland waterways of the country: 


1.—The creation of a commission (or the placing of 
the function in the hands of some existing body) to study, 
from a scientific and not a political or regional point of view, 
every proposed waterway development, and, possibly, the 
advisability of other projects not yet proposed. 


2.—A fixed policy to develop only waterways for which 
there is a legitimate commercial demand—that is, projects 
that offer a reasonable prospect for traffic in quantity that 
would show them to be necessities, or, at least, decidedly 
advantageous. On the other hand, the policy should be 
affirmative with respect to waterways that are needed. 

3—A fixed policy for the regulation of the rates of 
common carriers operating on these waterways, by the same 
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body that regulates railroad rates and according to the same 
principles. : 

4.—A fixed policy of requiring such carriers to pay a 
reasonable sum to the government for the privilege of using 
the facilities furnished by nature or constructed by govern- 
ment and improved and maintained through public taxation. 


In no other way that we can see can-a properly co- 
ordinated system of rail and water transportation be worked 
out in this country with equalization of conditions as be- 
tween rail and water carriers and with fairness to the tax- 
payers. The only exception we can think of is, perhaps, 
that, where the government has already provided a water- 
way of great benefit to one section of the country to the 
harm of other sections, it might logically be called on to do 
the same thing for the other sections, where reasonable 
projects are suggested. The government ought not to per- 
mit, much less commit, discrimination against one section by 
another. Such discriminations, where they exist, however, 
would be greatly mitigated, if not removed entirely, by the 
policy we advocate of compelling users of facilities, fur- 
nished by the government, to pay reasonably for such use. 

As a concrete case, take the proposed deep waterway 
from the Great Lakes to the Gulf. One of the legitimate 
arguments for it is that it would enable the Mississippi Val- 
ley to meet the advantage conferred on the East by the Pan- 
ama Canal. But, if users of the Panama Canal were com- 
pelled to pay what the use of the Canal is worth to them and 
were otherwise regulated, this argument would, at least in 
part, vanish. The question would then be merely as to 
whether there was a legitimate commercial demand for the 
Lakes to the Gulf waterway, such demand to be determined 
after the establishing of a policy requiring boats using it to 
pay what such use was worth and to submit to regulation of 
their rates. 


If there is anyone who does not think this program 
logical and right we should be much pleased to hear his 


line of reasoning. If it is logical and right, why is it not 
established by law? 


WATERWAYS VERSUS RAILWAYS 


Advocates of waterway improvement continue to ig- 
nore the fact that, if water routes are to be economically just- 
ified, they should be able to stand on their own feet, says 
Professor Harold G. Moulton in the preface to a revised 
edition of his “Waterways versus Railways” just published. 
This book won the Hart, Schaffner and Marx prize in 1911 
as the best economic essay of the year. Professor Moulton 
is director of the Institute of Economics, at Washington, 
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D. C., and is recognized as one of the foremost economists 
of the country. 

“In general, the fundamental factors involved in trans- 
portation by internal canals and canalized rivers remain the 
same as they were fifteen years ago,” he writes. “As was 
shown in the first edition of this volume, inland canal and 
river transportation almost universally costs more than rail 
transportation when to the rates actually charged by the 
water carriers are added the overhead expenses borne by 
the government.” He continues: 


The simple elementary proposition that interest charges and 
maintenance and operation are as much items of transportation cost 
in the case of waterways as in the case of railways has still not been 
grasped by some of our most distinguished public officials, who con- 
tinue to quote rates charged on toll-free subsidized waterways as 
compared with rates on self-supporting tax-paying railroads as evi- 
dence of the cheapness of water transportation. . 

The argument that water transportation is needed for purposes 

of potential competition has even less pertinence now than it had 
fifteen years ago, Owing to the increased stringency of public rate 
control. In the last fifteen years, moreover, the whole railroad situa- 
tion has changed so that the problem is not so much one of restrict- 
ing railroad earnings as it is one of increasing earnings sufficiently 
to permit the railway lines to perform the transportation service re- 
quired. Under these circumstances, if subsidized water competition 
here and there succeeds in diverting certain types of traffic from the 
railroads or in forcing the railroads to reduce their rates on competi- 
tive traffic, rates on other traffic will have to be raised or the roads 
will be financially handicapped. ‘ 
The argument that railroad facilities are inadequate also per- 
sists. During the period of temporary congestion immediately after 
the war much was made of this argument, but in view of the remark- 
able improvement in railroad operating efficiency during the past few 
years little is heard of this contention at the present moment. It is still 
urged, however, that during the next generation the traffic of the 
country will expand to such a point that the railroads cannot possibly 
handle it. A variation of the argument is that even if additional 
railroads could be built the cost would be vastly greater than the 
cost of developing the necessary water transportation facilities. 

The argument that railroad facilities have reached their maximum 
development is sheer absurdity. Moreover, statements to the effect 
that the development of additional railroad facilities to take care of 
expanding traffic in years to come would cost very much more than 
the construction of water routes are based upon little knowledge of 
the costs of canal transportation and river improvement. Speaking 
generally, there is no more basis of truth in such contentions than in 
the arguments advanced in 1903 which purported to show that the 
construction of the Erie Barge Canal was an imperative necessity 
and that it would enormously reduce the cost of transportation. 


In commenting on the Barge Canal, Mr. Moulton esti- 
mates the cost of transportation for the present volume of 
traffic now carried over it as three times the cost of trans- 


portation by rail in the eastern section of the United States. 
He says: 


While the boatman’s charges to shipper average only about .450 
cents per ton-mile the capital costs, maintenance charges, etc., which 
are borne by taxpayers, bring the average cost up to more than 3 cents 
per ton-mile. On the other hand the average rate per ton-mile in the 
eastern part of the country is 1.104 cents, while on the New York 
Central it is only 1.040 cents. The rail rate, moreover, covers the 
cost of carrying all classes of freight, not merely bulky commodities 
such as grain, lumber, cement, gravel, etc. The New York Central 
rate on grain is only .622 cents as compared with a boat charge of 
.537 cents. The inclusive cost by water is at present thus fully five 
times as much as the rate by rail. It may also be noted that the 


railroads contributed out of their receipts substantial sums to the state 
in the form of taxes. 


In concluding the preface, he writes: 


The glittering statements that are made at the present time with 
reference to the great gains that are to accrue to the nation from the 
development of a comprehensive system of internal waterways are in 
fact precisely of the same character as those which were made a 
generation ago. Notwithstanding the demonstrated impossibility for 
canal and river transportation to compete on even terms with railroad 
transportation, we continue to make ever increasing appropriations 
for waterway development. ° 


ACTION NEEDED 


’ (Mining Congress Journal) 
It now appears that Congress will adjourn without passing 
any new railroad legislation of importance, and without under- 
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taking to repeal the Hoch-Smith law under which the Interstate 
Commerce Commission is supposed to be conducting a general 
investigation into the rate structure of the country. 

Just now the commission’s activities in this investigation are 
confined largely to the consideration of the application of the 
western carrers for higher rates in the western district. This 
probably will result in increased rates—certainly not reductions, 

Whatever the purpose of the Hoch-Smith law, it is not being 
pressed by either Congress or the commission. If its purpose 
was that of political rate-making, to appease the farmers, it has 
accomplished nothing up to the present time. If its purpose 
was to secure an accurate and scientific study of the entire 
rate structure, that purpose has failed. ; 

But, whatever its objective, the effect of having the law on the 
statute books has been to cause uncertainty among the railroads 
and shippers that cannot be otherwise than injurious. As long 
as the law is in force, they must anticipate that something is 
going to be done eventually with the rate structure—that some 
sort of an adjustment will be made over which they will have 
little or no control. 

It is just a matter of time until pressure will be brought 
to bear upon the commission for action of some kind. The 
Hoch-Smith law expresses the will of Congress, and its provi- 
sions must be observed, but as long as it remains in force it 
will be a nightmare to shippers, railroads, and the commission. 


TRAFFIC EDUCATION 
Editor The Traffic World: 


Since my letter, published in The Traffic World of May 22, 
I have received sufficient encouragement to justify calling a 
conference of those interested in the various phases of traffic 
education and related matters in New York on Tuesday, 
November 16. . 

In calling this conference it is my thought that it may 
be made to act as an entering wedge in the solution of the 
many phases of the problem in which there is such a growing 
interest. 

In trying to map out a program for this “get-together,” the 
difficulty does not lie in finding what to talk about but in trying 
to find a few of the fundamental points that can be brought 
up for consideration in the limited time at our disposal. It 
is in trying to find on what attention may best be centered that 
your readers can give constructive aid. 

Without attempting to give all the subjects or to exactly 
describe what will be considered it would seem that the follow- 


ing might be taken as an enumeration of some things to be 
dealt with: 


1. The nature and extent of traffic education at present. 
2. What traffic men are expected to know: (a) By industrial 


(c) By carriers’ 
traffic executives. 


38. What can be done to increase the appreciation of the 


importance of traffic men: (a) By executives; (b) By traffic 
men themselves. 


It is hoped that there will be opportunity for everyone 
to be heard or any phases of the subject in which they are 
interested after a short opening consideration of the subject by 
a recognized authority, who will endeavor to present a definite 
starting point. 

While the conference will justify itself if it does nothing 
more than bring those interested together for mutually interest- 
ing discussion and personal contact it will be worth while, 


but it should do much more in getting a definite start on this 
important work. 


It is to be hoped that many of your readers will offer 
suggestions for developing this meeting into a really help- 
ful event. Asa S. Colton, 

Lecturer on Transportation, New York University. 

New York, N. Y., June 15, 1926. 


VOLUME OF TRAFFIC 


The volume of freight transported by Class I railroads in 
the first four months this year was the greatest for any cor- 
responding period on record, according to reports filed by the 
carriers with the Bureau of Railway Economics, which says: 


This freight traffic amounted to 148,065,839,000 net ton miles, ex- 
ceeding by 188,246,000 net ton miles or one-tenth of one per cent 
the best previous record established during the first four months 
in 1923. Compared with the corresponding period last year, the 
volume of freight handled this year was an increase of 6.2 per cent. 

In the eastern district, freight traffic, measured in net ton miles, 
showed an increase of 7.3 per cent for the first four months in 1926, 
compared with the corresponding period the year before, while in the 
southern district, there was an increase of 11.6 per cent. The western 
district showed an increase of 2.2 per cent. 

es traffic moved by the Class I railroads in April totaled 
36,316,958,000 net ton miles, a decrease of 5.2 per cent under the 
best previous Ape on record which was in 1923. The total for April 
this owever, an increase of 8.2 per cent over the same 
month in 1925. 

In the eastern district, freight traffic showed an increase of 8.3 
per cent over the same month last year while in the southern dis- 


trict there was an increase of 10.1 per cent. The western district 
showed an increase of 7:2 per cent. 
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ANTHRACITE PETITIONS DENIED 


The Trafic World Washington Bureau 


The Commission, in No. 15006, the so-called anthracite in- 
vestigation, by means of supplemental order No. 22, has denied 
the petitions to vacate the parts of supplemental orders Nos. 
18, 19 and 20, bringing into issue the rates, charges, regulations 
and practices with respect to bituminous coal shipped to tide- 
water. The Commission said the denial meant that it intended 
to investigate both the tidewater and the all-rail rates from all 
the origin districts involved in the proceeding. It said the in- 
tention was to take all the evidence in respect of the all-rail 
situation at the hearings beginning at Atlantic City, June 21, 
without adjournment, and at the same hearing to take as much 
of the evidence in respect to the tidewater situation as was 
available. It said that if it developed that adjournment was 
needed in respect to the tidewater situation, in order to do sub- 
stantial justice, a further hearing on that phase would be held 
later. , 

Arguments were made, June 14, on the motion of West 
Virginia coal operators for the Commission to vacate or cancel 
its supplemental order No. 20 in No. 15006, the so-called anthra- 
cite investigation, by means of which it brought into the case 
the question of the reasonableness of the tidewater transship- 
ment rates, that being done on the suggestion of central Penn- 
sylvania operators. 

The arguments developed three parties in the matter. The 
attorneys for the operators in the more southern fields wanted 
the order vacated on the ground, mainly, that if transshipment 
rates were to be considered, they wanted time in which to pre- 
pare on such a case, W. A. Bronson, speaking for the railroads 
carrying coal to the Hampton Roads ports, saying that that phase 
of the case was as important to them as the lake cargo coal 
case, in which years were used in its preparation and disposi- 
tion. Kkepresentatives of the New England interests, which 
asked for a continuance of the rates established by the Com- 
mission to meet the necessities of the emergency created by 
the anthracite strike, asked that the tidewater part of the case 
be treated separately so that the question of the permanent 
establishment of the rates from the southern fields put in while 
the emergency lasted would not be delayed. The third party 
was that composed of the Pennsylvania operators, who have 
insisted all along that there was no reason for rates on low 
volatile coal from the more southern fields because there was 
plenty of low volatile coal in the Pennsylvania fields on which 
the all-rail rates were lower than from the more southern fields, 
insisting that while the Commission, in its orders, had estab- 
lished rates from the more southern fields, it could not have 
a true picture of the situation unless it reviewed the transship- 
ment rates. They said the transshipment rates were in the 
case from the beginning of the inquiry in 1923, but that, in the 
supplemental order No. 18, they had been taken out, for a reason 
not disclosed in any report. They insisted that supplemental 
order No. 20 did no more than restore the inquiry to the basis 
on which it was when created. 


Those speaking for the southern fields’ originating lines and 
for the operators therein: were W. A. Bronson, the Chesapeake 
and Ohjo; D. Lynch Younger, for the Norfolk and Western; 
Robert E. Quirk, for the Smokeless Coal Operators’ Association; 
and E. L. Greever, for West Virginia operators. 

Those speaking for the consuming interests which desired 
a separation of the tidewater rate phase from the question of 
making the emergency rates permanent were C. M. Goss, for 
th New England Governors’ Conference; John D. Heffernan and 
N. J. Larkin, for Connecticut consumers. Their particular in- 


terest was in having the rates that automatically expired March 
31 restored. 


Speaking for the Pennsylvania operators were August G. 
Gutheim, A. M. Liveright, W. A. Glasgow and Walker D. Hines. 
Messrs. Glasgow and Hines were in the big anthracite investi- 
gation, docket No. 4914, in which the Commission made a re- 
vision of the rates on hard coal to all the large consuming 
markets, the former appearing for the shippers and the latter 
for the railroads. 

When this case was instituted, in 1923, there was some 
question about the quality of the rates on anthracite, especially 
to northern New York and New England, in supposed com- 
pliance with the Commission’s decision in the big case. The 
Commission held several hearings, but those supposed to be 
interested in the matter did not make much of a record. In 
fact, Attorney-Examiner Disque, after a hearing at Pittsburgh 
at which very little testimony was given, declared the case 
closed. Commissioner McChord, who had personal supervision 
of the matter, was not satisfied to have the case disposed of 
on such a record. On account of the threatening character of 
the negotiations between the anthracite operators and their 
employes, the question of rates on substitutes for anthracite was 
brought forward prominently. J. J. Hickey, attorney for the 
Commission, was assigned to the case. He caused testimony 
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to be brought forward as to the possibility of supplying New 
England with low volatile coal from the more southern fields. 
Central Pennsylvanians protested against the making of rates 
on any basis other than the relationship that had long existed, 
which basis provided rates from their mines from $1.10 to $1.35 
under those from the more distant fields of West Virginia anq 
Kentucky. Railroads north of,the gateways at Potomac Yards 
and Hagerstown also objected to the proposal to make all-rajj 
rates to middie Atlantic and New England states, making the 
point that all-rail rates of the sort desired would result in the 
wide dispersal of coal equipment. 

On account of the emergency in New England arising from 
the strike of the hard coal miners, the Commission put in tem- 
porary rates. They have expired. Consumers in New England 
and the operators from whom they bought desire the publication 
of the rates put in to take care of the emergency for permanent 
use. The cost of production seemed, while the emergncy rates 
were in effect, to favor the more southern operators to such an 
extent that, notwithstanding the freight rate margin in favor of 
central Pennsylvania, West Virginia coal was sent to New 
England in large all-rail quantities. The West Virginia and Ken- 
tucky operators advertised their coal to such an extent that they 
built up a trade which New England representatives have said 
would remain with them if the railroad rates were put on the 
basis that prevailed in the emergency. period. 

Commissioner Lewis wanted to know whether the West Vir. 
ginia and Kentucky coals were better than Pennsylvania. He 
asked Mr. Gutheim. The latter said that chemical analyses 
showed that some Pennsylvania coal, particularly Broad Top, for 
which Mr. Glasgow spoke particularly, was better than West 
Virginia coal; that they showed that in some instances one coal 
was better than the coal from some other mine, but that, broadly 
speaking, the low volatile coals were of similar quality. 


BOARD OF MEDIATION 


The Trafic World- Washington Burean 


Four of the five members of the Board of Mediation created 
by the new railway labor act were nominated June 14 by President 
Coolidge. Samuel E. Winslow, of Massachusetts, formerly chair- 
man of the House committee on interstate and foreign commerce, 
who did not run for reelection to the Sixty-ninth Congress, was 
nominated for a term of five years. Two members of the old 
Railroad Labor Board were appointed to the Board of Mediation, 
Edwin P. Morrow, of Kentucky, and Wallace W. Hanger, of the 
District of Columbia, receiving ‘appointments for terms of four 
years and two years, respectively. They were members of the 
public group of the Labor Board, which was abolished by the 
new railway labor act. Hywel Davies, of California, who has 
been with the conciliation department of the Department of 
Labor for a number of years, was appointed for a term of one 
year. Mr. Davies has acted as mediator and conciliator in many 
disputes and in the last few years, has acted in wage matters 
affecting the California oil industry. It was said at the White 
House that the fifth member of the board, whose term will be 
three years, would be appointed shortly. 

As_soon as the appointments are confirmed by the Senate, 
the board will take up the demands of the conductors and train- 
men of the railroads in the eastern district for a wage increase 
of 20 per cent. The railroads refused to grant the increase, but 
agreed with the rail brotherhoods to submit the dispute to the 
Board of Mediation, which will endeavor, through mediation be- 
tween the parties, to bring about a settlement. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period May 
23-31, inclusive, was 257,956, a decrease of 1,832 cars as compared 
with the preceding period, according to the car service division 
of the American Railway Association. No shortage was re 
ported. The surplus was made up as follows: 


Box, 119,987; ventilated box, 869; auto and furniture, 14,377; 
total box, 135,233; flat, 3,400; gondola, 42,184; hopper, 33,069; total 
coal, 75,253; coke, 1,639; S. D. stock, 22,601; D. D. stock, 3,656; 
refrigerator, 14,623; tank, 351; miscellaneous, 1,200; total, 257,956. 

Canadian roads reported a surplus of 19,020 cars, made up 
of 16,700 box, 1,400 S. D. stock, 575 refrigerator and 345 miscel- 
laneous cars. : 


In a statement issued in connection with the car surplus, 
the car service division said: 


Despite the fact that loading of revenue freight is now the 
greatest on record for this season of the year, the heavy freight 
movement is being handled without transportation difficulties by 
the railroads of this country. 

Loading of revenue freight averaged 1,028,576 cars weekly 
during the five weeks in May this year, while the daily average 
number of surplus freight cars in good repair and immediately 
available for service during that month was approximately 261,000. 
In May, 1923, when freight traffic, measured by the number of cars 
loaded with revenue freight, ranked second to the same month 
this year, there was a weekly average of 975,378 cars loaded 
during the five weeks while the daily average number of surplus 
freight cars in good repair and immediately available for service 
was approximately 22,000. 
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Distress Among States’ Rights Men.—In Thornton vs. United 
States, decided by the Supreme Court of the United States June 
1, opinion by the Chief Justice, those who do what they can 
to prevent what they think is the extension of federal authority 
by the decisions of the courts, have another reason for making 
sad grimaces. In that case the court affirmed the judgment of 
the lower courts upholding the conviction of men who had 
dynamited cattle dipping pens established near the line between 
Georgia and Florida, by the federal government, in furtherance 
of cattle tick eradication work carried on cooperatively by 
Georgia and the United States. In addition to blowing up the 
dipping vats, the accused killed one of the government em- 
ployes and wounded another. It was contended that dipping 
cattle was not a regulation of interstate commerce and that, 
therefore, the federal act of 1884 for the eradication of cattle 
tick was not constitutional. The Chief Justice said it was very 
evident from the act of 1884 and subsequent legislation and 
regulations that everything authorized to be done was expressly 
intended to prevent the spread of disease from one state to 
another by contagion, which, of course, he said, meant by the 
passage of diseased cattle from one state to another. “This is 
interstate commerce,” said the Chief Justice. The vats were 
on the line between the states and the Chief Justice said driving 
the cattle across the line would constitute interstate commerce. 
Allowing them to range; he said, was intercourse between states, 
“made possible by the failure of owners to restrict their ranging. 
and is due, therefore, to the will of the owners.” In introduc- 
tory comment to the publication of a bulletin informing mem- 
bers of the National Association of Railroad and Utilities Com- 
missioners about the case, John HE. Benton, the association’s 
solicitor, seeks to give a local residence to the old saying that 
“hard cases make bad law” by saying they have it in Vermont, 
but Vermont is not its home any more than any other state in 
which it is used. Whether that was true or not, or whether, 
if true, it had any application to this case, he said, he was not 
sure. Nevertheless, he repeated it, winding up his comment by 
telling about his father owning a farm in Vermont on the Con- 
necticut River, into which stream the cattle waded. New 
Hampshire owns the river. But he said he never dreamed, when 
he saw the cattle in the river, that, because they were in the 
stream, his father was wilfully engaged in interstate commerce. 
“This opinion, however, makes it clear that he was,” said Mr. 
Benton. His conclusion that this was a hard case grew out 
of the fact that, if the statute had been held unconstitutional, the 
conviction of the men who did the shooting and dynamiting would 
have had to be set aside. Beyond all question, he said, the de- 
fendants deserved conviction. In that sense, he said, the case 
was hard. He drew attention to the case, he said, to illustrate the 
extreme inclusiveness of the term, “interstate commerce.” But, 
whether the inclusion of cattle dipping in the term is or is not 
“bad law,” the fact is that the theory in this case is the one 
that underlies the “invasion” of the states by the federal gov- 
ernment for the enforcement of the meat inspection law. At 
the time it was enacted, some of the big packers suggested that 
they would not permit the Secretary of Agriculture to send in- 
spectors into their plants. James Wilson, the Secretary, cheer- 
fully assented to being kept out. He did not desire to do any- 
thing unlawful, he said. However, he desired to remind them 
that unless his inspectors were permitted to come into their 
Plants to inspect the slaughter of animals and the condition of 
the slaughtering places, he would stop their shipments at state 
lines and conduct the inspection there; also, if any meat were 
shipped across lines without inspection he would enforce the 
penalities of the law and seize it wherever he found it. That 
is how it came that every big packing plant soon made an ad- 
vertising point of the fact that federal inspectors were present 
at their establishments at all stages from the buying of the 
cattle to the shipping of the products of slaughter. 





State Power and Railroad Consolidation.—The question of 
state power in railroad consolidations was discussed in the last 
week by Alfred P. Thom in connection with the consolidation 
parts of pending legislation. He devoted himself, in part, to 
the cases in which the Supreme Court of the United States 
seemed to say that control over the acts of a corporation cre- 
ated by a state rested with the creating state, each of which 
arose before the nation had taken such control over the 
railroads as was embodied in the act of 1920: One of the cases 
most frequently cited by those who forget the rule that where 
Congress had acted the state power was set aside—a rule, how- 
ever, not much invoked by those who discuss consolidation— 
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was Louisville and Nashville vs. Kentucky, 161 U. S. 702. In 
that case the court, in part, said: “If it be assumed that the 
states have no right to forbid consolidation of competing lines 
because the whole subject is within the control of Congress, it 
would necessarily follow that Congress would have the power 
to authorize such consolidation in defiance of state legislation, 
a proposition which needs only to be stated to demonstrate its 
unsoundness.” The question there was as to whether the rail- 
road had violated the state law, not what might be the power 
of Congress. Since that time Congress has acted. The court, 
notwithstanding the argumentative declaration in that case, has 
upheld the broad general rule laid down in the early. cases, 
nearly a century old, that, as to interstate commerce, its facili- 
ties and instrumentalities, the nation has plenary power. Broadly 
speaking, it may be suggested, the rule now is that, while a 
state may create a corporation, neither the state. nor the cor- 
poration can evade the federal power in anything touching 
commerce between the states and with foreign nations. Con- 
gress, before that Kentucky case came along, had created in- 
strumentalities of interstate commerce. When a state corpora- 
tion engages in interstate commerce, by railroad, it might almost 
be said, it ceases to be a state corporation, because so much 
of its activity is controlled by federal legislation. 





Pity the Coal Trade Attorney.—When a man on the Inter- 
state Commerce Commission bench leans forward to ask an 
attorney in a coal case whether one kind of coal is better than 
some or all others, the wise lawyer will find something the 
matter with his throat so that he may choose words that sound 
well but tell nothing. Some attorneys, under such conditions, 
have made friends of courage and frankness, but they found out 
later the value of the injunction about being as wise as a serpent 
and as harmless as a dove. It may be all right, in ordinary, 
private conversation, for a man to admit that coal from some 
other field is better than the coal for which he is talking. Like- 
wise, it is all right, in such circumstances, for him to say his 
coal is the best on earth. But when one makes such admissions 
or claims to the man on the bench, his words are worse than 
Banquo’s ghost. An admission of inferiority makes material 
for the sales agent of the opposition. A claim of superiority 
is manna for the railroad traffic man desirous of hoisting a rate 
just a little, on the theory that the superiority is such that it 
can stand a little higher rate than some other coal. In the 
assigned car case the fact was brought out that there is no 
such thing as the “best” or the poorest coal. Not even the 
rule about whisky will hold. All whisky may be good, with 
some brands better than others, but that is not the fact about 
coal. In the assigned car case it was shown that the by-product 
oven people, the blast furnace people, and others, that indus- 
trial users had to be as careful in buying coal as if they were 
having medical prescriptions filled; also that there were about 
as many sorts of coal as there were human beings, the same 
mine producing different sorts. It was also shown that a coal 
good at one time was not good at another, because of the 
changes in burning equipment and the purpose for which the 
fuel was to be used. Coal is coal, as pigs are pigs, but domestic 


use seems about the only one that is not carefully considered 
either by the buyer or the seller. 





The Leopard Department and Its Spots.—A leopard cannot 
change his spots, therein differing from the Department of State. 
The latter can, but the family in northern France which has 
lived on the same farm since 743 is not much more steady in 
its habits than the department having charge of our foreign 
affairs. When the department was organized, being the oldest 
of the mall, it was the practice when one wrote a lettér to 
repeat the last letter on a page on the line below, why, perhaps, 
might be learned by a diligent inquirer. The State Department 
is still doing it, even in the mimeographed press agent stuff it 
gives out. It may object to having it known that it ‘prepared 
the stuff, but the clerks who prepare the stencils calmly set 
the last word on the page in the line below, thereby telling 
everyone whence the matter came. In 1898 the department re- 
vealed its idea as to what the language of the resolution by 
which this government intervened in the Cuban situation should 
be by the way in which its clerks prepared the memorandum. 
They followed the rule laid down by the Secretary of State, 
who decreed that the pages of a communication from the State 
Department should be tied together by running a piece of red- 
white-and-blue twine through carefully punched round holes. 
Senator Cushman K. Davis, then chairman of the foreign rela- 
tions committee, as spokesman in the Senate in foreign relations 
matters, was so oblivious of the tell-tale character of the twine 
that, when he offered the resolution, he sent in the pages he had 
received from the state department. In those days there was 
not a tenth of the publicity in the State Department there is 
now. Within the week the department put out an abstract of 
a speech to be made by Former Senator Frelinghuysen, as 
chairman of an international conference that had not assembled. 
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There was no particular secrecy about the matter but if there 
had been it would have been destroyed by the State Department 
custom of repeating, in the line below, the last word in the 
last full line on the page, thereby following the style of the 
time when the department was organized. Quill pens were dis- 
carded only years after the steel pen came into use and steel 
pens for all documents were adopted only about thirty years ago. 





Definitions for Tax Purposes.—A man who steps into an air- 
plane that aims to come down again on the precise spot where 
the jqurney began pays no tax. The man who enters a roller 
coaster, a merry-go-round, a scenic railway coach, with the aim 
of returning to the place of beginning pays a tax, provided, in 
both cases, the price he pays for his amusement is more than 
fifty cents. He pays the tax on price of admission to a place. 
An airplane is not a place, but a merry-go-round is a place 
within the meaning of the revenue law. A railway coach, 
unless sidetracked or removed from a track and used for a’ 
purpose requiring an admission fee, is not a place. A scenic 
railway coach is. A stationery grandstand one enters with 
a view to seeing a game is a place, but a railway train moving 
along a boat race course is not a. place, though used for the 
same purpose. These things are to be learned by reading the 
regulations Secretary Mellon’s department has issued to govern 
one in paying the internal revenue taxes established by the 
tax law, enactment of which caused weeping by the eminent 
Pennsylvanian whose candidate for the Republican nomination 
for the Senate was whipped, notwithstanding the million or 
more spent for the experiment in democracy that is being tried 
in this representative republic, because, as he believed, the 
treasury, after its passage, would be like Mother Hubbard’s 
cupboard. The regulations are being got out so as to inform the 
taxpayer what is and what is not a place. Congress did not 
take the trouble to define a place, admission to which was to 
be taxed in accordance with a sliding scale, provided the admis- 
sion fee was more than four bits. If the fee is less than that 
the taxpayer is not interested, which fact is also disclosed by 
the aforementioned regulations. A. E. F. 


NICKEL PLATE MERGER CASE 


The Trafic World Washington Bureau 


An informal conference in Commissioner Meyer’s office, June 
8, between representatives of the majority and minority interests 
in the Chesapeake and Ohio, known to have been attended by 
O. P. Van Sweringen, is taken as indicating the possibility, if 
not probability, of an early revival of the Nickel Plate merger 
case. Commissioner Meyer, in a letter to Indiana senators and 
representatives interested in having something done to prevent 
the junking of the Chicago, Attica & Southern, disclosed that 
such a conference was held. At the conclusion of the matter 
in hand, the nature of which. Mr. Meyer did not disclose, he 
said he brought to the attention of those present the subject 
mentioned in their letter. “And Mr. O. P. Van Sweringen stated 
that he would look into it promptly,” Mr. Meyer added. Under 
the Nickel Plate plan the Chicago, Attica & Southern was to 
have been taken over. (See Traffic World, June 12.) 


No further information than that contained in the letter has 
been made public. It was said that six or eight persons attended 
the conference. That number would just about embrace those 
who were active in the fight, by Chesapeake & Ohio minority 
stockholders, to prevent the approval of the Van Sweringen 
merger plan. They made much of their opposition on the theory 
that the terms on which the Chesapeake & Ohio and the Hock- 
ing Valley, the latter controlled by the former, were to be taken 
into the merger were not an adequate recognition of the value 
of those properties. 


In its report the Commission held that, from a transporta- 
tion point of view, the merger was justified, but that the finan- 
cial terms and conditions were not such as would permit it to 
approve the proposal. It did not undertake to prescribe the 
terms and conditions upon which the merger might be made. 

Reason for the suspicion that the merger plan is being re- 
vived, other than the fact of the conference in Commissioner 
Meyer’s office, is to be found in the file of the Commission’s 
correspondence on the matter. Willis D. Wood, chairman of 
the stockholders’ protective committee of the Hocking Valley, 
in a letter to the Commission, said that any effort to rebuild 


the Van Sweringen merger plan would meet with approval. In 
part, he said: 


We are not looking for any harbor for Hocking Valley. Per- 
sonally, I am not cancerned at all about its future. On the other 
hand, am more than willing to join any constructive and con- 
servative effort to rebuild on the lines suggested by the Commission. 
It is needless to comment that the new medium of exchange must 
be of sound calibre and in fair amounts. 

In discussing with the Scott committee (of the C. & O. minorit 
stockholders) I am in doubt as to what course it will pursue if ane 
other attempt is made the Van Sweringens. The nority in the 
Hocking Valley is so insignificant in amout as to have little voice in 
any future plan. But the principles involved are the same and if 
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it is deemed best, from a public service standpoint thatthe propo- 
sition be re-submitted, I want to do all I can to help. 

Salvation of the Chicago, Attica & Southern is not neces. 
sarily involved in the conference believed likely to result in the 
revival of the Van Sweringen plan‘ for further consideration by 
the Commission. Inasmuch as the fight largely was about the 
terms on which the assets of the Chesapeake & Ohio were to 
be put into the consolidated property and the Commission ap. 
proved the plan from a transportation point of view, further 
hearings in the matter, it is believed, would be relatively brief, 
unless, of course, some new minority interest should be created 
by the revised plan. That would be possible, although it has 
been assumed, by all those-interested, that if the minority that 
fought the plan in the first instance could be induced to support 
it, because of changes made in it, the work of the Commission 
would be reduced to a minimum. 

Commissioner Meyer, in whose office the conference was 
held, has treated the whole matter as in the stage wherein there 
was nothing to be said, or any record of the conference placed 
in the Nickel Plate merger docket because nothing had come to 
such a point that what had been said could be put upon paper 
and denominated as a proposal. Commissioners who have super- 
vision of cases frequently bring the parties in a case together 
for informal conference with a view to arranging either public 
conferences or formal hearings on some definite motion or peti- 
tion. No records are. made of such conferences unless some- 
thing definite to be talked about in public is agreed’ upon. The 
conference of July 8, it is understood, was not of such a char- 
acter as to enable anyone to make a definite forecast of what 
might be expected in the future. 

Commissioner Meyer’s letter to the Indiana senators and 
representatives in regard to the Chicago, Attica & Southern 
follows: 


In reply to your joint letters received the eighth instant, I beg 
to advise that I had previously arranged informal conference this 
morning with representatives of the majority and minority interests 
in the Chesapeake & Ohio Railroad. At the conclusion of this con- 
ference I brought to the attention of those present the subject of 
the matter of your letter and Mr. O. P. Van Sweringen stated that 


he would look into it promptly. Meanwhile we shall give considera- 
tion to other possibilities. 


The railroad which is now called the Chicago, Attica & Southern 
has been before us on a number of different occasions. The imterested 
parties have placed before us information regarding the local situa- 
tion, and we fully appreciate the importance of this railroad to the 
people who are solely dependent upon if for railroad service. 


EXTENSION OF M. N. & §S. LINE 


The Commission has authorized the Minneapolis, Northfield 
& Southern to construct an extension from Golden Valley to a 
connection with the Soo Line at Crystal, Minn., a distance of 
approximately 6 miles, all in Hennepin county, Minn. 

The M. N. & S. extends from Minneapolis through North- 
field to Faribault, with a branch or extension from Northfield to 
Randolph, Minn. It connects at its northern end with the Great 
Northern and at Randolph with the Chicago Great Western. 
The applicant said the only railroad with which it had a direct 
physical connection at Minneapolis was the Great Northern. 

Since 1921, according to the report, there has been a sub- 
stantial increase in traffic via applicant’s line, most of it being 
due to the through traffic handled as an intermediate carrier. 
This traffic began in 1921 and has increased from 232 cars in 
that year to 13,363 cars in 1925, according to the report. 

The report said the testimony was that the increase was due 
to the advantages of the applicant’s line as a means of avoiding 
movement through the Minnesota Transfer, a joint terminal be- 
tween Minneapolis and St. Paul; that most of the through 
traffic interchanged at the Twin Cities passed through this 
terminal, and that this movement often involved serious delays 
because of congestion. The applicant said it expected that the 
difficulty of enlarging that terminal to meet the needs of in- 
creasing traffic would cause its own through business to in- 
crease rapidly. The proposed construction is designed to meet 
that situation. The applicant represented that the proposed 
extension eventually would form part of a belt line, extending 
north and east of Minneapolis to South St. Paul, which it had 
projected and hoped to complete when it was able, and that this 
belt line would enable it to interchange traffic between all lines 
reaching the Twin Cities. 

The village of St. Louis Park and taxpayers thereof pro- 
tested against the granting of the application on the ground that 
the applicant was operating its existing railroad without right 
and also that damage to the village would result from construc- 
tion of the line as proposed. The Commission said the objec- 
tions raised presented matters properly cognizable in the courts 
and should be left to the determination of those tribunals. 


CLASSIFICATION DOCKET 


Copies of Consolidated Classification Docket No. 27, for 
hearings of the Official, Western, and Southern classification 
committees, to be held in New York, Chicago and Atlanta, on 
July 18, 20, and 29, respectively, are mailed to subscribers 
with the June 19 number of the Traffic Bulletin. 
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LOWER RATES ARE APPLICABLE 


The Commission, by division 3, in No. 16399, Burlington 
Shippers’ Association et al. vs. Chicago, Burlington & Quincy 
et al., mimeographed, deals with a peculiar rate situation. It 
said that the record, as made by the complainants, showed that 
the maintenance of commodity rates, on tinware, to Quincy, Ill., 
and St. Louis, from Chicago, Milwaukee, Rockford and Wauke- 
gan, Ill., lower than to Keokuk and Burlington, would subject 
the Iowa points to undue prejudice and disadvantage and give 
Quincy and St. Louis an undue preference and advantage. It 
found the class rate basis which has been in force not un- 
reasonable. 

That conclusion, it said, was reached upon the facts and rate 
situations about which there was testimony at the hearing. 
However, it said, an examination of its tariff files revealed that 
the commodity rate basis applicable to St. Louis was also appli- 
cable to Burlington and Quincy by reason of the current Boyd 
tariff, I. C. C. A-1499, because it made the St. Louis basis ap- 
plicable to McIntosh, Mo. An intermediate application rule, it 
said, made the McIntosh rate applicable to Keokuk and Bur- 
lington, so that, properly construed, the existing tariffs did not 
cause undue prejudice to the complaining community. In deal- 
ing with the tariff situation discovered by the Commission, the 
report said: 


In their exceptions to the proposed report of the examiner, ex- 
pressing the foregoing views, defendants state that the Burlington’s 
tariff I. C. C. 16307 purports to name all of its commodity rates (ex- 
cept rates on certain listed commodities, not including tinware) to 
its Mississippi River crossings south from Dubuque, Ia., to Louisiana, 
Mo., inclusive, and provides that an article not named in the index 
of commodities therein, which would include tinware, the class rates 


will apply; and they contend that, inasmuch as the Burlington did - 


not delegate authority to any other carrier or publishing agent to 
publish commodity rates to those gateways except on articles speci- 
fically excepted from the Burlington’s own tariff, and not including 
tinware, the Boyd tariff, which, furthermore, purports to name com- 
modity rates only to Mississippi River gateways south of Louisiana, 
and therefore south of Keokuk and Burlington, can not, under the 
requirements of tariff circular 18-A, apply. Inasmuch as defendants 
quote from rule 4-C of tariff circular 18-A, they apparently contend 
also that the Boyd tariff is inapplicable, because it is ‘not specifically 
referred to by the Burlington tariff. They suggest that any other 
construction would result in confusion in the application of rates, in 
that some other tariff would Pte to name a rate different from 
the rate on the same commodity which the tariff naming the latter 
rate purports on its face exclusively to publish. The Burlington, how- 
ever, is a party to the Boyd tariff, and a failure strictly to observe 
the requirements of tariff circular 18-A in the publication of the Burl- 
ington and the Boyd tariffs, while a matter to be dealt with between 
us and the carriers, does not, in itself, invalidate the rate in the 
Boyd tariff. 

We find that the Boyd tariff authorizes the applicaion of the 
McIntosh and St. Louis basis of rates on tinware to Keokuk and 
Burlington. 

No order will be entered at this time, but it is expected that 
the defendant will maintain rates on tinware, in carloads, from the 
points of origin here considered to Burlington and Keokuk no higher 
than the contemporaneous rates on the same commodity from those 
points of origin to St. Louis. and Quincy. 


PETROLEUM TO COLORADO 


The Commission, by division 4, in No. 16544, White Eagle 
Oil & Refining Co. vs. Denver & Rio Grande Western et al. 
(mimeographed), found the rates on petroleum products, includ- 
ing lubricating oils and greases, from points in Kansas, Okla- 
homa, Texas and Wyoming, to points on the Denver & Rio 
Grande Western, in Colorado, unjust and unreasonable. It or- 
dered the following rates to be established not later than July 








Augusta, Kans., to...... TO RSS oo bdo c8 5 sek cee dns so besan 101 
Augusta, Ge ere BEOURPOOR, “SIGIOS 55i.0 500 50 5 kone ace oe 101 
Augusta, Kans., to...... Hotchicise, “GO00. ss. 6 v6 Sve eevee eee 110 
Augusta, Kans., to...... Monte Vista, Colo. ii. fai ciscvenes cae 74.6 
Tulsa, Okla. t0cs<,..0s0% Delta, Colo... iscesss 101 
Tulsa, OkIG.. WOs.ix see sce Montrose, Colo. 101 
Tulsa, Okla., to.......60. SIUCBINR, COs ops sg ca de adic csctswee 110 
Tulsa, Okla., to........:- BEOMEA "Viste, GOlOs ois 00 i ctcsese acdsee 17 
Ft. Worth, Tex., to...... POM SONG ns ok c whee sabi tees OSt as bh 101 
Ft. Worth, Tex., to...... TROMTROOR. SOOM, © in ioc cess coc ckwcuss ces 101 
Ft. Worth, Tex., to...... is a oS 7 Ea re ye eee 110 
Ft. Worth, Tex., to......- Monte Vista, Colo.......cccscscsccders 17 
Casper, Wyo., to.......+. WPS IE satin ks 5 bac do phe caer 74 
Casper, Wyo., to........ DRS. COI. caso 0s ansin seas ieeenze 74 
Casper, Wyo., to........- Hotchkiss, Colo. .. 83 
Casper, Wyo., to........- Monte Vista, Colo 69. 
Casper, Wyo., t0.....+.6+ RIGOR ONO as os ivan nnd ctnnetes ts 69.5 
Casper, Wyo., to........¢ MNGi, CON 6 65 56S gic ne co 88 0 CESARE 77 
Casper, Wyo., to......... Canon City, Colo. ...cssccescccereceee 45 
Casper, Wyo., to......... Waostoltine, COMO, 0.208 io inss evcovccse ss 54 
Casper, Wyo., t0.....0..+ Bea, Weeks CODED. Fe sak cee ccc ci Nees 54 
Casper, WY0., tO.....e00s GaGa, .- COW,:.''; vs iiss secxs ds esac eer | 


_ Commissioner Woodlock dissented because he said the deci- 
sion represented another step toward the disruption of the Colo- 
rado common point adjustment which, he said, was referred to 
in the dissent of Commissioner Lewis in Jewel Co. vs. A. T. & 
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S. F., 104 I. C. C. 380, in which he said he had joined. His dis- 
sent, he said, was based on the same general principles which 
prompted that dissent. In that case the Commission condemned 
the rates to Canon City, Colo., from points in Kansas and Okla- 
homa, made on the common point basis, as being too high. They 
were 23.5 cents higher than the rates to Pueblo, 41 miles east 
of Canon City. It said they were unreasonable and unduly 
prejudicial to the extent they exceeded the rates to Pueblo by 


~more than 9 cents. 


In discussing this case the Commission said it seemed un- 
necessary to discuss the evidence in detail because, generally, 
similar evidence was presented in the Utah Automobile Asso- 
ciation case, 66 I. C. C. 8, and 92 I. C.-C. 376, and the Jewel case. 
The present record, it said, afforded no basis for a different con- 
clusion upon the general question of the reasonableness of the 
rates assailed by refiners located at the points of origin men- 
tioned in the order requiring the establishment of new rates. 
It said the only question was as to whether the rates were 
unreasonable to the extent alleged. The complaint covered ship- 


‘ments since December 17, 1922. 


The rates in effect were alleged to be unreasonable to the 
extent they exceeded the rates the complainant figured on the 
basis of the decision in the Jewel case. That is to say, the rate 
to Canon City was made 9 cents over the rate to Pueblo and 
then rates to other points were made by adding to the rate to 
Pueblo amounts which were the same percentages of the factors 
beyond Pueblo that the 9 cent difference over Pueblo to Canon 
City was to the former 23.5 cent factor from Pueblo to that 
point. On that point, which was the one on which the decision 
seemed to turn, the Commission said: 


Without expressing any opinion as to the propriety of the methods 
followed by the complainant and intervener in arriving at the pro- 
posed rates we are of the opinion that most of them are not less 
than maximum reasonable rates. In fact, in most instances, they are 
higher than would result if a distance scale were constructed based 
on the amounts by which the rates prescribed in the Utah Auto- 
mobile Association and Jewel Company cases supra, from the mid- 
continent field to Canon City and to the Utah common points ex- 
ceed the rates to the Colorado gateways, and amounts based on the 
application of such a scale from the gateways to these destinations 
were added to the rates to the gateways. The rates proposed to 
Salida and Westcliffe, however, are somewhat low. In our opinion 
the rate from Casper to Salida should be 51 cents and to est- 
cliffe, in view of the branch line haul involved, 54 cents. 


‘BAKING POWDER RATINGS 


The Commission, in No. 16207, Rumford Chemical Works et 
al. vs. New York, New Haven & Hartford et al., mimeographed, 
written by Commissioner Esch, found the less-than-carload rat- 
ing on baking powder, in cans or cartons, in the three classifica- 
tion territories not unreasonable, unjustly discriminatory or un- 
duly prejudicial. 

It found the less-than-carload ratings on that commodity, in 
glass, in the three territories, and the carload ratings, in glass, 
in Southern and Western, and in cans, cartons or glass, in the 
Official Classification, unreasonable, but not unjustly discrim- 
inatory or unduly prejudicial. It ordered the establishment of 
the ratings it found reasonable not later than July 26. The 
specific finding follows: 


We find that the less-than-carload rating on baking powder, in 
cans or cartons, in the three classifications is not unreasonable, un- 
justly discriminatory, or unduly prejudicial; that the rating in the 
three classifications on baking wder; in glass, packed in barrels 
or boxes, when shipped in less- n-carloads, is unreasonable to the 
extent that it exceeds a — of second class, but not unjustly dis- 
criminatory or unduly prejudicial; and that the carload ratings on 
baking: powder, in glass, packed in barrels or boxes, in the southern 
and western classifications, and in cans, cartons, or glass in the 
official classification, are unreasonable to the extent they exceed a 
rating of fifth class, minimum weight 36,000 pounds, but not un- 
justly discriminatory or unduly prejudicial. 


As stated by Commissioner Esch, the complainants sought 
the same ratings on baking powder in glass as in cans or car- 
tons. He said they also alleged that the same ratings should 
be applied on baking powder and self-rising flour, on account of 
the competition, especially in the south, between the flour con- 
taining the leavening agent and the leavening agent itself. The 
complainants, he said, pointed out that when the leavening agent 
was shipped as part of the material ready for mixing into dough 
the leavening agent was transported at a lower rate than when 
shipped alone, thereby causing unjust discrimination. 

The contention in behalf of the same ratings on baking 
powder regardless of the container was that, from a carrier 
point of view, baking powder in glass was more desirable, as 
traffic than when packed in cans or cartons because the weight 
of the commodity when packed in glass containers was greater 
and the value less per cubic foot. 
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While the complainants contended for a rating on baking 
powder the same as on self-rising flour, Commissioner Esch 
said the correct fifth class rating on baking powder, in Southern 
Classification, was satisfactory to them, although higher than 
the rating on self-rising flour, with which the complainants con- 
tended, there was keen competition. 

The carriers, in addition to pointing out that the ratings 
sought, in several instances, would be lower on the acid content 
in the baking powder than on the acid when shipped alone, said 
the changes in ratings sought would have little effect upon the 
competition of baking powder with self-rising flour in view of the 
small quantity of leavening ingredients in the latter and the 
difference in the prices of the commodities. They pointed out, 
he said, that the difference between the fourth and fifth class 
rates between New York and Chicago would be 10.5 cents per 
100 pounds, or approximately one-tenth of a cent per pound. 

Official Classification lines argued that the ratings on bak- 
ing powder in glass’were properly related to the ratings on other 
commodities shipped in like types of containers, and that 93 
‘ per cent of such commodities were rated first class or higher. 
They insisted that as there was no salvage in case of breakage 
of a glass container, higher ratings on glass than on cans or 
cartons were justified. The ‘Commission pointed out that in 
Indian Packing Corp. vs. Director-General, 93 I. C. C. 400, it 
found that the less-than-carload ratings in Official Classification 
on certain foods when in glass or earthenware, packed in bar- 
rels or boxes, should not exceed the next numbered class above 
the L. C. L. ratings applicable on the same food when in metal 
cans, in barrels or boxes. 

Commissioner Campbell dissented, as he did in the Indian 
Packing case, because he thought the ratings on food products 
should be no higher when shipped in glass than when shipped 
in metal containers. 


INTERMEDIATE RULE CASE 


The Commission, by division 4, in a report written by Com- 
missioner Meyer, in No. 15993, Pacific Coast Shippers’ Associa- 
tion, Inc., et al. vs. Akron, Canton & Youngtown et al. (mimeo- 
graphed), found that rates charged on lumber and other forest 
products from points in Washington, Oregon, Idaho, Montana, 
and British Columbia, to destinations in Indiana, Michigan and 
Ohio were illegal, in some instances, and legal, in others. It 
directed the refund of overcharges and dismissed the complaint. 

The case arose on account of disagreement as to the mean- 
ing of the intermediate application rule in Countiss’ tariffs ap- 
plicable on lumber from the Pacific northwest after the estab- 
lishment of joint rates on lumber on December 24, 1921. Prior 
at that time the rates were made by combination, generally on 
Chicago. At the request of shippers, the carriers established 
joint rates, to C. F. A. points and east, and three groups, the 
Grand Rapids-Evansville, Detroit-Cincinnati, and Buffalo-Pitts- 
burgh. 


Five points in Ohio were listed in the index without county 
designations, although there were as many points in that state 
in different counties. The broad intention of the carriers was 
to make an intermediate application rule that would give to un- 
named intermediate points the rate applicable to the groups in 
which they were situated. However, the language of the rules, 
the fact about the duplication of names, the circuity of the routes, 
and the disagreements among officials of the carriers, resulted in 
a’ confusion as to the meaning of the tariffs that caused disputes 


. ~n the legal rate. In disposing of the case, the Commission 
said: 


The index of destinations in each of the tariffs here considered 
is arranged alphabetically by states. Under the name of each state 
the points to which the rates apply are stated, either by name, by 
the phrase “all points,” or some by name and others by the. phrase 

all other points.’”’ In certain instances a specific basis of rates is 
provided to named destinations in a particular state’’ and. unnamed 
intermediate points located between two of the above-named points,” 
and a different basis of rates for “all other points” in that state. 

We are of opinion and find that in these tariffs, not only the 
destinations named are indexed within the meaning of the inter- 
mediate rule heretofore quoted, but all points falling within the 
descriptions of ‘‘all points,” ‘all other points’? and “unnamed inter- 
mediate points located between two of the above-named points” are 
likewise indexed. The expression last quoted is taken to mean that 
the unnamed intermediate point must be located within the terri- 
tory covered by the specific rates. That is to say, a point in the 
higher-rated territory, covered by the description ‘all other points” 
is not to be regarded as located between two named points merely 
because there is a possoble route from one named point to another 
through such higher-rated territory. Under such construction, all 
points in Ohio, Indiana, and Michigan were indexed in the tariffs and 
had specific rates provided thereto, as contended by defendants 
and, so far as destinations in these states are concerned, the inter- 
mediate rule quoted had no application. The tariffs named rates 
not only to destinations in* these states, but throughout central, 
trunk-line and ‘New England territories. The intermediate rule was 
one of general application and‘could be given effect in some states 
to which the tariffs provided rates only to specifically named points, 
Pennsylvania and New York, being examples. 

We are further of opinion and find that in the instances where 
a point was indexed as located in a particular state the rate shown 
thereto was applicable to any destination of that name in that state 
upon the lines of carriers participating in the tariffs. 

The construction which we have here given these tariffs is war- 
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ranted by their provisions considered as a whole, is reasonable yp- 
der all the circumstances, and is undoubtedly that intended by the 
makers so far as we can judge their intention by the tariffs. The 
construction sought by complainants would lead to absurd results 
in many instances not necessary to detail here. 

The complaint will be dismissed. Defendants should promptly re- 
fund any overcharges which may exist on the basis of the findings 
herein. Upon their failure to do so we will entertain a petition for 
reopening of the case. 


SOME RATES WERE RIGHT 


The Commission, by division 3, in I. and S. No. 2598, cotton. 
seed from southeastern Missouri to Cairo, Ill. (mimeographed), 
has found the proposed joint distance commodity rates on cot- 
tonseed, from Campbell, Illmo, LaForge, Lilbourn, New Madrid, 
Randles and Zeta, Mo., to Cairo, Ill., justified. It has found the 
proposed joint distance commodity rates on that commodity, 
from Benton, Cape Girardeau, Commerce, McBride, Menfro, 
Neeleys, Seventy Six and Wittenberg, Mo., to Cairo, not justified, 

It has set forth the rates that should be charged from the 
eight points last mentioned. Its finding that the ones under 
suspension had not been justified was without prejudice to the 
filing of new ones in accordance with the figures set forth in 
a table in the report. 

The fifteen rates in question were proposed in compliance 
with the Commission’s decision in Oklahoma Corporation Com- 
mission vs. A. & S., 98 I. C. C. 183. In that case it prescribed, 
among other things, a distance scale of rates to be established 
on cottonseed from points in southeastern Missouri, on the 
Frisco and Cotton Belt, to Cairo. It said that in computing dis. 
tances, the shortest routes via existing connections for the inter- 
change of freight should be used, embracing as a maximum not 
more than three lines for distances not exceeding 500 miles. 

Disputes arose as to mileages and interchange points, some 
of the shippers insisting that, where it was possible to switch 
a car from one road to another, the distance should be conm- 


puted via such a point. On that phase of the subject the Com- 
mission said: 


Respondents are justified in computing distances over the shortest 
route via existing connections maintained for the interchange of car- 
load traffic. The fact that by means of a switch it is possible to so 
handle a car at a place not a point of interchange as to reduce 
the distance between points of origin and destination by the fraction 
of a mile or a few miles does not bring such a place within the 
meaning of the phrase “existing connection for the interchange of 
carload freight as used by the Commission in Oklahoma Corporation 
Commission vs. A. & S. Ry. Co., supra.’’ 


TENT SHOW BAGGAGE CASE 


The Commission, by. division 3, in I. and S. No. 2597, bag- 
gage from and between southern points (mimeographed), has 
found the proposed schedules of southern carriers denying to 
owners of traveling tent shows who engage special baggage cars 
the right to check free, in regular baggage service, the usual 
150 pounds of baggage allowed on each adult ticket not justi- 
fied. It has directed the cancellation of the suspended schedules 
and discontinued the proceedings. Persons traveling under the 
conditions before indicated are not denied the right to check 
their baggage in the regular baggage cars, but when they do 
so they pay excess baggage charges. 

Prior to August, 1923, free checking for the usual amount 
of personal baggage was allowed, but in that month the Louis- 
ville & Nashville questioned the right of one who had hired a 
special baggage car, under the conditions set forth in the tariffs, 
to have any baggage carried in the regular cars, except as excess 
baggage. The members of the Southeasfern Passenger Associa- 
tion filed the schedules under suspension so as to clear up that 
point in favor of the imposition of the excess baggage charge. 
Upon protest of the Car Owning Managers’ Association, embrac- 
ing many traveling tent show companies, the schedules were 
suspended. 

Members of the companies of the show companies desired 


to have their baggage carried in the regular cars so as to be- 


able to obtain it immediately upon arrival in a place where the 
show was to be given. They could not do that if they put their 
personal baggage in the cars with the tents and show parapher- 
nalia because, as a rule, the special cars were not spotted for 
several hours after arrival. 

The Commission reviewed the whole situation brought about 
by the various arrangements whereby such organizations ob- 
tained special cars, whether by purchase or by complying with 
the rules for the purchase of a specified number of tickets. It 
found, as it said, many discriminations as between the ones who 
had bought private passenger.cars for themselves and those who 
hired Pullmans and thereby obtained the right to have special 
baggage cars, and between the different forms of party ticket 
arrangements. After setting forth that the man who bought 
himself a private car paid more for his accommodations thal 
passengers who bought the requisite number of tickets for the 
exclusive use of a Pullman, the Commission said it had not been 
shown that the transportation of the private passenger car was 
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more expensive or hazardous than the transportation of the 
Pullman car. In disposing of the case the Commission said: 


Respondents state that the proposed schedules, or their equiva- 
lent, are in effect in all other parts of the United States. In south- 
western and western territories the schedules became effective on 
October 1, 1924. In central and trunk-line territories they became 
effective on March 1, 1924, and in New England territory April 1, 1925. 
We have never had any‘of these schedules before us for review prior 
to this proceeding. Their wide application is not conclusive proof 
of their reasonableness. 

The present schedules need clarification. Rule 11, in connection 
with the baggage tariff therein referred to, clearly permits the check- 
ing of 150 pounds of baggage in regular service (1) by each of the 
95 passengers traveling in regular service, to whom a special baggage 
car is furnished without charge above the 25 adult fares; (2) by each 
of the twenty-five passengers traveling in private passenger cars, 
who are charged eight and one-third fares for the special baggage 
car, in addition to the twenty-five adult fares, minimum $42 plus 
the surcharge, charged for the private passenger car, equipped with 
sleeping cars; and (3) by each of the 10 are traveling in 
regular service on 10 of the 18% fares charged for a special baggage 
car. Rule 7, on the other hand, is not clear. Whatever may be said 
as to the purchaser of 25 adult tickets, for use in regular service, 
to whom a special baggage car is furnished without further charge, 
certainly the owner of a private passenger car, equipped with sleep- 
ing berths, who pays 8% fares, minimum $30, for each special bag- 
gage car, in addition to 25 adult fares, minimum $42, plus the sur- 
charge, for his private pasenger car, is not being accorded a “free 
movement of baggage car’’ within the meaning of that rule. We find 
that respondents’ present schedules, construed together, do not war- 
rant denial of the baggage-checking privilege granted by rule 11. 
We also find that respondents’ general tariff provisions governing the 
transportation of private or chartered passenger cars and special 
baggage cars should be clarified. We further find that, the proposed 
schedules have not been justified. An order will be entered requir- 
ing their cancellation and discontinuing this proceeding. 


CHARGES ON SPINACH 


The Commission, by division 3, has dismissed the complaint 
in No. 16553, Frank T. Miller et al. vs. International & Great 
Northern et al., mimeographed, on a finding that refrigeration 
charges on spinach, carloads, from points in Texas to eastern 
destinations, were not and are not unreasonable. 

Complainants are wholesale produce dealers with principal 
offices at Buffalo and Lockport, N. Y. They alleged .that the 
refrigeration charges had been and were unreasonable for the 
standard refrigeration service rendered and to the extent that 
they exceeded charges which would have accrued under a modi- 
fied cost-of-ice basis, particularly in the winter season, Decem- 
ber 15 to March 15, inclusive. Reparation and reasonable 
charges for the future were asked. The Iron City Produce Com- 
pany of Pittsburgh intervened and asked similar relief. 

The Commission said the destinations were Buffalo, New 
York, Rochester, Philadelphia, Pittsburgh, Jersey City and Bos- 
ton, and that most of the origin points were in the so-called 
Texas group C from which the stated refrigeration charges were 
$95 per car to New York, Jersey City and Philadelphia, $100 to 
Boston and “$90 to the other destinations. Defendants offered 
evidence, the report said, tending to show that the charges as- 
sailed were not and are not in excess of the cost of the service 
plus a reasonable profit. Defendants submitted cost studies and 
in these studies, the report said, they used the same methods as 
those described in Arlington Heights Fruit Exchange vs. S. P. 
Co., 20 I. C. CG. 106, and Perishable Freight Investigation, 56-1. 
C. C. 452, For example, the report continued, defendants showed 
that the refrigeration charges from group C points to the desti- 
nations involved in the instant case, which averaged $94.15, were 
made up of the following items: cost of ice per car, $36; cost of 
hauling ice in bunkers, $32.54; cost of switching, $2.03; repairs 
to bunkers, $5; supervision, $4; hazard and profit, $14.58. Com- 
Plainants figured that $50 per car to Boston would be a reason- 
able charge. . 

: The Commission said it did not appear that the service re- 
quired on the traffic under a modified cost-of-ice basis in any 
Season of the year would be substantially less than that re- 
quired under standard refrigeration. On the record, the Com- 
mission found that the charges assailed were not and are not 
unreasonable. . 

The report also embraces No. 16553, Sub. No. 1, Frank T. 
Miller et al. vs. Rio Grande & Eagle Pass; Sub. No. 2, Same vs. 
San Antonio, Uvalde & Gulf; Sub. No. 3, Same vs. Gulf, Colo- 
rado & Santa Fe; Sub. No. 4, Same vs. Asherton & Gulf; Sub. 
No. 5, Samuel Rinelli vs. Rio Grande & Eagle Pass; Sub. No. 6, 
Same vs. San Antonio, Uvalde & Gulf; Sub. No. 7, Same vs. 
Asherton & Gulf; Sub. No. 8, Same vs. International & Great 
Northern et al., and Sub. No. 9, Same vs. Texas & Pacific. 


MELON CLASSIFICATION CORRECT 


_ Ina mimeographed report by division 3, the Commission has 
dismissed the complaint in No. 16797, C. M. Brown vs. Chicago, 
Rock Island & Pacific et al., on a finding that refrigeration 
charges on cantaloupes, carloads, from Heber, Calif., to inter- 
State destinations in the United States and to destinations in 
Canada were not unlawful, 

_ Complainant alleged that by reason of erroneous classifica- 
ton the refrigeration charges assessed on numerous carload 
shipments of cantaloupes, made prior to June 20, 1923, from 
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Heber to the destinations indicated, were unjust, unreasonable, 
discriminatory and unlawful. Reparation was sought. 

The ,Commission said that, at the hearing, it was agreed 
that the only question at issue was the interpretation of the 
tariff. The cantaloupes were classified as melons which com- 
plainant contended was not correct under the tariff. The Com- 


mission found that the classification of cantaloupes as melons 
was not in error. 


FRESH PEACH REPARATION 


The Commission, by division 4, in No. 16887, Drake Produce 
Company vs. Oregon Short Line, et al., mimeographed, has found 
the rate charged on two carloads of fresh peaches, in baskets, 
from Emmett, Ida., to Miami, Fla., unreasonable to the extent it 
exceeded $2.815, but not otherwise unlawful. The shipments 
were made in August and September, 1923, and a combination 
of $3.37 was applied. The prayer of the complaint was for rates 


for the future, but the Commission said that a rate of $1.875 
was made effective in 1925. 


MISROUTING ON LUMBER 


The Commission, by division 4, in No. 17398, Hector Lumber 
Company vs. Chicago, Milwaukee & St. Paul, et al., mimeo- 
graphed, has awarded reparation on account of damages due to 
the misrouting of and the imposition of illegal demurrage 
charges on a carload of lumber shipped from Aberdeen, Miss., 
to Chicago, Ill., in October, 1923. The Commission found that 
through an error of the Mobile and Ohio a proper delivery of 
the shipment was prevented. 


NEW COAL RATE ORDERED 


A finding of unreasonableness, an award of reparation, and 
an order establishing a new rate, not later than July 20, have 
been made in No. 17196, Green Bay Lumber Company vs. Chi- 
cago, Burlington & Quincy, et al., mimeographed; as to rates on 
two carloads of coal from Christopher, Ill., to Malvern, Ia. The 
Commission, by division 4, found the rates assessed in the sum- 
mer of 1924 unreasonable to the extent they exceeded $3.59 per 
ton, and awarded reparation to that basis. 


TIN PLATES SCRAP RATES 


A finding of unreasonableness, an award of reparation, and 
an order for the future have been made in No. 15861, Metal & 
Thermit Corporation vs. Central of New Jersey et al., mimeo- 
graphed, as to rates on tin plate scrap, carloads, from Balti- 
more, Md., to Carteret and Sewaren, N. J. The Commission, by 
division 3, found the assailed rate was, is, and for the future 
will be unreasonable to the extent it exceeded, exceeds, or may 
exceed, $2.75 per long ton prior to July 1, 1922, and $2.475 on and 
after that date, and awarded reparation to that basis. The re- 
port also covers No. 17748, Continental Can Co. vs. Same, and 
No. 17843, Vulcan Detinning Company vs. B. & O. The carriers 
are to establish the new rate not later than July 30. 


MINE-RUN FIRE CLAY RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 16105, Athletic Mining and Smelting 
Company vs. Fort Smith & Western et al., mimeographed, as to 
rates on crude mine-run fire clay, from St. Louis and Clayton, 
Mo., to South Fort Smith and Van Buren, Ark. The Commission, 
by division 3, found the rates charged, 17 and 19 cents, were 
unreasonable to the extent they exceeded 16 cents on the ship- 
ments over the Ft. Smith and Western and on other shipments 
14 cents for single-line, and 14.5 cents for joint-line hauls on a 
minimum of 80,000 pounds, or the marked capacity, if less than 
80,000 pounds. 


FUEL OIL REPARATION 


The Commission, by division 4, in No. 16204, Shores-Mueller 
Company et al. vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed, has found the rates on many tanks of fuel oil shipped 
between July 21, 1921, and September 23, 1922, from Kansas City 
and points in Oklahoma, to Cedar Rapids, Des Moines, and 
Waterloo, Ia., unreasonable and unduly prejudicial. It found 
the rates on fuel oil unlawful in the respects mentioned to the 
extent they exceeded rates 6.5 cents less than the contempo- 
raneous rates on refined oil between July 21, 1921, and June 30, 
1922, and 6 cents from and after July 1, 1922, and awarded 
reparation to that basis. 


AMMUNITION CASE DISMISSED 


The Commission, by division 3, has dismissed No. 16139, 
Herrick Hardware Company et al. vs. New York, New Haven & 
Hartford et al., mimeographed, finding rates on small arms am- 
munition, carloads, from Bridgeport and New Haven, Conn., to 
Palestine, Austin, Waco, Corsicana, Tyler, Marshall and Pitts- 
burg, Tex., not unreasonable or otherwise unlawful. The com- 
plaint alleged the rates charged on 24 carloads, shipped between 
July 25, 1922, and June 9, 1924, were unreasonable, unduly preju- 
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dicial and in violation of the long and short haul part of the 
fourth section. It alleged the rates were unduly prejudicial in 
comparison with rates to Shreveport, Texarkana, Little Rock, 
Ft. Smith, Oklahoma City, McAlester, Muskogee and Tulsa. The 
Commission said the rates on small arms ammunition between 
seaboard territory and destinations in the southwest were in 
issue in cases now consolidated with and receiving considera- 
tion in No. 13535, Corporation Commission of Oklahoma vs. A. 
& R. R. Co. et al. It said that its finding in this case was with- 
out prejudice to any conclusion that might be reached in that 
case. 


CASE FOR THE COURTS 


The Commission, by division 3, has dismissed No. 16660, 
Samuel Rinelli vs. New York, New Haven & Hartford et al., 
mimeographed, finding the alleged failure of the defendant to 
notify the complainant of the refusal of a shipment of onions 
from Buffalo, N. Y., to Providence, R. I., was not a violation of 
the third section. It said that the effort of the complainant to 
recover the value of the shipment, because of the failure to 
notify, was properly a loss and damage claim, not covered by 
the interstate commerce act, and cognizable only in the courts. 


COTTONSEED LINTER CHARGES 


The Commission, by division 4, in No. 17178, Stern-Kauders 
Company vs. United States War Department, Inland Waterways, 
Mississippi Warrior Service et al., mimeographed, has found 
charges collected on cottonseed linters, carloads, from Memphis 
to Chicago, in January and February, 1924, inapplicable and un- 
reasonable, and awarded reparation. It found that the applicable 
rate was 55.5 cents; that the shipment was overcharged; that 
the applicable rate was unreasonable to the extent it exceeded 
38 cents, and that the complainant was entitled to reparation 
amounting to $422.52. The shipment was originally billed as 
“cottonseed hull shavings or fibre, not bleached or dyed.” When 
it reached Cairo the inspection bureau considered the com- 
modity cotton linters and changed the billing. The cotton linters 
rate was 55.5 cents. The Commission found that a joint rate of 
38 cents applied on cotton hull fibre or shavings and on second- 
cut linters. It found the 55.5 cent rate unreasonable and awarded 
reparation to that basis, finding that 38 cents corresponded, in 
a measure, to rates on second-cut linters from Forest City, Ark., 
to Chicago, for a service about the same as that which was 
rendered in this case. 


SODA COMPLAINT DISMISSED 


The Commission, by division 3, has dismissed No. 17176, Dow 
Chemical Company vs. Pere Marquette et al., mimeographed, 
finding the rates applicable on caustic soda and calcium chloride, 
carloads, shipped from Midland, Mich., to destinations in Okla- 
homa, between March 31, 1922, and January 31, 1923, not unrea- 
sonable or otherwise unlawful. 


TRANSFORMER CORE RATING 


The Commission, by division 4, in No. 16937, Tennessee 
Electric Power Company vs. Louisville & Nashivile et al., mime- 
ographed, has found the first-class rating, in Southern Classifica- 
tion, op transformer cores, carloads, shipped from Ocoee, Tenn., 
to Pittsfield, Mass., unreasonable to the extent it exceeds fifth. 
It found the rate charges on one carload of cores from Ocoee to 
Pittsfield unreasonable to the extent it exceeded $1.13 on a min- 
py 30,000 pounds and awarded reparation amounting to 

Fourth section application No. 1952, filed by the Louisville 
& Nashville and heard in connection with this case, was not 
defended by the carriers. They said they did not desire to con- 
tinue the fourth section departure over a route in connection 
with the Southern at Knoxville. Relief was denied in fourth 
section order No. 9322 as of October5. The Commission’s order 
requires the new rating to be established not later than July 20. 


CRUDE AND FUEL OIL RATE 


The Commission, by division 4, has dismissed No. 16899, 
Alexandria Refining Company vs. Missouri Pacific, mimeo- 
graphed,, finding the rate on crude and fuel oils from El Dorado, 
Norphlet, and Smackover, Ark., to Alexandria, La., not unrea- 
sonable. The complaint covered shipments between July 1, 1923, 
and June 15, 1924. The applicable rate of 16 cents was charged. 
a complainant sought reparation to the basis of a rate of 11 
cents. 


HUMIDOR REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 17113, Swift & Company vs. New York 
Central et al., mimeographed, as to the first class rate of 74.5 
cents on nine carloads of humidors from Swanton, Ohio, to 
Chicago, in the summer of 1923. The complaint asked for rep- 
aration and an order for the future. The Commission found the 
rate unreasonable to the extent it exceeded the third class rate 
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of 50 cents, on a 20,000 pound minimum, subject to rule 34 and 
awarded reparation to that basis. It said no order for the future 
would be entered because the record did not disclose the neces. 
sity for a carload rating on this commodity. However, it said 
that should the complainant desire the establishment of the 
third class carload rate, it might apply for an order to that 
effect. 


WINE. CASE DISMISSED 
The Commission, by division 3, in No. 16819, Garrett & Com. 


-_pany, Inc., vs. New York Central et al., mimeographed, has found 


the rates on wine, in bulk, in barrels, and in tank cars, from St. 
Louis, Mo., and Sandusky, O., to Brooklyn, N. Y., not unreason- 
able and dismissed the complaint. The complaint, filed in April, 
1924, alleged that the rates charged since April, 1922, on 59 car. 
loads of wine were unjust and unreasonable. It asked for rea- 
sonable rates for the iuture, and reparation. The wine shipped, 
the report said, was in its natural state with an alcoholic con- 
tent ranging from 10 to 13.5 per cent. It was sent to Brooklyn, 
where some of it was dealcoholized and the remainder sold for 
uses recognized by the Volstead act. Third class rates were 
applied. The complainant contended they were unreasonable 
to the extent they exceeded fourth class. 


CANDY CASE DISMISSED 

An order of dismissal has been made in No. 17174, Bunte 
Brothers vs. Chicago & North Western et al., mimeographed, 
the Commission, by division 4, finding the rate charged on a 
shipment of candy from Chicago to Portland, Ore., in Septem- 
ber, 1922, was not unreasonable or otherwise unlawful. The rate 
applied was $3.21, the less-than-carload commodity rate in effect 
at that time. There was no carload commodity rate when the 
shipment moved. A rate of $2.10 carloads on confectionery was 
established October 30, 1922, and the complainant sought repa- 
ration to that basis. The complainant contended that the pub- 
lication of the $2.10 rate amounted to: an admission by the de- 
fendants that the rate on candy should have been no higher. 
The Commission said the unreasonableness of a rate was not 
established nor was it admitted by a subsequent reduction. 


BOLT AND NUT REPARATION 


A finding of inapplicability and unlawfulness, and an award 
of reparation have been made in No. 17103, Fones Bros. Hard- 
ware Company vs. Chicago, Rock Island & Pacific et al., mimeo- 
graphed, as to the rate on a less-than-carload shipment of iron 
bolts and nuts from Milldale, Conn., to Little Rock, Ark., i 
July, 1922. A fifth class rate of $1.14, governed by Southern 
Classification, was applied. The complainant contended that the 
applicable rate was fourth class, of $1.65, governed by Western 
Classification. The Commission found that the fourth class of 
$1.65 was applicable. 


PREPARED ROOFING RATES 


A revised rate structure on prepared roofing, asphalt shin- 
gles, roofing and building paper and specified wemmyed articie®, 
from designated producing points in Central, Buffalo-Pittsburg 
and Trunk Line territories, to destinations in Southern territory, 
and from points in Trunk Line territory to Virginia and West 
Virginia is to be put in place not later than August 20. It is to 
be built largely on specifications contained in the Commissions 
report in Southern Class Rate Investigation, 109 I. C. C. 300, the 
effective date in which has not yet been prescribed. 

This new work is to be done in compliance with the Com- 
mission’s report, by division 2, in No. 11203, Standard Paint 
Company et al. vs. Director-General, Alabama & Vicksburg et 
al., mimeographed. The report also covers No. 13869, Certail- 
teed Products Corporation vs. Southern et al., sub-No. 1, Barber 
Asphalt Company vs. Same; No. 13986, Central Cement & Sup 
ply Company et al. vs. Atlanta & West Point et al.; No. 14101, 
Birmingham Traffic Bureau vs. Alabama Great Southern et al.; 
and No. 14360, Allen & Jemison Company vs. Alabama Great 
Southern et al. 

Rates now in existence were found unreasonable and unduly 
prejudicial. Reparation was denied because the investigation 
and readjustment were and are general in character. 

Commissioner Campbell, author of the report, said the com 
plaints covered by the report brought in issue the rates on the 
articles before mentioned from all important producing points 
north and east, respectively, of the Ohio and Mississippi rivers 
to territory south and east, respectively, of the same rivers. 
Complainants in Nos. 13869 and 13869, sub-No. 1, were complai- 
ants in the title complaint. Following the issuance of an exam 
iner’s report proposing dismissal of the title complaint they 
withdrew and filed Nos. 13869 and 13869, sub-No. 1, on the 
ground that their interests differed somewhat from the other 
complainants in No. 11203, and could not be adequately protected 
in that case. Following the filing of the new complaints, the 
oldest complaint was re-opened and set for further hearing. The 
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other cases were separately heard. The record in the title com- 
plaint, Mr. Campbell said, had been materially amplified. 

The oldest complaint and Nos. 13869 and 13869, sub-No. 1, 
were treated in one part of the report and the other three 


in another. The three cases in the first mentioned group were - 


made the’ vehicle for the discussion about the general situation. 
The second group was disposed of with a short discussion of 
an exhibit saying that the figures therein confirmed the findings 
that the rates were unreasonable and unduly prejudicial. Com- 
missioner Campbell said that while the three complaints not 
treated as the leading ones alleged unreasonableness the prin- 
cipal complaint was about the relation between the rates to 
Montgomery, Birmingham, Tuscaloosa and Northport, on the 
one hand and Atlanta and points in the Mississippi valley 
on the other. 

As a foundation for making the criteria in the Southern 
Class Rate case and the ninth class prescribed therein the 
foundation upon which to rest the new structure, Commissioner 
Campbell restated the essential parts of the decision in that 
case. In summing up the discussion and disposing of the case 
the Commission said: 


Complainants insist that commodity rates should be established. 
In framing the new class rates we had in mind ironing out the in- 
consistencies which existed in the previous adjustment, including 
the elimination of special classification exceptions and ‘‘many com- 
modity rates which provoke complaints of discrimination and have 
no other excuse than an imperfect class-rate structure.’ 

In their exceptions complainants contend that rates on basis of 
the ninth-class rates and differentials prescribed in Southern Class 
Rate Investigation would be too high and if applied on their traffic 
for 1925 would have resulted in about 10 per cent more revenvwve for 
the carriers. Under the relationships prescribed in that investigation 
ninth-class rates are on basis of 25 per cent of first class. Com- 
plainants point out that rates approved in rates to, from, and be 
tween points south of Ohio River, supra, on prepared roofing from 
St. Louis and Cincinnati to southern destinations averaged 22.3 per 
cent of first class. They contend that the tenth-class rates, which 
are on basis of 22.5 per cent of first class, would produce about the 
same revenue for the carriers as the present rates and should not, 
therefore, be exceeded. We are of opinion that rates on these com- 
modities on basis of ninth class prescribed in southern class rate in- 
vestigation would be too high and that rates on basis of tenth class 
would be too low. ‘ 

These complaints also attack as unreasonable and unduly preju- 
dicial the rates from points in trunk-line territory, other than the 
Buffalo-Pittsburgh zone, to points in Virginia, West Virginia, and 
North Carolina not dealt with in southern class rate investigation. 
Rates to West Virginia and Virginia points in official territory are 
generally on the official territory basis of 90 percent of sixth class, 
although there are some commodity rates. Manufacturers at York 
and Spa Spring especially complain of relationship between the rates 
from those points and the rates from Erie and Niagara Falls. 


We find that the assailed rates on the articles described in ap- 
ptndix B to this rtport from points in central, Buffalo-Pittsburgh, 
and trunk-line territories to all points in southern territory, except 
Virginia and North Carolina, and from central territory and Buffalo- 
Pittsburgh territory to all Virginia and orth Carolina points in south- 
ern territory are, and for the future will be, (1) unreasonable to 
the extent that they exceed or may exceed rates on basis of, 95 per 
cent of the ninth-class rates prescribed, or resulting from the bases 
prescribed, in southern class rate investigation, 109 I. C. C. 300, from 
and to the same points, determined in the manner prescribed in said 
report; and (2) unduly prejudicial to the extent that their relation- 
ships differ from those which would result by application of rates 
on basis of 95 per cent of the ninth-class rates prescribed, or result- 
ing from the bases prescribed, in southern class rate investigation, 


supra, from and to the same points, determined in the manner pre- 
scribed‘in said report. 


We further find that the assailed rates on the articles described 
in appendix B from points in trunk-line territory, not including the 
Buffalo- Pittsburgh zone, to all points in Virginia, West Virginia, and 
North Carolina are, and for the future will be (1) unreasonable to the 
extent that they exceed or may exceed rates (a) to points in Virginia 
and West Virginia on basis of the tenth-class rates for like dis- 
tances prescribed in southern class rate investigation and set forth 
In appendix K-1 of the second report in that case, for application 
between points in southern territory, and (b) to points in North 
Carolina on basis of 95 percent of ninth-class rates which would re- 
suit from and to the said points, determined in the manner and upon 
the basis prescribed in southern class rate investigation for making 
pay from central territory to North Carolina; and (2) unduly preju- 
dicial and preferential to the extent that their relationships differ 
— those which would result by application from and to all points 
of rates determined upon the respective bases hereinbefore prescribed. 

We further find in Nos. 13869 and 13869 (Sub. No. 1) that the 
assailed rates from points in central territory to all points in south- 
= territory are, and for the future will be, unduly prejudicial to 

S catent that they exceed or may exceed the corresponding rates 
a €mporaneously maintained for like distances from New Orleans 
© the same destinations, determined in the manner prescribed in 
southern class rate investigation, supra. 
acai no case shall a rate resulting from the foregoing findings ex- 
pei the lowest aggregate of intermediate rates subject to the inter- 

a 4 commerce act over the route by which such rate is constructed. 
is he foregoing findings are without prejudice to any further re- 
: Sion of some of these rates which may become necessary follow- 
ng decision in eastern class rate investigation, supra. 
iene pon appropriate applications, considered will be given to the 
: er of fourth-section relief to enable circuitous lines or routes 
— ont the rates hereir? prescribed or approved over short lines or 
gutes and to maintain higher rates at intermediate points. 


: In respect of Nos. 13986, 14101, and 14360, the. Com- 
mission said: 


The matter of rates for the future is disposed of b 

7 y the findings 
= Nos. 11203, 13869, and 13869 (Sub. No. 1), leaving for pane $s 
oP hered the queciomn of reparation. The rates to Atlanta and the 
the fate Valley will be increased under the basis prescribed: for 


We have already found in this report that the assailed rates to 
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these destinations are and for the future will be unreasonable and 
unduly prejudicial. The foregoing table confirms those findings. The 
changes contemplated under those findings are portions of general 
readjustments in rates in which reparation should have no place. 
Accordingly, no finding is necessary as to the past. Reparation is 
denied, and these complaints will be dismissed. 

Appropriate orders for the future will be entered in Nos. 11203, 
13869, and 13869 (Sub. No. 1). 


Appendix B, mentioned in the report, is as follows: 


Roofing and building materials, viz.: 


(a) Prepared or composition roofing, with burlap reinforcement 
(see note 1), or not otherwise indexed by name in current Southern 
Classification (see note 2), in straight or mixed carloads, minimum 
weight 40,000 pounds (see note 3). 


(b) Roofing cement, liquid or other than liquid, in straight or 
mixed carloads, minimum weight 40,000 pounds. 


(c) Asphalt shingles, straight carloads, minimum weight 40,000 
pounds (see.note 3) 


(d) Asbestos flexible shingles, in straight or mixed carloads, mini- 
mum weight 40,000 pounds (see note 3). 

(e) Building, roofing or sheathing paper or felt, saturated or 
not saturated, not coated (other than asbestos), in straight or mixed 
carload, minimum weight 40,000 pounds (see notes 3 and 4). 

(f) Asbestos building, roofing or sheathing paper or felt, plain or 


saturated, in straight or mixed carload, minimum weight 40,000 
pounds (see note 3). 

(g) Expansion paving joints, asphalt or asphalt and limestone 
dust, sand, cloth or paper combined, minimum weight 40,000 pounds. 

(h) Ratings named in this item will apply on any or all of the 
articles specified in paragraphs a, b, ¢, d, e, f and g, above, in 
mixed carloads, or in mixed carloads with the following articles, in 
packages, minimum weight 40,000 pounds: Roofing coating (not paint 
or stain), having asphalt, pitch, rosin or tar base, asphalt, pitch, tar, 
roofing shells or gavel. 

Note 1—Ratings apply on felt or paper, saturated and coated - 
with asphalt, pitch, tar or similar materials combined or not com- 
bined with burlap, cotton cloth or other fabrics. 

Note 2—Ratings apply on felt or paper, saturated and coated 
with asphalt, pitch, tar or similar materials, and surfaced with 
crushed slate, talc, sand, mica, pebbles or similar materials, but not 
combined with burlap, cotton cloth or other fabric. Ratings apply 
also on multiple-ply asbestos, felt or paper, saturated and bonde 
together with asphalt, pitch, tar or similar materials. 

Note 3—When shipped in rolls, each roll or tube may contain 
roofing cement, tin roofing caps, nails or metal or wooden strips 
sufficient to lay the roofing contained in it. 

With prepared or composition roofing, roofing paper, asphalt 
shingles, or asbestos flexible shingles, there may be shipped in the 
same car, at the rates named in this item, tin roofing caps, metal 
or wooden fastenings and nails, but not to exceed 10 per cent of 
the weight of the prepared or composition roofing, roofing paper, 
asphalt shingles and asbestos flexible shingles. 

Note 4—On straight carloads of roofing felt, not saturated, mini- 
mum weight will be 36,000 pounds. 


SHORT HAUL STEEL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made.in No. 16752, H. D. Taylor Company, Inc., et al. 
vs. Pennsylvania et al., mimeographed, the Commission, by 
division 3, finding rates on iron and steel articles, from Cleve- 
land, Youngstown, Girard and Warren, O., to Black Rock and 
Buffalo, N. Y., unreasonable to the extent they exceeded the ag- 
gregate of intermediates over the route of movement in the two 
years preceding March 8, 1924. The Commission said that admit- 
tedly the question raised in this case was similar to that in the 
American Shipbuilding Case, 77 I. C. C. 439. However, on account 
of other cases mentioned in the argument in this one, it dis- 
cussed them before announcing the finding hereinbefore set 
forth. 


AUTOMATIC TRAIN CONTROL 


The Commission, by division 1, in No. 13413, the Automatic 
Train Control Devices case, sub-No. 14, mimeographed, after in- 
spection and test, has found the device installed by the Union 
Switch & Signal Co., on the Knoxville division of the Louisville 
& Nashville, to meet the requirements of its specifications and 
order, except as indicated. It has prescribed requirements in 
respect of some of the apparatus and operations with which the 
carrier is expected, promptly, to comply. 


MODIFIED PROCEDURE DOCKET = 


Commissioner Meyer has announced that it has been de- 
cided to withdraw No. 18288, Knoxville Freight Bureau et al. 
vs. Southern Railway et al., from the modified procedure docket. 
This complaint will be set down for hearing in the regular order. 

Commissioner Meyer has notified those interested that it 
has been decided to withdraw No. 18347, Columbus Railway, 
Light & Power Co. vs., Norfolk & Western et al., from the modi- 
fied procedure docket. 

Commissioner Meyer has announced that it has been de- 
cided to withdraw No. 18358, Bear Brand Hosiery Company vs. 
Atlanta, Birmingham & Atlantic Railway et al., from the modified 
procedure docket. This complaint will be set down for hearing 
in the .regular course. 

Commissioner Meyer has announced that it has been de- 
cided to withdraw No. 18281, Ridenour-Baker Grocery Company 
et al. vs. Santa-Fe et al., from the modified procedure docket. 
This complaint will be set for hearing in the regular way. 
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OIL RATES TO FLORIDA 


A method for making rates on petroleum and its products 
from points in Arkansas, Louisiana, Oklahoma, Texas and Mis- 
sissippi to Bradenton and Clearwater, Fla., on a basis other than 
combination on Jacksonville, has been proposed by Examiner 
Burton Fuller, in No. 17717, Traffic Department, Chamber of 

ommerce, Bradenton, Fla., et al. vs. Alabama and Vicksburg et 
al. He said the Commission should condemn the present rates 
as unreasonable for the future and establish new-rates by the 
naming of specific factors from Mississippi River crossings, 
namely, 72 cents from Memphis and 68.5 cents from Vicksburg 
and other crossings taking the same rates. 

The complaint alleged the rates were unreasonable and un- 
duly prejudicial. The examiner said the establishment of rea- 
sonable rates on the basis indicated would remove the undue 
prejudice. He said the Commission should find the rates were 
not unreasonable in the past and that the complainants had not 
been damaged by the undue prejudice that might have existed. 
The complaint said the rates were unduly prejudicial in com- 
parison with rates to points in Carolina territory for correspond- 
ing distances. 

After reviewing what the Commission had said, in Southern 
Class Rate Investigation, 100 I. C. C. 518, about the method of 
making rates to the Florida peninsula, Fuller said that in the 
circumstances, the commodity rate from the southwest to 
Bradenton and Clearwater should be on a lower basis than the 
Jacksonville combination but that it might be properly on a 
somewhat higher basis than the corresponding rates to points in 
the other southeastern states. He said that as the commodity 
rates were not made on a distance basis, the reduction below 
the present basis should be accomplished by the establishment 
of specific factors from the crossings rather than by the estab- 
lishment of a distance scale and arbitraries. 

Among the complainants were the members of the “16-cent 
Gasoline League,” the object of which organization was to sell 
gasoline to its members at that figure. The complainants told 
the examiner that they had been buying gasoline from the large 
companies which brought it to Tampa in tank steamers, but 
that they desired to buy from some of the smaller companies in 
the mid-continent field shipping by rail, hence their complaint. 


He said they had not been able to maintain a retail price lower 
than 20 cents. 


LINOLEUM CASE RECOMMENDATIONS 


Dismissal of No. 16944, Armstrong Cork Company vs. Penn- 
sylvania et al., has been proposed by Examiner William H. 
Smith on a finding that the rates on linoleoum, felt base floor 
coverings, carpet lining and oilcloth (other than floor oilcloth), 
in straight or mixed carloads, from points in Pennsylvania, New 
Jersey, New York, Maryland and Illinois to Pacific coast ter- 
minals and intermediate points taking the same rates, had not 
been shown to have been or to be unreasonable or otherwise 
unlawful. 

A further proposal is that the Commission find the mixture 
of oilcloth with shipments of linoleum and felt base floor cover- 
ings at the carload rate applicable on those commodities had 
not been shown to be unjustly discriminatory or otherwise un- 
lawful. 

The recommendation of dismissal also covers Sub. No. 1, 
Certain-teed Products Corporation vs. Pennsylvania et al.; Sub. 
No. 2, Standard Textile Products Co. vs. Chicago, Rock Island 
& Pacific et al.; and Sub. No. 4, Congoleum-Nairn, Inc., vs. Penn- 
sylvania. 

Wherever the word oilcloth is used in the report it means 
other than floor oilcloth, which, the examinar says, is no longer 
manufactured in this country. The complainants are manufac- 
turers of floor coverings in transcontinental groups A, D, and 
BE, in which typical points are New York, Chicago and Rock 
Island. The examiner said that the Certain-teed corporation 
was the only manufacturer in the country producing all the 
articles involved. As to the issues on which he made his report, 
the examiner, in part, said: 

The complaints. with the exception of Sub. No. 2, attack the 
carload rate on these commodities to Pacific Coast terminals and 
pesnte taking the same rates. In No. 16944 on linoleum and felt 

ase floor covering from Lancaster, Pa., and New Brunswick, N. J., 
as unjustly discriminatory and unduly prejudicial in violation of 
sections 2 and 3; in Sub. No. 1 on linoleum, felt base floor covering 
and oil cloth, in straight and mixed carloads, from Philadelphia, Pa., 
and Trenton, N. J., as unjust, unreasonable, and discriminatory in 
violation of sections 1 and 3; and in Sub. No. 3 on linoleum, felt base 
floor covering and carpet lining from Kearney, Camden, and Salem, 
N. J., Marcus Hook, Pa., and Asbestos, Md., as unreasonable and dis- 
criminatory in violation of sections 1 and 3. In Sub. No. 2 it is al- 


leged that the rate on linoleum, cork carpeting, felt base carpeting 
and oilcloth in mixed carloads from Philadelphia and Trenton gives 





% 


and undue and unreasonable preference and advantage to those points 
and to less-carload traffic of oilcloth when combined in the same car 
with less-carload quantities of linoleum and subjects complainant 
and all shippers of less carload quantities of oilcloth, and of linoleum, 
and Rock Island, to undue prejudice and disadvantage in violation of 
sections 2 and 3. The Commission is asked to prescribe a westbound 
rate of $1.15 from Chicago, Ill., and a rate of $1.45 from the eastern 
points of origin; and also to require the discontinuance of the mix- 
ture now permitted of oilcloth with linoleum and felt base floor coy- 
ering except as provided for in the Consolidated Classification. Rates 
will be stated in amounts per 100 pounds. 

To the extent that their interests were affected the various com- 
plainants and other concerns intervened in the several complaints 
in support of or in opposition to the relief sought. The testimony of 
the complainants and interveners, other than the Armstrong Cork 
Company, dealt largely with the propriety of mixing oilcloth with 
linoleum and felt base floor coverings at the carload rate. * * * 

The rate from Group A points to Pacific Coast terminals, and 
points intermediate thereto taking the same rate, is $1.65, made up 
of a base rate of $1.35 from Chicago (Group D), plus a differential 
of 30 cents to Chicago. For some years the Westbound rate from 
Group D and_ intermediate groups have been as follows: Group D, 
$1.35; Group E, $1.35; Group F, $1.28; Group G, $1.28; Group H, $1.28: 
and Group J, $1.195. Prior to May 1, 1923, the eastbound rate to 
Group D was $1.425, scaled back to $1.195 at Group J. On that date 
it was reduced to $1.35, thereby equalizing the eastbound and west- 
bound rates to and from Group D. On July 25, 1924, the eastbound 
rate to Group D was -further reduced to $1.15 and blanketed back 
to Group J, but no corresponding change was made in the west- 
bound rate. This has given rise to the present complaints which 
seek to have the rate of $1.15 established westbound from Chicago. 

The Paraffin Company, hereinafter referred to as the western 
manufacturer, located at Paraffin, Calif., is the only concern on the 
Pacific Coast which manufactures felt base floor covering. The east- 
bound rate of $1.15 applies from Paraffin to points in Group D to J. 
The rate from Paraffin to Lancaster, a point in Group A territory, is 
$1.79, made up of the rate of $1.15 to Chicago just mentioned and 
the fourth-class rate of 64 cents beyond. The westbound rate applies 
on linoleum, felt base floor coverings, and oilcloth, in straight or 
mixed carloads. Linoleum and oilcloth are not manufactured on the 
hanes Coast and the eastbound rate applies on felt base floor cover- 
ng only. 

Complainant contends that linoleum and felt base floor cover- 
ings are related articles, are highly competitive, and that the estab- 
lishment and maintenance of the lower eastbound rate to Group D 
than applies westbound from that group subjects it to undue prejudice 
and disadvantage and unduly prefers the western manufacturer. It 
is pointed out that while no reductions have been made in the west- 
bound rates, the eastbound rates to the various groups, D. to J, in- 
clusive, have been reduced since May 1, 1923, in amounts ranging 
from 4.5 cents to 27.5 cents. Complainant in various exhibits com- 
pares the eastbound rates and distances to numerous points in Group 
D to J with the westbound rates and distances from Group A to the 
same destinations, in effect from May 1, 1923, to July 25, 1924, and 
subsequent thereto, and from these it points out that in several 
instances it has been subjected to a rate handicap which is not con- 
sistent with its geographical location. It appears from these exhibits, 
however, that the rates from the east still give the manufacturer 
in that territory an advantage to most of the points indicated. 

Complainant stresses the fact that while one of the reasons given 
by the carriers in justification of the eastbound reduction was to 
meet water competition, via the Panama Canal, to Chicago territory, 
the carriers have steadfastly refused to reduce the westbound rates 
to meet water competition on the ground that any reduction west- 
bound would probably be met by the water carriers and result in 
breaking down rates to intermediate points not affected by such com- 
retition, with a consequent loss of revenue. It contrasts this attitude 
of the carriers in connection with the westbound rate with the result 
produced by the eastbound reduction which, it claims, has reduced 
the carriers’ revenues to 21 intermediate points not affected by water 
competition. It also refers to a reduction made in the westbound rate 
from Group A on fabric carpets and rugs, which reduction was made 
to meet water competition, and insists that the reasons advanced by 
the carriers in declining to reduce the rate on linoleum and felt 
base floor coverings should have applied with equal force to fabric 
carpet and rugs. 

Defendants assert that the eastbound rate of $1.15 to Group D 
points was established to enable the western manufacturer to reach 
Chicago territory in competition with the eastern manufacturers. 
In establishing this rate they claim to have taken into consideration 
the location of the western manufacturer whose shipments require 
long hauls through desert and mountainous country and_ through 
svarsely settled areas where there is little outlet for its business. 
They contend that when this rate was established all shipments of 
linoleum and floor coverings from and to Atlantic and Pacific Coast 
terminals were moving by water and that the carriers in order to 
develop tonnage were willing to sacrifice a part of the revenues on the 
comparatively few shipments to intermediate points in order to reach 
the large consuming territory around Chicago. 


GROUP ADJUSTMENT QUESTION 


Attorney-Examiner John McChord, in a proposed report on 
No. 16896, Transcontinental Oil Company vs. Baltimore & Ohio, 
said the Commission should find the rates on gasoline and naph- 
tha, from Beckett, Wilson, Bristow, Okmulgee and Tulsa, Okla.. 
to Blue Creek, W. Va., unreasonable, orden new rates and award 
reparation. He said the Commission should follow what it did 
in Transcontinental Oil Company vs. A. & V., 96 I. C. C. 136, in 
which it found rates from Hodge, Tex., to Blue Creek unreason- 
able. He said it should say, in this case, that the assailed rates 
are unreasonable to the extent they exceeded, exceed or mav 
exceed, by more than 1.5 cents, the contemporaneous rate of 56 
cents to Charleston, W. Va. He said the Commission should 
require the 57.5 cent rate to Blue Creek as a specific commodity 
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application to routes other than those through Clarksburg, W. 
Va., a point in a higher rated group. 

Blue Creek is 13 miles from Charleston and the rates 
thereto are 13 cents higher than to Charleston because the two 
points are in different groups. The examiner said no valid 
reason was assigned for this difference. The railroads said that 
if the grouping system was to be maintained the boundary of a 
group had to be placed somewhere. But, he said, groups should 
be established in such manner as not to entail unreasonable 
rates upon shippers at points in close proximity to points in a 
different group carrying a lesser rate. He said that in such 
cases specific commodity rates might be established in the 
higher rate group less than the group rate to correct injustice 
where shown, without seriously disrupting the rate group proper. 

The Baltimore & Ohio contended that inasmuch as its one- 
line route reached Charleston and Blue Creek through Clarks- 
burg and points in the Clarksburg-Grafton, Belington and Elkins, 
W. Va., groups, any reduction in the rates to Blue Creek would 
necessitate a reduction at all intermediate points to comply with 
the fourth section and thus result in a disruption of the present 
grouping. 


REPARATION ON SUGAR 


Examiner Burton Fuller has recommended an award of 
reparation in a proposed report in No. 17521, Traffic Bureau, 
Chamber of Commerce, Lynchburg, Va., vs. Pennsylvania et al., 
on a finding that the rate charged on sugar, carloads, from 
Yonkers and Brooklyn, N. Y., to Lynchburg, Va., between No- 
vember 26, 1920, and June 6, 1921, was unreasonable to the ex- 
tent that it exceeded 39 cents per 100 pounds, minimum 40,000 
pounds per car. The applicable commodity rate was 42 cents, 
the examiner said. Sixth-class rates contemporaneously in effect 
from Brooklyn and Yonkers to Lone Jack and South Boston, Va., 
8 and 64 miles beyond Lynchburg, were 40.5 and 42.5, and 38.5 
and 40.5 cents, respectively. The fourth section departures were 


protected by applications which were denied May 20, 1924, but — 


the effective date of the order was postponed until July 1, 1926. 
On July 20, 1924, the rates from Brooklyn and Yonkers to 
South Boston were increased to 41 and 43 cents, respectively, 
and subsequently the rate to Lynchburg was reduced to 35 
cents, thus removing the fourth section departures. The ex- 
aminer said the 35-cent rate subsequently established was 


equivalent to a rate of 39 cents as of the time the shipments 
moved. 


PAPER COMPLAINT DISMISSED 


Dismissal of the complaint in No. 17505, Traffic Bureau, 
Chamber of Commerce, Lynchburg, Va., vs. Pennsylvania et al., 
has been recommended by Examiner Burton Fuller on a pro- 
posed finding that a rate of 70 cents on less-than-carload ship- 
ments of printing paper from Erie, Pa., to Lynchburg, Va., was 


- not and is not unreasonable or unduly prejudicial, and that com- 


Plainant Caskie-Dillard Company was not shown to have been 
ee by reason of any undue prejudice that may have ex- 
isted. 

Complainant alleged that wholesale dealers in paper at 
Danville and South Boston, Va., enjoyed preferential rates. 
Fourth section departures have been removed, the examiner 


said, and the competing points placed on the same basis as 
Lynchburg. : 


RATES ON LIVE STOCK, ETC. 


An award of reparation has been recommended by Examiner 
Harry C. Barron in a proposed report in No. 17812, S. K. Jones 
Construction Company vs. Louisville & Nashville et al., on a 
finding that rates on graders’ outfits with live stock, carloads, and 
excess live stock, less carloads, from Hazlehurst, Miss., to 
Hartselle, Ala., were unreasonable to the extent that they ex- 
ceeded 144 cents on the excess live stock and 74.5 cents on the 
graders’ outfits. Complainants alleged that rates of 201.5 cents 
and 106 cents charged on four carloads of graders’ outfits with 
excess live stock shipped August 17, 1922, from Hazlehurst to 
Hartselle were unreasonable to the extent that they exceeded 75 


Der cent of the rates contemporanously in effect from New 
Orleans to Nashville, Tenn. 


OVERCHARGE ON LINTERS 
__ Examiner W. R. Brennan, in a proposed report on No. 17818, 
William Fraser, Jr., Inc., vs. Baltimore & Ohio et al., has pro- 
posed a finding that the rate applicable on a carload of cotton 


linters shipped from Cooper, Tex., to Newburgh, N. Y., was. 


$1.785 per 100 pounds and that reparation be awarded. A com- 
bination rate of $1.90 was charged. 


PAPER SHIPMENTS MISROUTED 

_ On a proposed finding that less-than-carolad shipments of 
toilet paper from New Hartford, N. Y., to Lynchburg, Va., and 
of wrapping paper from Watertown, N. Y., to Lynchburg, were 
misrouted, Examiner Leo J. Flynn has recommended an award 
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of reparation in No. 16968, Traffic Bureau, Chamber of Com- 
merce, Lynchburg, Va., vs. Delaware, Lackawanna & Western 
et al. The report also embraces a sub number, Same vs. New 
York Central et al. 


LUMBER COMPLAINT DISMISSED 


Examiner E. P. Hurley has recommended dismissal of the 
complaint in No. 17144, Virginia & Rainy Lake Company vs. 
Duluth, Winnipeg & Pacific et al., on a finding that a rate of 31 
cents charged on five carloads of lumber, shipped in November 
and December, 1921, and February, 1922, from Virginia, Minn., 
to Grafton, Wis., was not unreasonable. 


ALFALFA MEAL MINIMUM 


Examiner Frank E. Mullen, in No. 17420, C. A. Bailey, trustee 
in bankruptcy of the Superior Milling Co., bankrupt, vs. Oregon 
Short Line et al., said the Commission should find rates'on alfalfa. 
meal, from points in Idaho to Memphis, Tenn., between October 
1, 1923, and January 5, 1924, not unreasonable or -otherwise un- 
lawful. However, he said, it should find the minimum of 40,000 
pounds in effect in that period unreasonable to the extent it 
exceeded 30,000 pounds for cars of 36 feet and 6 inches and 
under, and 36,000 pounds in cars of greater length. 


SLIGO RULE CASE CONTROLLING 
In a proposed report in No. 17527, Lehigh Portland Cement 
Co. vs. Big Sandy & Kentucky River et al., Examiner J. J. Wil- 
liams said the Commission should find the rates charged on six 
carloads of cement shipped from Fordwick, Va., to Ivyton, Royal- 


_ton and West Royalton, Ky., two of which were reshipped to 


Paintsville, Ky., in 1923 and 1924, were inapplicable. The com- 
plainant, said the examiner, relied upon the rule in the Sligo Iron 
Store case, 62 I. C. C. 643, and 73 I. C. C. 551, to support its case. 
The examiner said the principle in that case was controlling in 
this one. He said the Commission should find that the ap- 
plicable rate from Fordwick to Ivyton, Royalton and West Royal- 
ton was 24.5 cents instead of the 27-cent rate collected and 
from Royalton to Paintsville $2.96 per ton, net, each rate being 
treated by the combination rule intended to bring into use only 
one specific increase in the through rate on cement no matter 
however many factors there might be in a combination. This 
report covers a sub-number, Same vs. Same. 


DEMURRAGE CHARGES AND RULES 


Examiner E. C. Norris has recommended the dismissal of 
No. 16724, Manassa Timber Company vs. Louisville & Nashville 
et al., on a finding that the period within which claims may be 
presented to carriers for refund of demurrage charges collected 
on account of the bunching of cars is not unreasonable; that 
the demurrage and track storage charges collected for deten- 
tion of two cars of lumber at Detroit in April and May, 1923, 
were applicable; and that the charges collected on three cars 
at Louisville, Ky., were in excess of those applicable. He said 
the refund of overcharges should be directed and the complaint 
dismissed. The complaint alleged that the demurrage charges 
collected at Louisville and Detroit, which cars were reconsigned, 
were inapplicable and that the provisions in the tariffs with re- 
spect to the time allowed for the filing of claims for refund of 
demurrage collected on account of the bunching of cars was 
unreasonable. Due to an embargo at Louisville the cars were 
bunched at Nashville, Tenn. 


ASPHALT REPARATION 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Arthur Kettler, in No. 
17356, Strange-Maguire Paving Company vs. Atchison, Topeka 
& Santa Fe et al., as to a rate of 60 cents on asphalt from Rich- 
mond, Cal., to Delta, Colo. Kettler said the Commission should 
find the rate unreasonable to the extent that the component 
from Grand Junction, Colo., to Delta exceeded 8 cents per 100 
pounds. The shipments were made in the fall of 1924. 


RATES USED INAPPLICABLE 


Examiner W. R. Brennan, in No. 17787, Watters-Tonge Lum- 
ber Co. et al. vs. Atlantic Coast Line et al., said the Commission 
should find the rates imposed on two carloads of lumber shipped 
from Roach, Fla., to Hartwell and Lavonia, Ga., at a time not 
disclosed, inapplicable and award reparation amounting to $7.98 
on one car and $6.37 on another. He said the Commission should 
find Glenn’s I. C. C. Nos. A-367, A-329 and A-340 contained the ap- 
plicable rates. The rates assessed, the examiner said, were those 
set forth in Glenn’s I. C. C. Nos. A-368 and A-329, but Brennan 
pointed out that the tariffs used were not applicable because 
Roach was not listed as a point of origin in A-368, wherefore, the 
ratés could not apply, but that, on the contrary, Roach was 
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given a specific rate, to Jacksonville, Fla., in A-367, that fact 
bringing into use the other tariffs mentioned. 





PIG IRON TO MICHIGAN 


Examiner W. R. Brennan, in a report in No. 17397, Manu- 
facturers’ Traffic Bureau et al. vs. Baltimore & Ohio et al., said 
the Commission should find a rate of $1.89 per long ton on pig 
iron, from points in the Chicago district to Benton Harbor, St. 
Joseph and Bridgman, Mich., not unreasonable or otherwise un- 
lawful. He said it should find a rate of $2.65, maintained by the 
Michigan Central, not used on account of the lower rate over 
other routes, inapplicable and unreasonable to the extent it ex- 
ceeds $1.89. The Michigan Central, the examiner said, con- 
curred in the lower rate via other routes when the $1.89 rate 
was established, July 1, 1922, by_the roads which a short time 
before had cut the old rate of $2.94 to $2.10 and to $1.89 in 
obedience to the 10 per cent reduction on July 1, 1922. 


COAL WAS OVERCHARGED 


Examiner T. B. Johnston, in No. 17794, Russell, The Coal 
Man, vs. Cleveland, Cincinnati, Chicago & St. Louis et al., mime- 
ographed, said the Commission should find an overcharge on one 
carload of coal shipped from Vanwood, W. Va., to Elkhart, Ind., 
and reconsigned to New Paris, Ind., in May, 1923. The railroads 
admitted overcharge. Tle examiner said the Commission should 
find that the applicable rate was $3.22 per ton plus $2.70 for 
reconsignment. 2 


STORAGE RULES AND CHARGES 


Examiner E. L. Beach has proposed the dismissal of No. 
16878, Western Bridge & Construction Company vs. St. Louis- 
San Francisco et al., on a finding that the storage rules and 
charges applied on a carload of cypress bridge piling, shipped 
from Cardwell, Mo., and stored on the carrier’s right of way at 
Clarks, Neb., in 1922, were applicable and not unreasonable or 
otherwise unlawful. The complaint alleged that the storage 
charges of $193 which defendant sought to collect on one carload 
of piling were unreasonable, unjustly discriminatory, and unduly 
prejudicial and preferential as compared with nominal rental 
charges exacted from other persons occupying parts of the Union 
Pacific. Company’s right of way. The question of the legality of 
the charges is in the federal court at Omaha. The piling was 
unloaded, Beach said, by agreement between the Union Pacific 
and the complainant for temporary storage until it was con- 
venient for the complainant to remove it. The complainant con- 
tended, among other things, that it was unreasonable to assess 
the same storage charges at a small country station, such as 
Clarks, where land was relatively cheap, as at and near large 
centers of population. The carriers asserted that the charges 
were in accordance with the published tariff and that it would 
be impracticable to reflect local conditions in such a tariff. 


BURNT-OUT BATTERY PLATES 


In a report on No. 17803, Midwest Metal Company vs. St. 
Louis-San Francisco et al., alleging that rates on burnt-out bat- 
tery plates and scrap lead, in carloads, from points in Oklahoma, 
Texas, Louisiana and Arkansas, and from Memphis and Chicago, 
to Kansas City, and rates on pig lead from Kansas City to Chi- 
cago, St. Louis, St. Paul and points taking the same rates and 
basing thereon were unreasonable, unjustly discriminatory and 
unduly prejudicial, Examiner Frank BH. Mullen said: 


The Commission should find that the rates on burnt-out battery 
plates from Oklahoma to Kansas City are not unreasonable or other- 
wise unlawful, except the rate from Muskogee, Okla. The rate from 
Muskogee to Kansas City should be found unreasonable for the 
future to the extent it may exceed 26 cents per 100 pounds, 

Commission should find that the rates on burnt-out battery 
plates to Kansas City from Dallas, Fort Worth, Waco, San Antonio, 
Houston, Galveston and Wichita Falls, Tex.; from New Orleans and 
Shreveport, La.; from Little Rock and Fort Smith, Ark., and from 
Memphis, Tenn., were not and are not unreasonable, but that they 
were, are, and for the future, will be, unduly prejudicial to com- 
plainant and unduly preferential of complainant’s competitor at 
Ontario, Okla., to the extent that they exceed, or may exceed the 
corresponding rates contemporaneously maintained from said points 
of origin to Ontario by more than the differences that would exist 
between the rates from said points of origin to Kansas City, on 
the one hand, and Ontario on the other, under the scale of rates on 
junk, approved by the Commission in Memphis-Southwestern In- 
vestigation, 77 I. C. C. 473, 594. 

The Commission should further find that complainant has not 
shown that it has been damaged by the undue prejudice found to 
exist and should deny reparation. 

The Commission should further find that the rates on burnt-out 
battery plates from Chicago to Kansas City are not unreasonable or 
otherwise unlawful. 

The Commission should further find that the rates on pig lead 
from Kansas City to St. Paul are not shown to be unreasonable or 
otherwise unlawful; that the rates from Kansas City to St. Louis 
and to Chicago, were, are, and for the future will be unreasonable 
and unduly prejudicial to the extent they exceeded, exceed or may 
exceed, 17 cents per 100 pounds from Kansas City to Chicago and 
15.5 cents from Kansas City to St. Louis; that complainant made 
shipments as described in the complaint and paid and bore the 
charges thereon; that it has been damaged thereby in the amount 
of the differences between the charges B goer and those which would 
have accrued at the rates herein found reasonable; and that it is 
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entitled to reparation, with interest. 


Complainant should comply 
with Rule V of the Rules of Practice. 


LUMBER TO IMPERIAL VALLEY 


A finding of unreasonableness and undue prejudice has been 
proposed by Examiner Paul O. Carter in No. 16778, W. M. Cady 
Lumber Company et al. vs. Apache Railway Company et al., as 
to rates on lumber and box shooks, from Flagstaff and McNary, 
Ariz., to destinations in the Imperial Valley of California. He 
said the Commission should award reparation on shipments of 
box shooks, from Flagstaff to Westmoreland, Calif., moving be- 
tween April 1 and July 1, 1923. The report also covers a sub. 
number, Flagstaff Lumber Company vs. Arizona Eastern et al. 


The complaint alleged the rates were unreasonable, and, as 
compared with rates from El Paso, Tex., Albuquerque, N. M., 
and points in California and Oregon named in Southern Pacific 
I, C. C. Nos. 4429 and 4397 and Gomph’s I. C. C. 669, unjustly 
discriminatory and unduly prejudicial. The examiner said: 


As the rates prescribed will remove any undue prejudice to com- 
plainants as compared with their competitors in California, no finding 
of undue prejudice with respect to rates from California mills to 
the destination territory will be made. 

The Commission should find that the rates on lumber and box 
shooks, in carloads, from Flagstaff and McNary, Ariz., to main 
and branch line destinations in the Imperial Valley of California 
are and for the future will be unreasonable to the extent that they 
exceed 44.5 cents from Flagstaff and 49.5 cents from McNary. 

The Commission should further find that the rates assailed are 
and for the future will be unduly prejudicial to complainants and 
unduly preferential of their competitors at El Paso, Tex., to the ex- 
tent they exceed the rates contemporaneously applicable from El 
Paso to destinations in the Imperial Valley. The undue prejudice 
should be removed. 

The Commission should further find that the rate of 62.5 cents 
charged for the transportation of 17 cars of box shooks shipped from 
Flagstaff, Ariz., to Westmoreland, Calif., during the period from 
April 1 to July 1, 1923, was unreasonable to the extent that it ex- 
ceeded 44.5 cents; that complainant, Flagstaff Lumber Company, 
made the shipments as described and paid and bore the charges 
thereon; that it has been damaged in the amount of the difference 
between the charges paid and those which would have accrued at 
the rate found reasonable; and that its successor, Cady Lumber 
Corporation, is entitled to reparation, with interest. 

: Complainants should comply with rule V of the Rules of Prac- 
tice. 


TRANSITTED HOGS REPARATION 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner J. F. Eshelman in No. 17241, 
Jacob E. Decker & Sons vs. Chicago & North Western, as to 
the combinations of local rates to and from Huron, S. D., charged 
on many carload shipments of hogs originating at points in 
North and South Dakota, stopped in transit at Huron for feed- 
ing, watering, resting, sorting and consolidating, and refor- 
warded to Mason City, Ia., between May 10, 1923, and March 13, 
1924. The complaint alleged the rates were unreasonable, un- 
duly prejudicial, without tariff authority and in violation of the 
fourth section. 

The case apparently grew out of a controversy as to the 
meaning of the words “balance of the through rate,” which arose 
after the publication, on August 9, 1923, of different rates on 
single-deck than on double-deck shipments. The hogs moved to 
the transit point in single-deck cars and out in double-deck cars. 
In November, 1923, the defendants expressly provided in such 
instances for the application of single-deck rates and double-deck 
minimums. Eshelman treated the matter as one in which the 
complainant asked, in form, for the retroactive application of a 


transit privilege. Ordinarily he said that would not be done. 
Continuing, he said: 


But this rule does not necessarily govern cases where the non- 
application of an existing transit arrangement arises from some re- 
striction in connection with the line-haul rates. In such cases the 
Commission on numerous occasions has found the applicable com- 
binations of rates on transit points unreasonable to the extent that 
they exceeded lower bases contemporaneously in effect on other traffic 
or subsequently established. Valley City Milling Co. vs. G. R. & I. 
Ry. Co., 43 I. C. C. 75; Himmelberger-Harrison Lumber Co. vs. Ry. 
Co., 44 I. C. C. 548; Western Star Mill Co. vs. U. P. R. R. Co., 46 
I. C. C. 467; Smith & Co. vs. S. Ry. Co., 53 I. C. C. 127; and Canby 
Milling Co. vs. C., St. P., M. & O. Ry. Co., 69 I. C. C. 758. In the 
instant case defendant remedied the situation complained of by an 
amendment to the transit tariff rather than by amending the rout- 
ing instructions in connection with the specific rates. This fact can- 
not alter the essential nature of the change as a broadening of the 
routing provisions rather than as the establishment of a new transit 
service. The propriety of a rule substantially identical with that 
established November 24, 1923, providing for the assessment of 
charges on shipments of hogs moving into transit stations in single- 
deck cars and outbound in double-deck cars at the through single- 
deck rate and double-deck minimum weisht was considered in tran- 
sit on hogs, 98 I. C. C. 153, and there found reasonable. 

The evidence does not establish any undue prejudice or any 
violation of sections 4 or 6 of the interstate commerce act. : 

The Commission should find that the rates charged on the ship- 
ments involved were unreasonable to the extent that they exceeded 
the corresponding specific through rates on hogs in single-deck cars, 
subject to the double-deck minimum weights provided in connection 
therewith, contemporaneously in effect to Mason City, Iowa, from the 
respective points of origin west and north of Redfield, S. D. The 
Commission should further find that complainant made the ship- 
ments described and paid and bore the charges thereon at _ rates 
herein found unreasonable, that it has been damaged thereby in 
the amount of the difference between the charges paid and those which 
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would have accrued on the basis of those herein found reasonable 
and that it is entitled to reparation with interest. Complainant should 
comply with rule V of the Rules of Practice. 


MILK RATE UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner Morris. H. Konigsberg, in No. 
17872, Bowman Dairy Co. vs. American Railway Express Com- 
pany, as to a rate of $1.35 on two carloads of milk in 10-gallon 
cans, from Mason, Mich., to Chicago, shipped in January and 
February, 1924. The complainant contended that the rate was 
unreasonable and illegal. The joint agent of the railroads and 
express company at Mason quoted a rate of 54 cents, and, re- 
lying upon that misinformation, the shipments were made. 
Konigsberg repeated that the mere misquotation of a rate, of 
itself, did not entitle one to reparation because shippers were 
presumed to know the legal rates which had to be collected. 

However, Konigsberg found that 52 cents was the amount 
of the rate maintained by the Michigan Central, the carrier that 
hauled the shipments for the complainant, for transportation 
in its own cars, the express company, by contract, being for- 
bidden to engage in the milk and cream business between Mason 
and Chicago. He said the Commission should find the rate ap- 
plied was the legal one, but that it was unreasonable to the 
extent it exceeded a rate of 52 cents and award reparation to 
that basis. 


HOLLOW BUILDING BRICK RATE 


Examiner C. H. Peck, in No. 17739, Haviland Clay Works 
Co. vs. Cincinnati Northern et al., said the Commission should 
find a rate of $1.50, imposed on 13 carloads of hollow building 
brick and tile, from Haviland, O., to Fort Wayne, Ind., shipped 
in 1924, unreasanable to the extent it exceeded a rate of $1.05. 
The examiner said the tariffs on file with the Commission dis- 
closed that the $1.50 rate was applicable on hollow tile only, but 
that that rate was not in compliance with the decision in the 
National Paving Brick case, 68 I. C. C. 213. The rate of $1.05 
was established in August, 1924, so the only question remaining 
was as to wether there should be reparation. The examiner 
said the Commission should award reparation to the $1.05 basis. 


WHAT’S A STREET CAR? 


A finding of inapplicability and an award of reparation have 
been recommended by Examiner E. P. Hurley, in No. 17394, 
Market Street Railway Company vs. Southern Pacific et al., as 
to a rate of $2.73 and the charges thereunder, on four carloads 
of street car bodies and parts thereof, shipped in June, 1923, 
and March, 1924, from Findlay, O., to San Francisco. The car- 
riers collected the rate mentioned on the theory that the things 
shipped were railway cinder and dump car bodies. Hurley said 
the description of cars and car bodies, street, with or without 
motor attachments, was broad enough to cover the articles sent. 
He said a photograph of record showed them to have been of 
the ordinary sort of street railway work car, with a cab at each 
end. He said the things shipped did not meet the description 
of railway cinder or dump cars contained in the specification. 
A rate of $2.61 applied on the street cars. In view of the rec- 
ommended finding that the $2.73 rate was inapplicable, Hurley 
said, it was not necessary to consider the allegation of unrea- 
sonableness lodged against the $2.73 rate. 


FACE BRICK RATES 


Examiner Arthur Kettler, in a report on No. 17311, Medal 
Brick & Tile Company vs. Baltimore & Ohio et al., said the 
Commission should find the rates on face brick, from Wooster, 
O., to eastern points unduly prejudicial but not unreasonable. 
The complaint alleged the rates to eastern and New England 
points were unreasonable and unduly prejudicial in comparison 
with rates from Canton and Massillon, O. Differences against 
Wooster, about 34 miles west of Canton, run as high as 1.5 
cents, Wooster being in a higher rated class group than Canton. 
The examiner said the rates should be held unduly prejudicial 
to the extent they were more than half a cent higher than from 
Canton and Massillon, those points being in the same group. 


ADVISES MODIFIED FINDINGS 


Examiner Leo J. Flynn, in a report on No. 16076, Deshler 
Broom Factory et al. vs. Atchison, Topeka & Santa Fe et al., on 
further hearing, said the Commission should modify the original 
findings and order in 104 I. C. C. 183, relating to the rates on 
broom handles, carloads, from points in Michigan and Wisconsin 
to Des Moines, Ia., North Kansas City and Kansas City, Mo., 
and Deshler, Neb. The case was reopened for further hearing. 
At that further hearing tariff facts not disclosed at the original 


hearing were brought out which made modification desirable. 
Flynn said. 


The Commission should find that the rates assailed were and are 
unreasonable to the extent that they exceeded, exceed or may exceed, 
rates equal to rates of 1.5 cents over the contemporaneoos lumber rates 
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when such lumber rates were higher than 31.5 cents prior to July 
1, 1922, and higher than 28.5 cents thereafter, and rates equal to 
rates of 2 cents over the contemporaneous lumber rates when such 
lumber rates were 31.5 cents or less prior to July 1, 1922, and 28.5 
cents or less thereafter. The Commission should modify its former 
findings as to reparation in accordance with the rates herein found 
reasonable. In the Commission’s order prescribing the rates found 
reasonable, the Commission should restrict the application of such 
rates to: Handles (wooden) in the white, turned or tumbled to shape, 
and not further finished beyond holes bored through one end. 


ABANDONMENT IN PART 


Examiner William U. Watson, in a proposed report on 
finance docket No. 4723, abandonment of branch lines by Grand 
Rapids & Indiana and the Pennsylvania, said the Commission 
should authorize the abandonment of a branch line extending 
from Round Lake Junction to Jennings, Mich. but deny the 
application for a certificate permitting abandonment of the 
branch extending from Veneer Junction to Michelson, Mich. 
Both branches were built to bring out timber. The examiner 
said it appeared the purpose for which the Jennings branch was 
built had been served. It is 3.07 miles long. The other branch 
is 16.34 miles long. Watson called attention to the fact that that 
branch was operated in such a way as to cause one train crew 
to be paid for overtime continuously while another crew habitu- 
ally completed its work in less than eight hours. Increased 
development of the country served by it and improved operating 
conditions, he suggested, might well be expected to overcome 
the losses on that branch entirely, in time. 


TENTATIVE VALUATION REPORTS 

Duluth Union Depot & Transfer Company, as of June 30, 1917, 
total owned, $1,161,565; total used, $1,167,865. 

The Commission, in a tentative valuation of the property 
of the Pittsburgh & West Virginia Railway Company, as of June 
30, 1917, has found the final value, for rate-making purposes, of 
the property owned to be $22,852,368 and of the property used 
$22,855,640. 

Capitalization on the valuation date had a par of $39,791,267, 
consisting of $30,500,000 of common stock, $9,100,000 of pre- 
ferred stock and $191,267 of funded debt. 

Investment in road and equipment, including land, was 
stated on the books of the company on the valuation date at 
$28,402,123. The report said it had not been determined whether 
any adjustments in road and equipment account would be re-- 
quired under the present classification of accounts. — 

Cost of reproduction, new, was stated at $20,898,321, and, 
less depreciation, at $18,696,616. The present value of lands 
owned was stated at $3,706,143. The present value of non-car- 
rier lands and the improvements thereon was stated at $694,166. 

The report shows that the Pittsburgh & West Virginia owns 
structures on carrier lands at Pittsburgh and Bridgeville, Pa., 
which have been classified, in whole or in part, as non-carrier. 
The present value of such non-carrier property was stated as 
$813,294. The company also owns securities in other companies, 
held, as the report says, for non-carrier purposes, having a par 
value of $19,332,268 and a book value, stated by the company, of 
$9,371,268. In addition it owned and held, on the valuation date, 
cash and material and supplies in the amount of $789,508. The 
report allowed the company only $96,900 as working capital and 
said the remainder, $692,608, was owned and held for non-carrier 
purposes. 


SANTE FE VALUATION ARGUMENT 


The Trafic World Washington Burean 


Earnest arraignment of the methods used by the valuation 
bureau of the Commission in making the tentative valuation of 
the properties of the Atchison, Topeka & Santa Fe and its sub- 
sidiaries as not sound was made by S. T. Bledsoe, general coun- 
sel, and C. H. Woods, general attorney for that company, in three 
days of argument begun on June 17. Answers in defense of the 
Commission’s methods were made by R. J. Lehman and O. E. 
Sweet. 

In round figures the Commission found the value, for rate- 
making purposes, of the property of the Santa Fe to be $570,- 
000,000; cost of reproduction new, $656,500,000, and less depre- 
ciation $548,200,000. 

The chief thing sought by the Santa Fe, Mr. Bledsoe de- 
clared, was the restoration of $40,000,000 which was deleted, by - 
the bureau in Washington, from the report of the district engi- 
neering force which had examined the property. His sugges- 
tion was that the engineering force that examined the property 
certainly knew more about its value than engineers in Wash- 
ington. The reduction was made, he said, after the district 
engineering forces were drawn into the Washington office. 

The cost of reproduction, less depreciation, Mr. Bledsoe 
said, accepting the Commission’s conclusion that unit prices in 
1914 represented the average prices in the years in which the 
property was constructed, was less for a seasoned and adapted 
property than its original cost; also less than the cost of repro- 
duction, new, of a property just barely able to carry light rev- 
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enue trains. In other words, the cost of reproduction new was 
of a property in which new material appeared but which was 
completed only to the extent of enabling an operating force to 
send lightly loaded trains over it. The cost of reproduction, less 
depreciation, he said, was to cover a seasoned property fit to 
carry the great volume of traffic the Santa Fe handled. He 
pointed out that, under the Bureau of Valuation methods, the 
period of construction during which interest was allowed was 
only long enough to allow for the laying of the track but not its 
thorough ballasting, and the erection of some of the buildings 
needed by a seasoned railroad but not long enough to permit of 
the erectin of all the necessary structures nor the adaptation of 
the completed buildings to their best use. 

His suggestion was that such a method, whereby a barely 
constructed road was held to be of greater value than a sea- 
soned property, could not be sound. However, the bureau, he 
pointed out, deducted from the cost of reproduction new, some- 
thing more than $100,000,000 on the theory that the materials 
in a seasoned going railroad were not worth as much as they 
were when shiny new but barely in place. 

Mr. Bledsoe also criticized the allowance of only $180,000 
as cash working capital and said that the allowance should be 
at least $7,500,000. The board of directors, he said, years ago, 
long before valuation became a thing to be more than merely 
thought of, came to the conclusion that $10,000,000 was needed 
as working capital. For years, he said, whenever the working 
capital fell below $10,000,000 the deficiency was made up. On 
the valuation date the company had on hand about $40,000,000 
and for a number of years the average was $26,000,000. He said 
the company was not asking for even a fourth of the amount on 
hand on the valuation day nor even a third of the average, but 
only $7,500,000. 

The arguments were divided into topics, Mr. Woods devot- 
ing himself to phases, such as appreciation on account of season- 
ing and phases not more than touched upon by Mr. Bledsoe. 
When the latter was asked questions on phases he was not 
scheduled to discuss he made only brief answers, saying that 
‘Mr. Woods was to discuss that phase in detail. 


FINAL VALUATION REPORTS 


Valuation docket No. 673, Midland Terminal Railway Co. et al., 
opinion No. B-303, 110 I. C. C. 451-511, final value, for rate-making 
purposes, owned and used for common carrier purposes, $1,308,500; 
used but not owned, $1,430,000, as of June 30, 1919. The report also 
covers the Cripple Creek and Colorado Springs Railroad Company 
and the Colorado Midland Railroad Company. 

Valuation docket No. 189, Ulster & Delaware Railroad Co., opinion 
No. B-296, 110 I. C. C. 335-52, final value for rate-making purposes 
of Be es Or owned and used for common carrier purposes found to 
oe “1 pina and of property used but not owned, $4,870, as of June 

), 5 

Valuation docket No. 130, Kentwood & Eastern Railway Co., 
opinion No. B-298, 110 I. C. C. 366-84, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $343,427, and of property used but not owned, $283,528, 
as of June 30, 1916. 

Valuation docket No. 503, West Virginia Northern Railroad Co., 
opinion No. B-299, 110 I. C. C. 385-404, final value for rate-making 
purposes of property owned and used for common carrier purposes 
found to be $174,563, and of property used but not owned, $30,300, 
as of June 30, 1918. 

Valuation docket No. 426, Sumter & Choctaw Railway Co., opinion 
No, B-300, 110 I. C. C. 405-18, final value for rate-making purposes 
of property owned and used for common carrier purposes found to 
be canes, and of property used but not owned, 8,024, as of June 

Valuation docket No. 469, Lake Providence, Texarkana dnd West- 
ern Railroad, opinion No. B-301, 110 I. C. C. 419-28, final value for 
rate-making purposes of property owned and used for common car- 
rier purposes found to be $29,500, and of property used but not owned, 
$7,291, as of June 30, 1919. 

Valuation docket No. 587, Ashley, Drew & Northern Railway Co., 
opinion No. B-302, 110 I. C. C. 429-50, final value for rate-making 
purposes of property owned but not used, leased to and used by the 
Arkansas & uisiana Midland Railway Co., for common carrier pur- 
poses, found to be $465,500, as of June 30, 1918. 


Cc. & N. W. PLAN APPROVED 

The Commission, by division 4, in finance docket No. 5286, 
construction and abandonment of lines by Chicago & North 
western (mimeographed), has approved the plan of that carrier 
to construct a new line and abandon part of its present line in 
Milwaukee county, Wisconsin, which will have the effect of tak- 
ing its main line off the lake front in the villages of Shorewood 
and Whitefish Bay and eliminating 17 grade crossings, without 
creating any new ones. The proposed substitute construction 
is estimated to cost $1,635,000, less $185,000, the sum which is 
to be paid by the villages named for the right-of-way of the 
part of the line to be abandoned. They propose to convert the 
right-of-way into a boulevard and a route for a storm water 
sewer. 

New construction of the main line would be 2.84 miles, with 
a wye a little more than half a mile long between Winona and 
Whitefish Bay. 

Whitefish Bay and Shorewood supported the North West- 
ern’s application. Milwaukee and the village of Fox Point op- 
posed it. The part of the line to be abandoned, last year was 
used by 2,813 passenger trains and 2,550 freight trains, all of 
which will use the new track when completed. The North West- 
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ern estimated the new construction would save $22,000 annually 
in maintenance costs and $95,000 annually in train costs. 

The new line will be constructed, almost entirely, on a high 
fill. Two classes of objection were raised to the proposal; first, 
that the fill would prevent the extension of Milwaukee’s resi- 
dential section, and, second, damage to the surrounding land 
by reason of that fill. The Commission said the record indicated 
that the benefits to be derived would far exceed the detriments 
that might be caused by the new construction. None of the 
objectors, it said, submitted evidence to sustain the availability 
or feasibility of any other route for the proposed new line. 


UNCONTESTED FINANCE CASES 


The Seaboard Air Line has been authorized to enter into agree- 
ments for extending the time of payment of $2,500,000 of Seaboard 
and Roanoke first mortgage bonds to July 1, 1931, with interest at 
the rate of five per cent annually, and to enter into an agreement 
provided for redemption of said bonds at option of the applicant. 

The Tennessee Railroad Company has been authorized to procure 
authentication and delivery of not exceeding $60,000 of ‘general mort- 
gage six per cent bonds, $30,000 thereof to be sold at not less than 
95 per cent of par, and $30,000 to be held by the company subject 
to the further order of the Commission. 

In a supplemental report the Commission has authorized the At- 
lantic Coast Line to change the location in part of a line of railroad 
in Hillsborough and Pasco counties, Florida, the construction of which 
has been heretofore authorized. 

The Commission, by division 4, has authorized the Western Pa- 
cific Railroad Co. to issue $2,600,000 of first-mortgage 5 per cent bonds, 
which are to be sold to the highest bidder but at not less than 
92 per cent of par and accrued interest. The proceeds are to be 
used to reimburse the company’s treasury for capital expenditures 
not yet capitalized amounting to $973,472 and the acquisition of 
facilities and equipment for $2,128,503. The Western Pacific Railroad 
Corporation is prepared to bid 92 for the proposed issue but any 
other bidder desiring to bid more may have them, hence the ar- 
rangement for competitive bidding. 


FINANCE APPLICATIONS 


The St. Louis Southwestern Railway Co. has applied for authority 
to issue $1,085,000 of first terminal and unifying mortgage bonds, to 
be used for discharging and refunding an equal amount of first mort- 


gage 5 per cent bonds of the Central Arkansas & Eastern, par for 
par. 


The Minneapolis, Northfield & Southern has applied for authority 
to issue $1,500,000 of first mortgage 6 per cent bonds to be sold at 
not less than 93 per cent of par to the bond cepartment of the 
Minnesota Loan & Trust Company of Minneapolis, Minn. The proceeds 
will be used for new construction, improvements and to reimburse 
the treasury for expeditures. 


ELECTRICS EXEMPTED TEMPORARILY 


The Commission, in a mimeographed order, in the matter 
of rules and instructions for the inspection and testing of loco- 
motives propelled by other than steam power in accordance with 
the act of February 17, 1911, as amended, has exempted about 
175 electric street, suburban and interurban railroads from the 
terms of its order of December 14, 1925, which becomes effective, 
as to roads other than of the classes mentioned on July 1, on 
the allegation of the American Electric Railway Association 
that the members of it on whose behalf it filed a petition asking 
exemption are not operated as parts of a general railway system 
of transportation and, therefore, are not subject to the order. 

In its petition the association referred to the fact that its 
members had not agreed, “by conference or otherwise, to the 
rules and instructions, as might ‘tbe inferred from _ the 
declarations made by the Commission when it promulgated its 
order. It asserted that no hearing was held prior to the issu- 
ance of the order and that its members had not participated 
in any conference on the subject, either directly or by repre- 
sentatives. The order was served on all common carriers by 
railroad subject to the interstate commerce act, the Commission 
said, in the preamble to its order exempting the electric roads 
from the order “until the further order of the Commission.” 

The order directs each of the carriers mentioned in the 
exemption order, on or before November 1, to show cause why it 
is not operated as part of a general system of transportation 
and also show what modifications should be made, if any, in 
the rules and instructions approved by the order of December 14, 
1925, and why the rules and instructions, with or without modifi- 
cations, should not be observed by the temporarily exempted 
roads, from and after a date to be fixed by the Commission. 


SUSPENDED TARIFFS 


Hawaiian freight rates, proposed by Hawaii Consolidated 
Railway, Ltd., tariffs, I. C. C. Nos. 81 and 82, will have tc be 
justified by the proposing carrier. They have been suspended, 
in I. and S. No. 2684, from June 15 to October 13. Broadly 
speaking, they propose a 15 per cent increase in freight rates. 

Where the hearing will be held has not been determined. 
The chances seem to favor the assignment to that duty of some 
examiner whose other business takes him to the Pacific coast, 
the Hawaiians being required to come to San Francisco or some 
other coast point. Thereby the cost of holding the hearing, 
unless the case is put upon the modified procedure docket, will 
be divided between the government and the Hawaiian protest- 
ants and respondents. 
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Protests by the Hakalau Plantation Company, Honomu 
Sugar Company, Onomea Sugar ‘Company and the Pepeekeo 
Sugar Company brought about the suspension. They protested 
the increases on merchandise, fertilizer, crude oil, sand and 
stone, lumber and sugar. The increases, they asserted, would 
be a serious handicap to the sugar industry. In their protest 
they asserted that only in 1918 and 1919 had the carrier failed 
to earn a net return on its capitalization of $3,654,960 common, 
7 per cent preferred cumulative and preferred non-cumulative 
capital stock. They said its earnings had been 2.49 per cent in 
1923, 4.17 in 1925 and 3.65 in 1925. They said that, in addition 
to earnings on capital stock, the railroad had been able to pay 
interest on its funded debt of $2,400,000 and each year to retire 
a substantial amount of that funded debt. 


The railroad company, in its justification, which was in the 
form of an application for permission to make the increases, 
said that in ten years its earnings had been on an average of 2 
per cent and that in that time no dividends had been declared, 
all the money going back into the property. It suggested that 
the only injustice done by the freight rates had been to the 
stockholders. It said the stockholders were just ordinary in- 
vestors who expected returns upon the money they invested. It 
also averred the property had been managed honestly and 
efficiently. 

Rates are stated in dollars and cents per net ton, or by 40 
cubic feet by measurement, the latter being imposed on light 
and bulky articles or articles subject to more than ordinary risk 
of breakage. 

Only one symbol indicating reduction in the freight tariff 
was noticed by the examiners who checked the rates. The com- 
pany explained that by showing that a change in the manner of 
stating rates on sugar made it appear that the rates had been 
reduced. Heretofore, a handling charge had been included in 
the sugar rates. By taking that out and stating it separately, 
the result is an appearance of reduction. 

Some articles, such as breakwater stone and sugar cane, 
have not been proposed for either an increase or a reduction. 
The number of exceptions, however, is small. The company said 
that the cost of handling sugar at the Kuhio Bay wharf was 
just about equal to the revenue therefrom, so that the company, 
it was claimed, had been doing that work without profit. 

The Commission, in its notice of suspension, said the follow- 
ing examples were illustrative of the effect of the proposed 
changes, the rates being in dollars and cents per ton or per 40 
cubic feet: 


Present Proposed 
Less-than- Less-than- 
Between Hilo and Miles Carload carload Carload carload 
HGaGu ... o«-cecushewn 10 2.50 2.50 2.88 2.88 
Ninole.. . 0% < sveen's ten 17 3.40 3.80 3.91 4.37 
Glenwood ..és.cswss cde 25 3.50 3.80 4.03 4.37 
Paauilo ¢..:<sesteaaes 34 3.50 4.20 4.03 4.83 


No protest was made against a 10 per cent increase in pas- 
senger fares and they went into effect June 15. 


In I. and S. No. 2681, the Commission has suspended from 
June 12 until October 10, schedules as published in supplements 
Nos. 96 and 100 to Leland’s I. C. C. No: 1587. The suspended 
schedules propose to generally increase the rates on bagging 
(cotton bale covering), buckles, rivets and ties, carloads, from 
the Texas gulf ports to destinations in Arkansas and Mississippi, 
also to Memphis and St. Louis territories. The following is 


illustrative. Rates being in cents per 100 pounds on bagging, 
carloads: 


From Galveston and Houston, Tex., to St. Louis, Mo., present 
44%, proposed 48; Memphis, Tenn., present 39%, proposed 44; Little 
Rock, Ark., present 36%, proposed 40. 


In I. and S. No. 2682, the Commission has suspended from 
June 14 untiy October 12, schedules published in Chicago & 
Eastern Illinois I. C. C. No. 162. The suspended schedules pro- 
pose to increase the mileage rates applying ‘on cream and re- 
lated articles between points on the Chicago & Eastern Illinois 


Railway. The following is illustrative, rates being in cents per 
can on cream: 


_ For 5 Gallon Can 8 Gallon Can 10 Gallon Can 
_cistances of Pres. Prop. Pres. Prop. Pres. Prop. 
25 miles........ 21 2316 27 30 30 3316 
100 miles... 6.5% 32 36 . 46 45 51% 
200 miles........ 39 441, 50 57% 56 631%, 
pe miles....:... 45 53 59 68 65 75 
00 miles........ 53 60% 68 17% 75 86% 


In I. and S. No. 2685, the Commission has suspended from 
June 15 until October 18 schedules as published in supplement 
No. 5 to Leland’s I. CG. C. No. 1789. The suspended schedules 
Propose to increase the rates on grain and grain products from 
Points in Kansas and Missouri to destinations in Texas located 
on the Spearman branch of the Panhandle and Santa Fe Railway 
by canceling the joint through rates and applying in lieu thereof 


combination rates. The following is illustrative, rates being in 
cents per 100 pounds on wheat flour, carloads: 
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From Wichita, Kans., to Follet, Tex., present 25, proposed 32; 
Booker, Tex., present 25, proposed 35;- Farnsworth, Tex., present 26, 
proposed 37. 


In I. and S. No. 2686, the Commission has suspended from 
June 15 until October 13 schedules as published in the following 
tariffs: 


W. P. Emerson, agent: Supplements Nos. 24, 25, 27 and 29 to 
I. C. C. No. 100; Supplement No. 16 to I. C. C. No. 102; I. C. C. No. 
107. F. L. Speiden, agent: Supplement No. 8 to I. C, C. No. 900; Sup- 
plements Nos. 11 and 12 to I. C. C. No. 934. 


The suspended schedules propose to cancel the commodity 
rates on petroleum and its products and on lumber (woods of 
value), carloads, from Memphis, Tenn., Vicksburg, Miss., New 
Orleans, La., and points taking same rates, to Canadian destina- 
tions, and to apply higher class rates in lieu thereof. The fol- 


lowing is illustrative, rates being in cents per 100 pounds, car- 
loads: 


FROM NEW ORLEANS, LA., 


Petroleum Mahogany Lumber 

To Pres. Prop. Pres. Prop. 
SAUTEED, | ONS > ong. 5 wae ola o.b bs 4714 107 46 107 
CRONE, CONE 25 > Ca etaig Sec cine ueajeatod 59% 117% 52% 84 


In I. and S. No. 2687, the Commission has suspended from 
June 17 until October 15 schedules as published in the follow- 
ing. tariffs: B. T. Jones, agent: Supplement No. 61 to I. C. C. 
No. 1504, supplement No. 80 to I. C. C. 1537, and supplement 
No. 19 to I. C. C. No. 1694; F. A. Leland, agent: Supplement 
No. 61 to I. C. C. No. 1665, supplement No. 80 to I. C. C. No. 
1688, and supplement No. 19 to I. C. C. No. 1777. The sus- 
pended schedules propose to increase the rates on matches, 
carloads, from Duluth, Minn., Oshkosh, Wis., and points grouped 


. therewith to destinations in Arkansas, Louisiana, Oklahoma and 


Texas by revising the factors north of Hannibal, Mo., the basing 
point used in constructing the through rates. The following is 
illustrative, rates being in cents per 100 pounds on matches: 


- From 
Duluth, Minn. Oshkosh, Wis. 
To Pres. Prop. Pres. Prop. 
Patent: GRE is iis i ea Sas 132% 13814 132% 135% 
CPORBOU, APM, 26.6. sos eed kn Gaede 0” 136 142 136 139 


COMMISSION ORDERS 


The National Conference on Valuation of American Rail- 
roads has been pérmitted to intervene in finance No. 3908, ex- 
cess income of St. Louis and O’Fallon Railway, and finance No. 
4026, excess income of Manufacturers Railway. 

The Commission has denied the petition of complainant in 
No. 15159, Galveston Commercial Association et al. vs. Abilene 
and Southern et al., for rehearing. : 

The petition of complainant in No. 15614, Elberta Grate 
Company vs. Atlantic Coast Line Railroad Company et al., for 
reargument and reconsideration has been denied. 

Rohe and Brothers and Figge and Hutwelker Company have 
been permitted to intervene in No. 17669, Strauss and Addler, 
Inc., vs. Erie Railroad et al. 

The Bedford Pulp & Paper Company has been permitted to 
intervene in No. 18074, the Brown Paper Mills Company, Inc., 
et al. vs. Vicksburg, Shreveport and Pacific Railway et al. 

By a supplemental order in No. 15775, Arizona Hay Traffic 
Association vs. Arizona Eastern Railroad et al., the term “Texas 
common points” as used in the report and order of February 
23, 1926, to which rates of 52, 56 and 58 cents from Thatcher, 
Phoenix and Uma groups, respectively, were prescribed, has 
been interpreted to mean all Texas points embraced in groups 
F and H as defined in Agent Countiss’ Tariff I. C. C. 1164, or 
supplments thereto, at present in effect on this traffic. 

The Commission has reopened for oral argument at Wash- 
ington, D. C., before the whole Interstate Commerce Commission, 
on July 10, 1926, at 10 o’clock a. m., No. 13852, Swift & Company 
vs. Georgia Northern Railway Company et al. 

The Atlas Portland Cement Company (of Kansas) has been 
permitted to intervene in No. 17854, Sub. No. 1, the Fredonia 
Portland Cement Company (of Delaware) et al. vs. Santa Fe 
et al. 

The Bedford Pulp & Paper Company has been permitted to 
intervene in No. 18073, International Paper Company vs. Alabama 
and Vicksburg Railway et al. : E 

The Marquette Cement Manufacturing Company has been 
permitted to intervene in No. 18299, the Kansas Portland Ce- 
ment Company vs. Santa Fe et al. 

The Commision has granted the petition. of the St. Louis- 
San Francisco Railway Company in No. 13413, in the matter of 
automatic train contro] devices, for modification of the order 
entered therein on January 14, 1924, as modified by further order 
of July 18, 1924, and for exemption from equipping the locomo- 
tive of the St. Louis-San Francisco Railway operating between 
Neodosha, Kan., and Monett, Mo., district, over the 4.4 miles of 
double track between Monett and Pierce City. 

The Commission has granted the petition of the Cincinnati, 
New. Orleans & Texas Pacific Railway in No. 13413, in the mat- 
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ter of automatic train control devices, for modification of the 
orders entered therein on June 13, 1922, and January 14, 1924, 
as modified by further order of July 18, 1924, and for exemption 
from equipping the locomotives of the Southern Railway oper- 
ating betwen Danville and Danville Junction, Ky., a distance of 
3 miles, and between Harriman and Oakdale, Tenn., a distance 
of 3.3 miles. 

The Commission has permitted Leslie Craven, of counsel, 
President Conference Committee, Federal Valuation of the Rail- 
roads of the United States, to intervene in finance No. 3908, 
Excess Income of St. Louis and O’Fallon Railway, and finance 
No. 4026, Excess Income of Manufacturers Railway. 

The Alpha Portland Cement Company has been. permitted 
to intervene in No. 18264, Lehigh Portland Cement Company vs. 
Atchison, Topeka & Santa Fe Railway et al. 

The Cemmission, in a supplemental order, has extended the 
effective date of order entered on May 22, 1926, in No. 16216 (and 
Sub. No. 1), Clements Paper Company et al. vs. Tennessee Cen- 
tral Railway et al., from July 12, 1926, to August 12, 1926. 

The order entered in No. 15635, Wichita Chamber of Com- 
merce et al. vs. Alabama and Vicksburg Railway et al., on March 
9, 1926, which was by its terms made effective June 10, 1926, 
and subsequently modified so as to become effective in part on 
July 10, 1926, is further modified so that it will become effective 
on August 10, 1926, only in so far as it requires the publication 
of rates from Jacksonville, Fla., to Wichita, Kan., not to exceed 
the rates maintained from Jacksonville, Fla., to Kansas City 
by more than 10 per cent; but in all other respects the said 
order of March 9, 1926, shall remain in full force and effect. 

The date specified in the order requiring compliance with 
Tariff Circular 18-A of September 11, 1925, has been postponed 
to September 15, 1926, for the purpose of enabling carriers to 
publish a more complete list of specific rates to and from which 
there has been a known movement of traffic since June 1, 1924. 

The Merchants’ & Manufacturers’ Traffic Bureau, Griffin 
Grocery Company and Muskogee Wholesale Grocery Company 
and Muskogee Wholesale Grocer Company have been permitted 
to intervene in No. 18182, J. A. Folger & Company vs. Santa Fe 
et al. 

The Commission has denied the petition of respondents in 
I. and S. No. 2600, grain and grain products from western points 
to southwest and southeast, for rehearing and for postponement 
of the effective date of the order entered therein. 


PETITIONS FOR REHEARING, ETC. 


The Los Angeles & Salt Lake Railroad, Oregon Short Line 
Railroad and Union Pacific Railroad, respondents in I. and S. 
No. 2600, grain and grain products from western points to the 
southwest and southeast, have asked the Commission to reopen 
this proceeding for further hearing and reconsideration and, 
pending such further hearing and reconsideration, to postpone 
the effective date of the order entered herein on May 11, 1926, 
by which respondents are required to cancel on or before June 
14, 1926, the schedules under suspension. 

The defendants in No. 17435, Fisher Supply Company vs. 
Alabama & Vicksburg Railway et al., have asked the Commission 
to reopen the case for the purpose of taking further evidence. 

The ‘complainants in No. 10757, N. Z. Graves, Inc., vs. West- 
ern Atlantic Railroad Company, Director-General, et al., have 
asked the Commission for an order directing defendants to pay 
to complainants $709.46, with interest at 6 per cent, in satisfac- 
tion of the award of the Commission in the above-entitled case. 

The defendants in No. 15635, Wichita Chamber of Commerce 
et al. vs. the Alabama & Vicksburg Railway et al., have asked 
the Commission to reopen and reconsider this proceeding. 

The complainant in No. 15270, A. Spates Brady vs. Baltimore 
& Ohio Railroad et al., has asked the Commission for further 
hearing therein with respect to amount of damages. 

The defendant in No. 132138, Sub. No. 1, Gulfport Grocery 
Company vs. Louisville & Nashville, has asked the Commission 
to modify its original order, entered on July 20, 1923, and 
amended order entered on March 4, 1924. 

The New York Central Railway, lessee of and operating the 
railroads of the Toledo & Ohio Central Railway Company and 
the Kanawha & Michigan Railway, with which the railroad of 
the Federal Valley Railroad Company connects at Palos, 0O., 
in No. 14071, Ohio Farm Bureau Federation vs. Ahnapee & 
Western Railway et al., and No. 14660, the Federal Valley Rail- 
way vs. New York Central Railroad et al., has asked the Com- 
mission to reopen this case to the extent necessary to permit 
reconsideration of the matter of per diem charges on equipment. 

In an amended petition filed by the St. Louis-San Francisco 
Railway et al., respondents in No. 9702, Memphis-Southwestern 
Investigation, Class Rates, have asked that an order be issued 
permitting, directing and authorizing them to publish the class 
rates as shown in Exhibit A attached to the original petition, 
filed on June 1, 1926. 

The complainants in No. 14617, Acme Brick Company et al. 
vs. Alabama & Mississippi Railroad et al., No. 15628, Kansas 
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Gas Belt Brick Manufacturers’ Association vs. Abilene and South- 
ern Railway et al., No. 15692, Oklahoma Brick Manufacturers’ 
Association vs. Abilene and Southern Railway et al., and No. 
15738, Acme Brick Company et al. vs. Abilene and Southern Raijj- 
way et al., have asked the Commission to deny defendants’ petj- 
tion for modification of method prescribed for computing dis. 
tances in Southwestern Brick Cases, 107 I. C. C. 681. 

The city of Memphis and Memphis Freight Bureau have 
filed a petition in support of the one filed by St. Louis-San 
Francisco Railway et al. in No. 9702, Memphis-Southwestern In- 
vestigation and I. and S. No. 2247, class rates between Missouri 
and interstate points, for fourth section relief under docket No. 
9702, and also extension similar and further relief to the. bal- 
ance of Missouri B territory not involved in docket No. 9702. 


RATE STRUCTURE INVESTIGATION 


The Trafic World Washington Bureaux 


Carriers have not made complete answers to the query as to 
how those in each classification territory would undertake to 
handle the questionnaire suggested in No. 17000, the Rate Struc- 
ture Investigation, and discussed in the conference on June 3 
(see Traffic World June 5). It was agreed when that conference 
adjourned that the carriers in each of the territories would 
embody the thoughts they had on how the purpose of the ques- 
tionnaire might be achieved and send them to the Commission 
not later than June 17. 

Answers were made by the western and southern carriers, 
but the eastern carriers asked for more time. The answers 
of the western carriers were of about the nature of suggestions 
made by them in the conference of June 3. The southern car- 
riers also made answer in line with the thoughts they expressed 
in that conference, but did not cover the whole subject. 

While there has been no determination on that point, the 
probabilities are that there will be another conference with a 
view to a clarification of the whole subject of what the Com- 
mission wants and the best methods for obtaining it. 


SECURITIES INTERVENTION RULE 


The Commission, by division 4, has amended its rule govern- 
ing the filing of petitions of intervention in cases arising under 
applications filed under section 20a, the one giving the Commis- 
sion supervision over the issuance of securities and announced 
the fact by making public the revised rule in type-written form. 
The rule was published in the form of instructions to carriers in 
relation to the issuance of securities, under section 20a, July 22, 
1924, and amended January 17, 1925. The substantive part of 
the order making the newest amendment is as follows: 

By striking out paragraph 6(d) and substituting therefor the fol- 
lowing: 


“(d) Petitions for leave to intervene may be filed by persons 
interested in the application within 15 days after the filing thereof, 
or prior to or at the time the application is called for hearing, if 
a hearing is ordered, but not after except for good cause shown, 
the practice in regard to such petitions and answers thereto to be 
governed as nearly as may be by the Commissfon’s Rules of Practice. 
ves 5 a necessary-a public hearing on the application will be 
ordered,”’ 


RATES ON ICE CREAM 

The commodity, ice cream, mixed, is involved in docket 
1860, the National Association of Ice Cream Manufacturers 
against the American Express Company et al., heard before Ex- 
aminer Jewell this week at Chicago. 

R. Antrim, of the Jessup and Antrim Ice Cream Company, 
explained that the ice cream, mixed, was a _ preparation of 
skimmed milk, cream, sugar and gelatine, and that the complain- 
ant shipped this. commodity by express. What the complainant 
desired was to have it shipped in baggage cars at the baggage 
rate. The rate on the commodity moving by express was the 
second class rate, he said, which was higher than the baggage 
rate would be. The complainant contended that ice cream was 
similar to milk and cream, which moved in baggage cars. 

W. J. Craig, for the carrier, pointed out that the express 
company had a contract with the railroads whereby the former 
earried all manufactured articles moving in passenger service, 
and the carriers were not anxious to break the contract. It was 
pointed out that there was not a similarity between ice cream 
and milk and cream, the former being in the nature of a manu- 
factured product of the latter. The carriers and the express 
company contended that the rates now were just and reasonable. 


ABANDONMENT APPLICATIONS 


The St. Louis Southwestern and the Central Arkansas & 
Eastern have applied for authority to abandon a branch line 
between Rice Junction and Hazen, Ark., a distance of 17 miles. 

The Northern Pacific has applied to the Commission for 
authority to abandon its Boulder-Elkhorn branch line, embrac- 
ing approximately 19 miles of main track, in Jefferson county, 
Montana. The branch has been operated at a loss and abandon- 
ment would inconvenience few persons, the company said. 
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Loss and Damage Decisions 


i 
| Cases Recently Decided by State and Federal Courts 


1 
| 


igests taken from Reporters and Digests of National Reporter 
| (Pigvetem, published by West Publishing Co., St. Paul, Minn. 
| Copyright by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 

(Supreme Court of Errors of Connecticut.) Carrier, making 
wrongful delivery without requiring production and surrender 
of straight interstate bill of lading issued under federal Bills of 
Lading Act (U. S. Comp. St. Secs. 8604aaa-8604w), takes risk of 
indemnifying shipper suffering loss in action of conversion aris- 
ing out of obligation created by bill of lading.—Interstate Win- 
dow Glass Co. vs. New York, N. H. & H. R. Co., 133 Atl. Rep. 
102. 

Right of shipper to stop delivery of goods in transitu con- 
tinues until final delivery to consignee.—Ibid. 

In case of insolvency under Gen. St, 1918, Sec. 4742, shipper, 
in reasonable exercise of right to stop delivery, might condition 
delivery on presentation of nonnegotiable bill of lading issued 
under federal Bills of Lading Act (U. S. Comp. St. Secs. 8504aaa- 
8604w).—Ibid. 

Notice to carrier’s agent not to deliver to consignee except 
upon presentation of bill of lading, issued under federal Bills of 
Lading Act (U. S. Comp. St. Secs. 8604aaa-8604w) held sufficient 
instruction to require stoppage in transitu, though not assigning 
insolvency of consignee as reason; carrier being presumed to 
have known that such insolvency is only condition giving ship- 
per right of stoppage.—Ibid. 

Carrier given notice not to deliver may protect itself against 
improper delivery or refusal to deliver by making investigation 
within reasonable time and requiring presentation and surrender 
of bill of lading, or, if still in doubt, by interpleader.—Ibid. 

Telegram and letter conveying notice of stoppage in transitu 
held sufficient to apprise carrier of authenticity, though bearing 
only typewritten signature.—Ibid. 

In action against carrier for misdelivery, draft finding, asked 
by carrier, as to value of shipment delivered to initial carrier, 
held an admission supporting trial court’s conclusion that value 
was slightly less.—Ibid. 

(Supreme Court of Alabama.) Where it was alleged that 
express company, on refusal by consignee to accept limes, negli- 
gently stored them, testimony of witness as to his experience in 
handling limes held to indicate his qualification to answer hypo- 
thetical question as to effect of storing them, during torrid 
temperature, under tarpaulins in umbrella shed of railway depot. 
—American Ry. Express Co. vs. Mobile Importing & Trading 
Co., 108 So. Rep. 238. 

Judgment by the court, based on oral and deposition testi- 
mony, should not be disturbed, unless plainly wrong.—Ibid. 

When consignee fails to receive shipment, it is carrier’s duty 
to store goods in warehouse, subject to consignor’s order, for a 
reasonable time.—lIbid. 





Evidence held sufficient to support finding of negligence of , 


express company, on refusal by consignee of limes, in storing 
them, during torrid temparture, under tarpaulins in depot shed, 
and then placing them in cold storage, thereby rendering them 
worthless.—Ibid. 

(Supreme Court of Alabama.) In trover for goods lost by 
railway’s refusal to ship goods, based on demand for storage 
charges which plaintiff denied to be due, refusal of railway’s 
requested instruction that storage charges are presumed to be 
reasonable, though correctly stating the law, was not prejudicial 
error, in view of issue made.—Seaboard Air Line Ry. Co. vs. 
McWhorter, 108 So. Rep. 242. 

Railway storage charges, not properly allowable, may prop- 
erly be alleged to be excessive.—Ibid. ‘ 

Refusal of requested charge, purpose of which was to locate 
burden of proof as to reasonableness of storage charges, held 
not prejudicial-error, where court propertly explained burden of 
proof in oral charge.—Ibid. 

(Kansas City Court of Appeals, Missouri.) Where shipper 
of eggs notified railroad that consignee named in bill of lading 
was not entitled to possession but eggs were delivered to it, set- 
tlement by shipper with consignee in Illinois held not relaase of 
defendant railroad as joint tort-feasor on theory that common 
law was in force, and therefore Rev. St. 1919, Sec. 4223, was not 
applicable, where settlement with consignee was result of rail- 
road’s agreement with shipper—Amber vs. Davis, Agent, etc., 
282 S. W. Rep. 459. - 

: Where shipper of eggs notified railroad that consignee named 
in bill of lading was not entitled to their possession but eggs 
were delivered to it, unlawful preference was not given shipper 
by allowing him first to settle with consignee in attempt to get 
full price for eggs and thereafter file claim with defendant rail- 
road for balance of his claim.—Ibid. 

_ Where no whole record judgment was for right parties, error 
in the law declared will be disregarded.—lIbid. 





THE TRAFFIC WORLD 1653 


In shipper’s action against railroad for negligence in not 
effecting reconsignment of eggs, where evidence showed that 
railroad, immediately on notice from shipper that reconsignment 
was desired, sent telegram to destination and shipper did not 
receive amended bill of lading until several days thereafter, 
tariff provisions wefe complied with, even though changing of 
the bill is construed as an exchanged bill of lading.—Ibid. 

Where, at time shipper notified railroad that original con- 
signee was not entitled to eggs, he stated that he had sold them 
to a third party at named price per dozen, in shipper’s action for 
railroad’s negligence in delivering them to first consignee, his 
recovery was not confined to reasonable market value of eggs at 
time of conversion.—Ibid. 

Under the Cummins Amendment (U. S. Comp. St. Sec. 
8604a), the initial carrier is liable as matter of law for damages 
occurring on connecting lines.—Ibid. 

Under the Cummins Amendment (U. S. Comp. St. Sec. 
8604a), the common-law liability of thé terminal carrier for loss 
on its line remains in full foree.—Ibid. 

Since Bill of Lading Act (U. S. Comp. St. Secs. 8604e, 8604ee) 
recognizes right of person having right of property or possession 
in goods to request carrier not to deliver them to consignee 
named in straight bill of lading, when instructed by shipper not 
to deliver them to consignee, carrier is required to follow in- 
structions, even though section 8604g is construed as making 
void an attempt to divert shipment by inserting new consignee 
in bill of lading without initial carrier’s consent.—Ibid. 

Where action against railroad for wrongful delivery of eggs 
to consignee, after notification that it was not entitled to them, 
was tried without jury, declaration of law that shipper was 
entitled to recover, and that interest should be allowed from 
date eggs should have been delivered to substituted consignee, 
was erroneous.—lIbid. 

Interest is recoverable as matter of right in action for breach 
of carrier’s common-law duty.—Ibid. 

In suit for conversion, interest from time of conversion may 
be allowed by jury under Rev. St. 1919, Sec. 4222.—Ibid. 

Declarations of law are not similar to peremptory instruc- 
tions, and, if judgment is for right party, errors in declaration 
will not work reversal outright.—Ibid. 

Where, in action for wrongful delivery of eggs, shipper, at 
railroad’s suggestion, went to Chicago to obtain settlement with 
consignee, evidence that he spent as little as he could spend 
held ample evidence of reasonableness of his expenditures.—Ibid. 

Testimony of shipper of eggs, at time of requesting change 
of consignee, that he sold them to changed consignee at named 
price per dozen, was not hearsay.—Ibid. 

Where eggs were shipped under notify bill of lading and 
consignee thereof paid draft and shipper reimbursed consignee 
for eggs damaged in transit, which railroad salvaged and re- 
tained the proceeds thereof, since railroad was shipper’s agent 
for delivery of eggs to consignee, shipper was authorized to 
maintain action for damaged eggs, in view of U. S. Comp. St. 


Sec. 8604a, notwithstanding he was no longer holder of bill Of 
lading.—Ibid. 


The Federal Control Act (U. S. Comp. St. 1918, U. S. Comp. 
St. Ann. Supp. 1919, Sec. 3115%4j) subjects carriers under fed- 
eral control to all loss and liability as common carriers.—Ibid. 

Where railroad sold eggs damaged in transit and retained 
proceeds, in shipper’s suit for damages growing out of the ship- 
ment, where there was no evidence that railroad ever paid pro- 
ceeds into court, its offer to do equity by paying sum received 
into court for benefit of real owner thereof was insufficient.— 
Ibid. 

In action against carrier for damages to goods in transit, 
that there was no notice of claim for damages as required by bill 
of lading was matter of defense.—Ibid. 


(Court of Civil Appeals of Texas, Eastland.) Although car- 
rier had reimbursed shipper for misdelivered goods, petition and 
proof of carrier, in action against one receiving goods, failing 
to show mistake or fraud, or that shipper had authorized carrier 
to bring suit against party receiving goods, held not to warrant 
recovery.—Lancaster et al. vs. Boston Store et al., 282 S. W. 
Rep. 605). 


(Supreme Court of Oklahoma.) A common carrier of mer- 
chandise may change its liability from that of carrier to that 
of warehouseman by giving notice of the arrival of the shipment 
at destination, in conformity to the provisions of Comp. Stat. 
1921, Secs. 4914, 5517, and; where such shipment is interstate, a 
provision of the uniform bill of lading covering such shipment 
that after 48 hours from the giving of such notice the carrier’s 
responsibility shall be that of “warehouseman only” is reason- 
able and enforceable as a valid contract—Ft. Smith & W. R. 
Co. et al. vs. Syracuse Portrait Co., 245 Pac. Rep. 600. 

In such case the liability of the warehouseman is for negli- 
gence only, and, where the allegations and proof of plaintiff 
make a prima facie case of negligence by showing nondelivery, 
the necessity for excusing such nondelivery devolves upon de- 
fendant, but, when the prima facie case is met by allegations 
and proof of destruction of the goods by fire of unknown origin 
while stored in a warehouse so constructed and maintained as to 
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be reasonably safe for such purposes, plaintiff is under the neces- 
sity of going forward with the evidence to the point of discharg- 
ing its burden of proving negligence.—Ibid. 

Instructions which place upon defendant the burden of proof 
upon the issue of negligence in this character of action are 
erroneous, for the reason that under the Act to Regulate Com- 
merce (24 Stat. 386, c. 104) Sec. 20, as amended June 29, 1906 
(34 Stat. 598, c. 3591), Sec. 7 (U. S. Comp. St. Secs. 8604a, 
8604aa), Congress has made the liability of carriers under inter- 
state contracts determinable solely by federal law, which law 
places the burden of proof of negligence upon the plaintiff in 
this character of action, and that burden never shifts.—Ibid. 

(Court of Appeals of Georgia, Division No. 2.) If consignee 
rejects goods, carrier’s liability as such ceases, and it becomes 
liable as warehouseman, chargeable with duty of notifying con- 
signor of consignee’s refusal, and with further duty to hold them 
subject to consignor’s order.—Moor vs. Southern Pac. Co., 132 
S. E. Rep. 920. 

If shipment, while in carrier’s custody as warehouseman, is 
seized or condemned under process of law, carrier is relieved of 
liability to consignor, if it can show that it promptly notified 
shipper thereof, or that shipper had actual notice.—Ibid. 

Where goods, while in carrier’s custody as warehouseman, 
are seized under process of law, in absence of notice to shipper 
of such interference and seizure, mere seizure under valid pro- 
cess does not relieve carrier from liability for delivering goods 
to person other than consignee.—lIbid. 

Where fruit trees, when seized at destination, were con- 
demned as being diseased, reference in a copy letter by carrier 
as to contents of previous letter to shipper notifying him of 
seizure and condemnation thereof held to have no probative 
value to show actual knowledge thereof by shipper.—lIbid. 


CARRIAGE OF LIVE STOCK 


(Supreme Court of Michigan.) Applicable rules of Inter- 
state Commerce Commission become part of contract for inter- 
state shipment within federal Transportation Act (41 Stat. 456). 
—Shier vs. American Ry. Express Co., 208 N. W. Rep 746. 

As respects correct instructions on rights and duties of par- 
ties under contract for interstate shipment, where not affected 
by federal Transportation Act or regulations of Interstate Com- 
merce Commission, failure to name source of rules of law given 
to jury is immaterial.—Ibid. 

In action for injuries to interstate shipment of horses accom- 
panied by shipper, question of railroad’s negligence in moving 
and switching shipment of horses, after arrival at unloading 
point, and shipper’s contributory negligence, held properly left 
to jury.—Ibid. 

Contract by shipper accompanying shipment to load and un- 
load horses and to care for them while in transit, whether de- 
layed or not, and to relieve railroad from liability for acts of 
horses to themselves or loss arising from their condition, is 
valid.—Ibid. 

Where shipper accompanies shipment of horses and is under 
duty to care for them during transit, but fails to inspect them 
in proper way at stopping points, question of his contributory 
negligence in action for injury to shipment held properly sub- 
mitted to jury.—Ibid. 

In action for injuries to interstate shipment of horses accom- 
panied hy shipper, evidence that horses were quiet and all right 
when train arrived at unloading point, but that train was then 
handled roughly and some horses were found down while rest 
were stampeding, held sufficient to carry question of railroad’s 
negligence to the jury. —Ibid. 

Testimony that carload of horses was handled “roughly,” 
defined as careless, hasty, crudely done, rudely, characterized 
by violent or disorderly action, held proper in referring to negli- 
gent switching of car.—Ibid. 

In action for injuries to shipment of horses accompanied by 
shipper under contract obligating railroad to transport stock 
with reasonable dispatch and care, it was competent to show, as 
bearing on situation arising at unloading point, both time con- 
sumed in particular trip and customary time taken for such 
transportation.—Ibid. 

Verbal agreement by railroad agent to get shipment of 
stock to destination in specified time is void as applied to inter- 
state shipments under federal Transportation Act.—lIbid. 

In action for injuries to interstate shipment of horses to be 
carried in connection with passenger trains accompanied by 
shipper, proof of inquiry by shipper as to time of arrival at des- 
tination, and assurance by agent that it would get there in reg- 
ular time, held properly admitted on question whether shipment 
was handled by carrier with reasonable care after arrival at 
unloading point.—Ibid. 

Where carrier knew that, due to lack of power and weather 
conditions, shipment of horses would be delayed, it was its duty 
on proper inquiry. before starting of consignment to truthfully 
advise shipper of situation, and proof of information given is 
admissible on question of exercise of due care after arrival of 
shipment at unloading point.—Ibid. 

In action for injuries to interstate shipment of horses, 
evasive testimony of shipper as to his ignorance of nature of 
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shipping contract and number of horses loaded in car held for 
jury.—lIbid. 

Where it was customary to load all horses in car that it 
could accommodate, and horses were counted both when loaded 
and unloaded, and charges collected for 32 horses carried at 
shipper’s risk for injuries resulted from acts of horses, it was 
not error for court to refuse directed verdict for railroad on 
ground that contract called for only 28 horses.—Ibid. 

Liability of carrier for damages to interstate shipments of 
live stock may, under Interstate Commerce Act (U. S. Comp. St. 
Sec. 8563 et seq.), be limited by contract if reasonable.—Ibid. 

In action for injuries to shipment of horses accompanied by 
shipper, whether there was a declared or release valuation by 
shipper on carload of horses-held open to question, under writ- 
ten evidence of carload delivery sheet with plaintiff’s receipt 
showing valuation of $150 for each horse, and hence it was error 
to exclude testimony of carrier’s agent as to what he told ship. 
per regarding release value of horses.—Ibid. 

Basis for computing damages, specified in contract for inter- 
state shipment of -horses, is subject to modification and not 
necessarily controlling, so that carrier is entitled to have case 
submitted in harmony with rules and schedules of Interstate 
Commerce Commission.—Ibid. 

In action for injuries to shipment of horses accompanied by 
shipper who failed to inspect them in proper way, as required 
by contract exempting carrier from liability for acts of horses, 
it was error to refuse charge that mere proof of death and 
injury of horses on arrival at unloading point does not establish 
carrier’s negligence.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas, Amarillo). Carrier must 
both plead and prove that stipulation limiting time within which 
to file notice of claim for damages is reasonable, and question 
of reasonableness is for jury.—Western Union Telegraph Co. yv. 
Cates, 282 S. W. Rep. 661. 

Whether stipulation on blank on which telegram was writ- 
ten, limiting time to 95 days within .which to give notice of 


-claim for damages for failure to properly transmit telegram, 


was reasonable, held for jury.—lIbid. 

Stipulation limiting time to 95 days within which to give 
notice of claim for damages for failure to properly transmit 
telegram held not binding on sender of message, where oper- 
ator received message from sender orally, and message was 
written on blank containing such stipulation without sender’s 
knowledge or consent.—Ibid. 

Agent of telegraph company, in writing for sender message 
given verbally across counter in company’s office, it being custom 
of employees to so receive and write messages, held agent of 
telegraph company and not of sender in making mistake in 
writing address of message.—Ibid. 

Evidence of negligence of telegraph company in failing to 
notify sender of message of its nondelivery held for jury, and 
sufficient to support implied finding that company was negli- 
gent.— Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts | 
as taken from Reporters and Digests of National Reporter 


System, published by West Pulishing Co., St. Paul, Minn. . 
Copyright by West Publishing Co. 
ial ten emis con a & 


REGULATION TO COMMON CARRIERS 

(Supreme Court of Oklahoma.) The prima facie presump- 
tion of the reasonableness, justness and correctness of an order 
of the Corporation Commission, obtaining by reason of section 
22, article 9, of the Constitution, applies only to the facts found 
by the Commission, or established by evidence upon which the 
commission failed to make a finding, and, where a fact material 
to the reasonableness, justness, and correctness of an order is 
lacking in the findings of fact made by the commission and is 
not supplied by the evidence, the presumption obtaining by rea- 
son of said section does not apply, and on review in this court 
such order cannot be sustained.—Chicago, R. I. & P. Ry. Co. vs. 
State et al., 245 Pac. Rep. 656. 

The term “adequate or reasonable facilities” is not in its 
nature capable of exact definition. It is a relative expression, 
and has to be considered as calling for such facilities as might 
be fairly demanded, regard being had, among other things, to 
the size of the place, the extent of-the demand for transporta- 
tion, the cost of furnishing the additional accommodation asked 
for, and to all other facts which would have a bearing upon the 
question of convenience and cost.—Ibid. 

Where a city files its application with the Corporation Com- 
mission seeking to require a railway company to erect a new 
passenger station and furnish additional facilities for patrons of 
the road, and the company submits plans, specifications, and 
estimate of costs, and there is evidence tending to prove that the 
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jmprovements contemplated will afford reasonably ample facil- 
ities, and such improvements will not violate any state statute 
or valid ordinances of such city, in the absence of any testimony 
reasonably tending to prove such contemplated improvements 
will not afford ample facilities, it is error for the Corporation 
Commission to arbitrarily reject such proposed plan of improve- 
ments.—Ibid. 

Where a railway company presents plans, specifications, and 
estimate of cost of making alterations in a passenger station, 
and there is no evidence that the alterations and improvements 
will not afford adequate facilities, such proposed improvements 
meet the requirements of the Constitution, and if, after such im- 
provements are made, the same prove inadequate, the jurisdic- 
tion of the Corporation commission is complete and plenary to 
require them to enforce its requirements by proper rules and 
orders.—Ibid. 


= Shipping Decisions : 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National R 
. p rat published by West Publishing Co., St. Paul, M' 
Copyright by West Publishing Co.) 





(District Court, E. D. Pennsylvania.) Chief cause of delay 
in loading steamers with coal held to have been a strike of 
trainmen employes, resulting in practical tie-up at port, so as to 
relieve shipper from liability under contract excepting delays 
caused by strikes. (United States vs. Coal Cargo of the Henry 
County, Same vs. Coal Cargo of the Franklin County, 11 Fed. 
Rep. (2nd) 805. 

Shipper held not to have failed to use due diligence in de- 
signating loading port for vessel after strike of trainmen oc- 
curred, where shipper’s agents, when they made designation did 
not know of strike, as affecting his liability for delay.—Ibid. 

Shipper, after designating loading port where strike of train- 
men had occurred, held not to have failed to use due diligence 
by not providing cargo at different pier, where strike was on to 
lesser extent.—Ibid. 

Statement of official of coal exchange relative to possibili- 
ties of obtaining coal under general rules of exchange cannot be 


accepted as evidence as to possibilities of particular shipment.— 
Ibid. 


Suggestions of counsel; however plausible, cannot take place 
of evidence.—Ibid. . : 

Once the existence of excepted cause of delay in loading 
cargo is proven, it is incumbent on carrier to show affirmatively 
that exercise of reasonable diligence on part of shipper would 
have avoided it.—Ibid. 

It is common knowledge that, during spring and summer of 
1920, situation as to railroads, coal industry, and exportation of 
coal was abnormal.—Ibid. 

In absence of evidence on the subject, court was not justi- 
fied in finding as a fact that under existing conditions it would 
have been possible or commercially practicable for shipper to 
have diverted ships to different loading port than one where 
strike was on, and furnish cargoes at such place, as affecting 
liability for delay in loading.—Ibid. 

Service Order No. 6, issued by Interstate Commerce Com- 
mission, requiring railroads to give priority to coal consigned to 
New England, held not to constitute a “restraint of prices” in 
excepted cause of delay in loading cargo, where order proved 
nothing more than incidental aggravation in situation caused by 
strike at loading port.—Ibid. ¢ 

Sovereign acts of United States, performed for general good, 
cannot be set up as defense to libel for delay in loading cargo, 
simply because United States was libelant.—lIbid. 

_ In action for delay in furnishing cargo, evidence held suffi- 
cient to show readiness of steamers to load on date called for in 
contract.—Ibid. 

Mere failure to dismiss a libel for lack of proof in liabelant’s 
case in chief is not ground for dismissing it, if, by reason of 
evidence admitted after refusal to dismiss, initial deficiency of 
proof is supplied.—Ibid. 

In action for delay in furnishing cargo, evidence held to 
show that shippers had full cargoes of coal ready for shipment 
on date of contract, although prevented from loading because of 
strike.—Ibid. 

(District Court, S. D. California.) Where weather encoun- 
tered was of a kind reasonably to have been expected, it was 
not a “peril of the sea,” so as to ‘exempt ship from liability for 
damage to cargo.—The Arakan, 11 Fed. Rep. (2nd) 701. 

On libel for damages to consignment of oil, that ship was 
damaged in only one place was suspicious circumstance, indi- 
cating unseaworthiness rather than injury resulting from peril 
of the sea, force of which may be overcome only by convincing 
evidence.— Ibid. 

Harter Act (Comp. St. Secs. 8029-8035) merely permits in- 
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sertion in bill of lading of clause reducing absolute warranty of 
seaworthiness, usually implied in contract of marine transporta- 
tion, but does not serve as its equivalent.—Ibid. 

Letter to shipper, wherein carrier agreed to have vessel’s 
_tanks inspected by licensed surveyor, and to obtain certificate 
that they were fit to convey cocoanut oil in bulk, held not to 
limit absolute warranty of seaworthiness, otherwise implied.— 
Ibid. 

Admission, in answer to libel for shortage and contamination 
of cocoanut oil caused by leakage in ship’s tank, containing such 
oil, that leakage was caused by latent defect, held to constitute 
admission of liability —Ibid. 

Burden is on carrier to show cause of damage to cargo, and 
to prove that it is one for which it is excused from liability, and 

shipper need not prove in what respect vessel is unseaworthy, 
or even that it is unseaworthy.—Ibid. 

Evidence held to show that damage to cocoanut oil, shipped 
in ship’s tank, from leakage and contamination, was due to un- 
seaworthiness of vessel.—Ibid. 

Shipowner has duty to use due care to ascertain physical 
propensities of commodity instrusted to him for carriage, and 
to take proper steps to prevent consignment being delivered in 
faulty condition.—Ibid. 

Ship’s tank, from which no liquids, except cocoanut oil, are 
likely to escape, is unseaworthy for carriage of cocoanut oil.— 
Ibid. 


Single-riveted slack tank of ship is not proper place to carry 
oil.— Ibid. 


TAX ON TELEGRAMS 


The Department of Justice has announced it will appeal 
from a decision of the Circuit Court of Appeals holding against 
the contention of the government as to imposition of internal 
revenue taxes on telegrams sent by the Western Union for the 


Missouri Pacific. In a statement explaining the case, the De- 
partment said: 


Under the provisions of the revenue laws of 1918 and 1921 a tax 
was imposed on telegrams where the charge therefor was more than 
fourteen cents each. A large number of telegrams were sent by 
the Western Union Co. for the Missouri Pacific railroad, at St. Louis, 
and claim was made by the collector of internal revenue for that 
district for tax on these telegrams. 

It was alleged, in connection with the sending of the telegrams, 
that the railroad company was under an agreement with the tele- 
graph company by which both parties were to perform services for 
each other for which no payments in money were to be made until 
after $75,000 worth of service on either side had been performed 
annually, and all services were to be accounted for and charged 
for on the books of the companies, respectively. 

The commissioner of internal revenue took the position that the 
telegrams were taxable whether paid for in actual money or by 
the performance of services. The railroad company paid the assess- 
ment of taxes on the telegrams under protest and brought suit for 
recovery of the amount paid. The railroad company contended that 
the telegrams sent each year, up to the value of $75,000 worth, were 
exempt from tax because there was no ‘“‘charge’’ for such services 
within the meaning of the statute, the specific contention being that 
a “‘charge’”’ carried the right to demand the payment in money. 

The United States District Court in St. Louis gave judgment for 
the collector, but the Circuit-Court of Appeals has reversed the de- 

. cision on the ground that the contract between the railroad and the 
telegraph companies was a swapping of privileges rather than of 
service, and that the mutual service up to that limit was free. 

The Department of Justice has directed that an application be 
made to the Supreme Court of the United States for a writ to re- 
view the decision of the Circuit Court of Appeals on the ground that 
a final settlement of this matter is desirable, as there are a number 
of similar cases throughout the country which, naturally, will be con- 
trolled by the ultimate decision in the case. 


BRIMSTONE DIVISIONS CASE 


Sufficiency of the Commission’s decision in Ex Parte 74, 58 
I. C. C. 220, as a foundation for a retroactive decision as to 
divisions seems to be clearly challenged in the opinion delivered 
by District Judge Ben C. Dawkins in support of the preliminary 
injunction issued by a three judge court, in equity No. 241, 
Brimstone Railroad & Canal Company vs. United States et al., 
forbidding the enforcement of the Commission’s retroactive or- 
der in what is known as the Brimstone Divisions case (See Traf- 
fic World, June 5, p. 1539). 

Validity of the order therein, making a retroactive decision 
in respect of divisions to be paid by the Southern Pacific and the 
Kansas City Southern on traffic interchanged, a large percentage 
of which is sulphur, was based, largely, upon the allegation that 
the Commission had made no investigation as to the justness 
and reasonableness of the rates out of which divisions, in units 
of dollars and cents per car, were to be paid and that it lacked 
jurisdiction to do what it professed to do. In the alternative it 
was contended that should it be held the Commission had power 
to do what it professed to do and that Congress did have the 
power to annul the division contracts between the Brimstone on 
the one hand and its trunk line connections on the other, then 
that the orders were and would be illegal, arbitrary, unreason- 
able, unjust, null, void and confiscatory and would result in the 
taking of the Brimstone’s property without due process of law. The 
order contemplates the revision of the socalled divisions be- 
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tween August 1, 1921, and December 14, 1925. The orders were 
illegal and arbitrary because the Brimstone contended, accord- 
ing to Judge Dawkins’ summary of its contentions ,in that: 


That the revenue which would have been received by the Brim- 
stone Railroad & Canal Company under the divisions prescribed by 
the Commission from its connections, the Louisiana Western Rail- 
road and the Kansas City Southern Railway, would have been and 
is less than the reasonable, just and proper operating expenses of 
the Brimstone Railroad during the period from August 1, 1921, to 
December 31, 1925, inclusive. 

The order is further attacked as being beyond the power and 
authority of the Commission to make, because the Commission_has 
eliminated certain items of expense, actually incurred and paid by 
the Brimstone Railroad during the period from August 1, 1921, to 
December 31, 1925, as necessary in its operations as a common car- 
rier, which items are set forth in detail and specifically in various 
paragraphs of the bill of complaint, and will be pointed out spe- 
cifically in the argument. 


After quoting the contentions of the Brimstone, Judge Daw- 
kins said: 


Without going into other matters, we think the preliminary writ 
should be granted for these reasons: The order is made to operate 
from the date of initiating the proceedings (which were begun by 
the Commission upon its own motoion)—in other words, is given a 
retroactive effect of more than four years under conditions which 
we do not believe, in view of provisions of the statute defining the 
Commission’s powers, is permissible. 3 


The judge said it was not pretended that the Commission 
ever specifically considered or fixed the joint rates, the division 
of which it attempted to make as between the complainant and 
the defendants but that it acted on what it had done in the 1920 
advanced rate case. He pointed out that the Commission, in a 
number of cases, had said that what it had done in the 1920 
case was not a determination as to the rates involved but merely 
a determination that the carriers needed more revenue and that 
the percentage increase method was the way in which they 
could obtain it. After quoting. the statute requiring a full hear- 
ing as a condition precedent to establish rates and divisions 
thereof, Judge Dawkins said: 


What is meant by a full hearing? It would seem clear that 
Congress intended that there should be a full hearing of the facts and 
consideration of the conditions upon which particular joint rates or 
charges were to be established. As above stated, this had not been 
done in the present case prior to the proceeding to adjust divisions 
of rates between the complanant and the other parties, and in my 
opinion the Commission cannot make its order effective from the 
date of beginning the investigation. For these reasons I think the 
preliminary writ should be granted. 


MAY LIMIT BUS TRIPS 


The Supreme Court of Utah, in Gilmer vs. Utilities Com- 
mission of Utah, has sustained the validity of an order of the 
commission limiting the service of a motor vehicle common Car- 
rier operated by Gilmer to one trip each week. Gilmer under- 
took to operate a daily service on a certificate of public con- 
venience and necessity issued by the commission to a man named 
Carling to operate an automobile stage line once a week be- 
tween Salt Lake City and Fillmore, Utah. The certificate, with 
the permission of the commission, was transferred to Gilmer, 
the latter, according to a report of the case made by John E. 
Benton, general solicitor for the National Association of Rail- 
road and Utilities Commissioners, testifying at the hearing held 
on the application for transfer that he would give the same 
service that Carling was giving. 

After the transfer was made Gilmer filed a schedule pro- 
posing daily trips. Protests were made and the commission 
made an order limiting the service to one trip each week. It 
did that under a statute which, the commission claimed, gave 
it the power to supervise and regulate every public utility. Mr. 
Benton quoted part of-:the opinion of the court, as follows: 


There can be but little, if any, doubt respecting the right and 
power of the commission to regulate and control the operation 
of auto stage lines or other motor. vehicles which use the public 
highways and streets for the purpose of transporting either 
freight or passengers as common carriers. Nor is there any doubt 
that the state, in the exercise of its police or governmental 
powers, may exclude all vehicles that are being used or operated 
for the purposes aforesaid from the public streets or highways 
altogether. If that be so, it necessarily follows as a corollary 
that the state may impose such conditions as it may deem fair 
and just upon those who use the public streets or highways for 
the purposes aforesaid. * * * The very purpose of the utilities 
act is to prevent one public utility from destroying another. 
When, therefore, it is made apparent to the commission that the 
increase of the number of vehicles or trips by a common carrier 
which is using the public streets and highways must necessarily 
result in seriously affecting the ability of another utility to render 
service, or perhaps destroy its ability to do so, where the service 
is rendered by the other public utility partly in the same territory 
and partly in territory extending beyond the territory served by 
the utility first mentioned, the commission undoubtedly may inter- 
fere to prevent such disastrous results. The commission was cre- 
ated for that purpose and where its orders are within its juris- 
diction and the bounds of reason, and are not capricious and arbi- 
trary, this court cannot interfere. * * * 

A careful examination of this record convinces us that the 
commission not only did not act arbitrarily or capriciously but 
that its orders affecting the plaintiff are fair, just and reasonable, 


and hence should be, and they accordingly are, all affirmed, with 
costs. 
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MOTOR VEHICLE INVESTIGATION 


The Commission, in No. 18300, Motor Bus and Motor Truck 
Operation, will begin its inquiry into motor vehicle transporta. 
tion with a view to determining what, if anything, it shall say 
to Congress on the subject of regulation of the new agency, the 
competition of which is being felt by the carriers subject to the 
interstate commerce act, by means of hearings beginning July 
27. The present schedule of hearings will extend from July 27 
to September 29. Examiner Leo J. Flynn will preside at each 
of the hearings, but at some of them Commissioner Aitchison wij] 
also attend and at others Commissioner Esch will sit with the 
examiner. Carriers now subject to the interstate commerce are 
respondents in the case. Testimony, however, will be received 
from operators of motor busses or motor trucks, and all other 
interested parties. Copies of the order and of the questionnaire 
to be answered by respondents not later than September 1, have 
been mailed to the governor and the regulatory body of each 
state. The schedule of hearings is as follows: 


Chicago, Ill., July 27, 1926, at 9 a. m., standard time, in Great 
Northern Hotel, before Commissioner Esch and Examiner Flynn. 
St. Paul, Minn., July 30, 1926, at 10 a. m., standard time, in 
a States Court Rooms, before Commissioner Esch and Examiner 
ynn. 


Portland, Ore., August 7, 1926, at 10 a. m., standard time, in 
Multnomah County Court Rooms, before Commissioner Aitchison 
and Examiner Flynn. 

San Francisco, Calif., August 12, 1926, at 10 a. m., standard 


time, in Room 237 Merchants Exchange, before Commissioner Aitchi- 
son and Examiner Flynn. 

Los Angeles, Calif., August 17, 1926, at 10 a. m., standard time, 
in rooms of the California Railroad Commission—Sun Finance Build- 
ing, before Examiner Flynn. 

Denver, Colo., August 25, 1926, at 10 a. m., standard time, in 
Rooms of the Public Utilities Commission, before Examiner Flynn. 

Detroit, Mich., September 1, 1926, at 9 a. m., standard time, in 
Hotel Statler, before Examiner Flynn. 

Boston, Mass., September 8, 1926, at 9 a m., standard time, in 
Gastron States Court Rooms, before Commissioner Esch and Examiner 

ynn. 

New York, N. Y., September 10, 1926, at 9 a. m., standard time, 
in Merchants Association Rooms, 233 Broadway, before Commissioner 
Esch and Examiner Flynn. 

Asheville, N. C., September 15, 1926, at 11 a. m. standard time, 
2 Battery Park Hotel, before Commissioner Esch and Examiner 

ynn. 

Dallas, Tex., September 20, 1926, at 10 a. m., standard time, in 
Jefferson Hotel, before Examiner Flynn. 

Kansas City, Mo., September 24, 1926, at 10 a. m., standard time, 
in Chamber of Commerce Rooms, before Examiner Flynn. 

Washington, D. C., September 29, 1926, at 10 a. m., stan“ard time, 
in the offices of the Commission, before Commissioner Esch and Ex- 
aminer Flynn. 


The questionnaire sent to the respondents requires informa- 
tion on the following points: Motor busses operated by the 
respondent; motor trucks operated by the respondent; busses 
and trucks operated by subsidiaries; motor busses and trucks 
operated by other persons or individuals; to what extent, if 
any, are motor busses and trucks regulated by state or municipal 
authorities in the territory of the respondent; and any other 
information considered pertinent to this investigation. 


MOTOR VEHICLE REGULATION 


“The development of motor transportation on the highways 
has now assumed an importance which requires it to be recog- 
nized as an essential part of our transportation system,” Alfred 
P. Thom, Jr., general solicitor of the Association of Railway 
Executives, said in summing up conclusions at the close of an 
address last week at Atlantic City before the Conference on 
Motor Vehicle Regulation. 

“Its proper place, in the service of the public, must be ascer- 
tained and defined. While inevitably such transportation will, 
to some extent, be in competition with rail transportation, yet 
the true mission of this new form of transportation is to sup- 
plement, and not to injure or destroy, existing forms of trans- 
portation that are performing an essential public service. 

“The railroads are vitally interested in the question of 
motor transportation, both from the viewpoint of competition 
and form the viewpoint of the rail carrier itself engaging in that 
mode of transportation. 

“Whether a rail carrier should itself engage in motor trans- 
portation or whether it should contract with or form a sep- 
arate corporation for the purpose, is a’ matter generally of pol- 
icy. Most railroad charters are broad enough to confer author- 
ity on the railroad company to furnish this class of service. 

“The development of this mode of transportation has 
reached the stage where interstate regulation is necessary. 

“Both Class A (common carriers by motor vehicle operating 
between fixed termini) and Class B (common carriers operating 
over any route between different points at different times) motor 
common carriers, including busses and trucks, are susceptible 
of regulation and should be included in any system of regulation 
which is enacted. 

“Inasmuch as the problem is, in many of its controlling 
aspects, local in character, it would be wise, to authorize exist- 
ing state agencies, or some other agency of a local nature, to 
administer the system of regulation prescribed by Congress, 
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with appellate jurisdiction in the Interstate Commerce Commis- 
sion to assure uniformity of regualtion. 

“Developments demonstrate that the problem of proper 
regulation of interstate commerce by motor vehicles on the 
highways is recognized as pressing and important. This is indi- 
cated by statements which appear from time to time in the 
public press and by the recent decision of the Interstate Com- 
merce Commission to institute an investigation in order to in- 
form itself and make recommendations to Congress looking to 
regulation of the motor transportation industry.” 


MOTOR VEHICLE COMPETITION 


The Trafic World Ottawa Bureau 


Matters dealing with the operation of trains on this conti- 
nent were dealt with by the American Association of Railway 
Superintendents this week at Montreal. This is the first time 
the association has met outside of the United States, though this 
is the 33rd annual convention. E. H. Harmon, of St. Louis, as- 
sistant to the general manager of the St. Louis Terminals, is 
president. 

“For nearly a century the steam railroad has been supreme 
in the transportation of persons and goods, but all at once comes 
along a machine capable of performing a high grade service at 
the beck and call of the individual and the result has been that 
the pioneer, the steam railroad, is threatened by the extreme 
enthusiast of the motor world with extinction.” 

This is one of the comments in the report of a special com- 
mittee submitted June 15th. It is then added: “But within a 
comparatively few months, evidence is shown that the impor- 
tance of this form of competition has been visualized by railroad 
managements and necessary steps taken to meet it.” 

What steps have been taken, and how they have worked out, 
was dealt with in the report, and also in the course of the dis- 
cussion that arose. The convention accepted the report, but 
took no action, the feeling being that, before a recommendation 
was made, more knowledge should be acquired on the matter. 

The report says that a study shows that there is a clearly 
defined field for the motor truck wherein it can successfully 
compete with the steam railroad, the more important being: 


(a) Short haul package freight from important distributing cen- 
ters to points radiating therefrom for distances up to 40 miles and, 
in some instances, greater. 


(b) Short haul package freight moved from the warehpuse of 
the shipper to the receiving platform. of the consignee. 


(c) Distribution by wholesale and jobbing houses to their own 
customers. 


(d) Movement of a particular article from the plant of the manu- 


facturer to distributing centers, in trucks especially fitted to carry 
the article without crating. : 

(e) Then there was a certain service in large cities with horse- 
drawn vehicles, which was not competitive because of the limited 
territory such service could cover, forcing to the railroads a con- 
siderable traffic in switching service, but that now because of the 
greater capacity of the motor truck never touches the railroads at 
any point. 


The report deals with the facilities in the early days of the 
motor truck competition given for such service due to better 
roads, but it is pointed out that within the last two years, a de- 
cided change has taken place and 38 states of the United States 
now have laws governing the operation of trucks on highways 
and, in addition, five states have repealed old regulatory laws 
and enacted new ones, and 150 bills affecting bus operation have 
been introduced in 42 state legislatures. There has been recog- 
nition of the public nature of the transportation of goods, notes 
the report, and with proper regulations it is felt that railways, 
with their well-organized departments, are better fitted to per- 
form all the transportation service of the various communities 
they serve and the report shows that the railways have not been 
idle but that, at the beginning of 1926, there were 51 railroads in 
the United States and Canada using motor trucks to supplant 
their rail service. Some roads have substituted motor trucks on 
highways for socalled peddler local service where that can be 
done with speed and economy; there has been substitution of 
motor truck service in large terminal areas in lieu of a trap car 
service; there has been a system adopted of lighterage of freight 
in single car lots,or split deliveries to and from steamships, and 
there have been limited experiments in collection and delivery 
service.. ‘ 

The competition by the motor bus, the report says, presents 
a different aspect and, under existing conditions, is a more dif- 
ficult problem, due to the immense number of privately owned 
Passenger automobiles used for all sorts of journeys. In the 
United States there are 69,425 motor buses in operation, an in- 
crease in a year from 52,925, and of the 69,425 in use on January 
1 last, 37,500 were common carriers and 31,925 non-common car- 
riers—that is, buses belonging to hotels, sight-seeing and touring 
companies, railroad terminal companies, industrials, and schools. 
The report lays it down that motor buses should also be subject 
to state and federal regulation, as in the case of motor trucks, 
and in this connection the report adds that “there seems to be a 
zrowing disposition on the part of regulatory bodies to scrutinize 
very carefully applications for certificates of public conveyance 
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and to deny them when it is demonstrated that the proposed bus 
line is simply an attempt to divide existing traffic.” 

In the course of the discussion, joined in by various mem- 
bers of the committee, among them Messrs. Gordon, Steinberger, 
O’Dea, Fisher, Thomas, Wilson, ‘Campbell, Woodruff, Brophy, and 
by David Crombie, chief of transportation, C. N. R., the various 
ideas that railways have adopted to meet motor bus competition 
were illustrated, such as the self-propelled car, which cut down 
in number of crew, and other such plans. Mr. Gordon explained 
the cartage system in vogue in Canada, and was questioned at 
length as to the details, the discussion showing that the system 
in Canada varies with that which applies in the United States. 

Mr. Crombie explained that the two systems, that of Canada 
and of the United States, had started under different conditions. 
The first railways were built in England and in competition with 
trucking companies, and on good highways, and it is only now 
in later years that the conditions in England have been dupli- 
cated. When the Canadian railroads were built they were built 
by Englishmen with English capital, and manned by English 
officers; hence, they carried out the practice in operation which 
had been and was in existence in England, with the result that. 
the Canadian companies now have trucking companies which 
they own, and contracting companies with which exclusive con- 
tracts are held. In the United States the situation was different; 
the railroads had no trucking companies on good roads to com- 
pete against, and not the short haul competition, as in England 
when the roads there first came into being, and it was only now 
for the first time that the competition had come. 

Mr. Crombie went on to say that, while the New York Cen- 
tral, Pennsylvania, and other congested lines found it advisable 
to take advantage of the improved highways for supplementary 
services, the situation had many aspects for Canadian railroad 
men, for it could not be expected that traffic could be moved at 
steam railway rates, and there was no congestion there, nor 
could such congestion be expected for many years. It might be 
that some day it would be necessary to develop a motor trucking 
company to do short haul business for the company to the point 
where it was found to be cheaper to do so than with the steam 
railway, but, “up to the point, we have not found it necessary 
to do so.” 

M. J. Gormley, chairman, car service division, American Rail- 
way Association, brought the greetings of R. H. Aishton, presi- 
dent of the A. R. A. Great strides in efficiency and economy of 
administration have been accomplished by the railways in the 
last three or four years, he declared. In respect to the question 
of periodical slumps, it was asserted that a longer period since 
1922 has been experienced without recession of business than at 
any time previously. The aim should be to handle more business 
with less equipment, was Mr. Gormley’s final advice. 


PEACE RIVER OUTLET 


The Trafic World Ottawa Bureau 


A direct railway outlet from the Peace River to the coast 
will not be economically possible for some time to come, says 
a report by the five railway engineers who have been investi- 
gating Peace River railways on behalf of the Canadian National 
and Canadian Pacific. 

Discussing the relative merits of the proposed western 
routes, direct to Vancouver or Prince Rupert, the report says: 


Certain interests intimate that the study of the problem is in- 
complete without proper weight being given to that vast potential 
territory tributary to the northern part of the Peace River and 
Great Slave Lake. We fully agree with this. The natural western 
rail outlet for their potential products must pass through a common 


point at or near Berwyn (which is about 15 miles west of Peace River 
crossing). 


To ascertain the best operating route to Vancouver for these 
products is to find the best route, Berywn to Vancouver. 


The proposed western routes are the Obed route, the Monk- 
man Pass, and Canadian National Railway route; the Monkman 
Pass, Pacific Great Eastern, and Canadian Pacific Railway route; 
the Peace Pass, Canadian National Railway route; and the Peace 
Pass, P. G. E., and C. P. R. 

The report finds that the Obed route, with 906 route miles 
and 400 ton miles, offers less route miles and the least train 
miles of any of the alternative routes to Vancouver, 

The report of the engineers makes improbable for a long 
period the extension of the P. G. E. line into the Peace River 
country. It says: 

The study shows conclusively that for a long time to come the 
most economical route is not by a western outlet but via Edmon- 
ton over existing lines of railways. This statement can not be 
questioned, for the reason that the excessive interest charge for 
the, initial investment for the most economical of the proposed routes 
ts over ten times the cost of haulage of the present routes. 

Comparing the Obed route with the existing route via Ed- 
monton and Canadian National Railways to Vancouver, the re- 
port finds that the former would involve extra interest charges 
of $548,200 per annum and extra cost of operation $40,683 per 
annum. It adds: 


When the traffic develops to an amount of six or eight times the 
assumed initial traffic (over thirty times the present average) all 
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going to Vancouver or Prince Rupert, the construction of the Obed 
Line would be justified. 


The report takes the Obed route as the basis of its com- 
putations of cost and estimate of results of operation. On other 
routes the results would be more favorable, the report says. 
On this route, at the best available rate, the loss on operation 
would be about a million dollars the first year. It might be 
hoped that this deficit would be gradually wiped out in the first 
twenty-five years. To carry this loss would require a present- 
day subsidy (assuming the money was obtained at 5 per cent) 
of $8,718,824. 

Commenting on the geographical peculiarities of the country 
to be traversed, the report points out that the Peace River has 
eut a channel which sometimes reaches a depth of 1,000 feet. 
This means that between Hudson Hope and Peace River Cross- 
ing, two hundred and thirty miles, there is no practical railway 
crossing of the river. The report concludes: 


Our instructions do not call for recommendations. We briefly 
sum up our studies as follows: 

1. The route via Obed is the best western outlet to the Pacific. 
That is from a national standpoint or from the standpoint of the 
Canadian National Railways. It may not be the best from the stand- 
point of the C. P. R. as it implies using part of the C. N. R. lines. 

2. The minimum immediate outlay will be $13,336,000. 

3. To fully develop the section we have covered will require a 
minimum outlay of over $80,000,000, not including any betterments 
on existing roadways. 

There is no hope even with the existing freight rate about 
39 cents per hundred pounds for the line to pay even operating ex- 
penses on the immediate traffic or on a traffic many times the present 
traffic. 

5. There seems little hope of the line being self-supporting at 
rates even 50 per cent higher than the present ton mile freight rate 
on grain to Fort William for similar distance. 

6. It would be more economical to handle the business regardless 
of the rate received over the existing lines, until the traffic was 
many times the present. 


The report is signed by G. Sullivan, consulting engineer, 
Cc. P. R.; C. Z. Gzowski, chief engineer construction, C. N. R.; 
J. M. R. Fairbairn, chief engineer, C. P. R.; and E. N. N. Hill, 
locating engineer, C. N. R. 


HUDSON BAY APPROPRIATION 


The Traffic World Ottawa Bureau 


With leading Conservatives criticizing the commitment of 
Parliament to the entire Hudson’s Bay Railway and Port Nel- 
son terminal scheme, but consenting to a sufficient expenditure 
to put the section of the railway already constructed into proper 
condition, the government’s appropriation of $3,000,000 for fur- 
ther work on the line to the Bay passed the House of Commons 
without division. The item for this expenditure in the railway 
estimates went through after a discussion that lasted from early 
afternoon until midnight and was contributed to largely by 
members of the opposition. 

' The position taken by front bench Conservatives was that 
they were content to pass the appropriation provided that the 
entire Hudson’s Bay scheme was not endorsed without a further 
investigation as to its practicability. Manitoba members of 
the opposition gave unqualified support to the undertaking, 
contending that criticism of it was not well founded. 

The*most vigorous objection to the expenditure came from 
C. H. Cahan, of the St. Lawrence-St. George division of Mont- 
real, who desired that the House should have assurance that 
money should be spent on the section of the railway already 
completed and that it should not be placed in the position of 
endorsing the entire scheme of attempting to establish a trade 
route to Europe through Hudson’s Bay. 

With the exception of the Saskatchewan Minister of Rail- 
ways, Liberal members took little part in the debate. Mr. Dun- 
ning defended the appropriation and made no move to meet 
the suggestion of opposition members that the outlay should 
be confined to the southern part of the railway. 

Having spent the day in discussion of this item, the House 
passed the $14,000,000 appropriation for the carrying on of the 
Welland Canal works without debate. 


CANADIAN RAIL EARNINGS 
Traffic earnings of the Canadian Pacific for the week ending 
June 7 were $3,326,000, an increase, compared with the same 
period last year, of $466,000, or 16.3 per cent. 
The gross earnings of the Canadian National for the week 
ended June 7 were $5,048,860, as compared with $4,029,141 for 
the same week of 1925, an increase of $1,019,719, or 25 per cent. 


CANADIAN CAR LOADING 


Total car loadings for the week ended June 5 aggregated 
61,587 cars, which was an increase over the previous week of 
4,147 cars, the largest increases being in merchandise, 1,877 


cars, and miscellaneous freight, 1,932 cars. Lumber showed an - 


increase of 262 cars and other forest products 660 cars. There 
was little change in the other commodities. 
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Compared with the same period last year total loadings were 
heavier by 11,969 cars, grain being 2,968 cars heavier, coal 4,21 


cars, merchandise 1,147 cars, and miscellaneous freight 3,008 
cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


—For the Week Ended, 
June 5, May 29, June 6, 















































Commodities : 1926 1926 1925 
Grain and Grain Products............0+.- 3,051 3,498 2,128 
RINUO OU c 6 ding emt oN 0a Cah sei cstueeastesns 995 1,025 1,180 
COL 5s hs sane oF pies CGb.va 5.099 gaes deene 08 5,231 5,401 1,063 
SAN <a cia nnse adit cles.oetvneta toss 267 187 197 
RE cal omc cusochuentceces¥eess a PoP eete * 6? | 2,644 3,115 
Pulpwood nn, oe 1,909 1,813 
OR | Pe ee ey rae 2,184 2,263 1,903 
Other Forest Products............ceccecees 1,215 ,101 1,391 

OPE IO PIES Ae PEPE CEL PORTE 1,075 1,170 1,094 
Merchandise, Ls, Cr Lascsiccs vccccccscccccse 12,310 11,027 11,505 
PUTIN aoc buon Bowes Cnn 096 + tay Dek 12,409 10,707 10,262 

DOCK COPS LOGG0G oi. oss cis Sect less 43,235 40,932 35,651 

Total Cars Received from Connections 27,999 35,041 28,784 

WESTERN CANADA 

Grain and Grain Products...........ceeee+ 4,165 4,112 2,120 
LAVS: BUG o viccccdocscrceteavédavcedevvines 798 727 176 
CEs Gwe ciate pia SV MDA NES op RO FSO Com ahiD be 671 577 621 
CRUD Wicd baoh $c 00hs 606 bpec Hg eeRbobaape eae 32 25 
Bs sstaacenlts ol 6 asd oh O00 sd eae adae 1,190 997 1,234 
NNO © Scdad on cnet ee Wc eeus beet ane Cane vs 158 105 197 
ys BR a er rere tr re 204 201 108 
Other Forest Products...........ceceecees 2,038 1,492 1,233 
Gass s cotbaadesceRaboss cokos bare dewbetges 807 811 567 
Bieraneine. 22 CO. Ta vie eck sitet wee sucks 4,472 3,878 4,130 
PR PUIEIIUBGI, 6... bwin. + ov cle-0 picctalorven vee bebue 3,817 3,587 2,956 

Tatel Cars. Iced. sos coc sve cccuigss 18,352 16,508 13,967 

Total Cars Received from Connections 2,632 2,634 ~ 2,094 

TOTAL FOR CANADA 

Grain and Grain Products...........cee+% 7,216 7,610 4,248 
FD FR ree Fe re éswee. 4,108 1,752 1,956 
CE Males Gow caged iewes Shibind candle taewdeieaue 5,902 5,978 1,684 
CRE, So. bviy 5 Hiei shades x0 6axiwdkp bie wbnnn t* bees 299 08 
NE a5) wht aor sscateb ad baba beasaseie 3,903 8,641 4,349 
ONE cc te wets eth kiu ss Gre cvescanteber 1,943 2,014 2,010 
PU GRE POOR sds Fi vc 8 vic db 0'c ct twcetiveses 2,388 2,464 2,011 
Other Forest Products. .....ccccccccsicccss 3,253 2,593 2,624 

eee ne AEE op Pua go cies Salk ie CEO OR bak eS ,882 1,981 1,661 
pe Ss SR oa PR ened 16,782 14,905 15,635 
ee ee SE Pere PROP ee Spee te 16,226 14,294 13,218 

weets Cant Ten ioe Soa i ask Ss 61,587 57,440 49,618 

Total Cars Received from Connections 30,631 37,675 30,878 

CUMULATIVE TOTALS TO DATE 
1926 1925 
Grain and Grain Products 155,349 132,524 
Live Stoc 44,243 48,404 
RAE 65S a bbe CURG COS Sc teehink we 100,785 80,513 
BR Ee pare ery eae 9,332 6,414 
ROUGE oo 6cha bbc ays bev Saces 5a6s5o cde anak 75,112 73,494 
in | RE ey EE age ee SF Sees 70,069 69,506 
Uy MNS PON Cia i butting cs icanitecikgeeebess 56,303 46,644 
Other Forest Products.........ccccecscees 74,710 66,484 

ES 036.0 604 64.46.60 b0'o-di.5 4.0 Se 000) ci dba con kale 33,287 27,532 
Metehandiesg: Ta CO. Ta... Bi Soca ceks  é 344,326 327,558 
ee par Pree re he eee pee 275,215 244,286 

WONRl Care Bete 5 iss ons ois os deke ese 1,238,731 1,123,359 

Total Cars Received from Connections 818,544 735,441 


COAL SUPPLY INVESTIGATION 


The Traffic World Ottawa Burcau 


F. T. Cuttle, Canadian Steamship Lines, stated to the spe- 
cial committee of the House investigating Canada’s coal supply, 
in respect to a “rail and lake haul” of Alberta coal to Ontario 
points, that he believed a test movement of Alberta coal on the 
Great Lakes could be made from the head of the lakes or Duluth 
to.Midland, Ont. Coal could be hauled, he estimated, from Fort 
William to Midland at approximately 70 cents a ton. 


Increased duty on fuel oil, or, in the alternative, free trade 
in coal, was advocated by A. W. ‘Neill (Independent-Comox- 
Alberni) in the interest of the British Columbia coal industry. 
If fuel oil continued to enter Canada at the prevailing low -rate 
of duty, it might replace the use of coal, causing the closing 
down of the British Columbia coal mines. Should the United 
States ever go to war, said Mr. Neill, its first probable act would 
be to prohibit the export of fuel oil. British Columbia, with 
its coal mines closed, would then find itself in a difficult position. 

Mr. Neill believed that, if an increased duty on fuel oil were 
not granted, the United States markets should be made avail- 
able to British Columbia mine owners. 

Recommendations to provide fuel for the- people of Canada 
from the coal mines of the Dominion, instead of importing the 
commodity, were made by provincial premiers and representa- 
tives of provincial governments. 

Premier John B. M. Baxter, of New Brunswick, urged that 
a way be found whereby coal from the Maritime provinces would 
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June 19, 1926 


obtain a larger home market in Canada. If coal from the Mari- 
times was enabled to find an extension of its market, this would 
help to alleviate conditions in the industry. 

Premier Baxter believed that, if coke ovens were established 
in large centers, the worth of soft coal produced in the Mari- 
times, as compared with the present American anthracite now 
used, would be proved to the people of central Canada. By 
the adoption of this process of turning coal into coke, a market 
for New Brunswick coal in Ontario would result. 

Premier Baxter also quoted rates from Minto mines and 
other New Brunswick points to Sherbrooke, Quebec, Montreal 
and Ottawa. Mr. Baxter asked for a reduction of fifty cents a 
ton in these rates. He understood that, if such a decrease were 
granted, it would enable the Minto mines to compete at Mont- 
real with American coal. 


New Brunswick, said Premier Baxter, should have the op- 
portunity to sell more coal. There was something wrong with 
a policy under which a railway imported American coal and 
“peat our own coal.” 

Premier Howard G. Ferguson, of Ontario, said Alberta coal 
had been found “eminently satisfactory.” The last shipment 
received at the $7 rate had been distributed to some 240 points 
in Ontario with satisfactory results. 


An investigation of the cost of transportation had been 
undertaken by the Ontario government. It had found that the 
out-of-pocket cost was about $7.04 a ton. The. question of trans- 
portation costs would be heard before the Railway .Board by 
December. Ontario was anxious to encourage trade east and 
west and keep money in Canada, rather than import coal. 

The people of Ontario, he believed, were prepared to bear 
a fair and reasonable share of the extra cost to bring in coal 
from western and eastern Canada. 

Attorney-General J..C. Douglas, of Nova Scotia, said a maxi- 
mum subvention of fifty cents a ton had been in effect, which 
applied only to railway-borne coal. Mr. Douglas urged, on be- 
half of Nova Scotia, that this subvention should be renewed and 
increased to 75 cents or $1 a ton and apply to coal trans-shipped 
into vessels at the port of Montreal. In this way, he declared, 
the field for Nova Scotia coal would likely be materially ex- 
tended into central Ontario points. 


HEARINGS AT WINNIPEG 


The Canadian Board of Railway Commissioners sat at Win- 
nipeg, June 14, when submissions of the National Dairy Council 
for reduced freight rates on butter were heard. 

Saskatchewan exported, last year, 77.4 per cent of its total 
production of creamery butter. The reason for the heavy ex- 
portations, it was explained, was that the province did not have 
the population to absorb it at home. The increase in production 
in 1925 over that of 1920 had amounted to 126.8 per cent, the out- 
put last year totaling 15,946,233 pounds. 

Stimulation of the export of butter would result if a lower 
export rate to eastern Canada were established and a commodity 
rate set for shipments to Vancouver, was the argument ad- 
vanced by D’Arcy Scott, representing the Dairy Council. A 
downward readjustment of freight rates would also encourage 
mixed farming. 

Mr. Scott pointed out that the consumption of butter in 
Canada was the highest per capital of any country in the world. 

L. A. Gibson, dairy commissioner for Manitoba, told of the 
ificrease in the production of creamery butter in the province 
since 1915. In the last ten years there had been an increase of 
nearly 200 per cent. He urged a lower rate as an encourage- 
ment to a larger export trade. 

J. M. Carruthers, president of the City Dairy, Limited, told 
the Commission that the Australian treaty had affected the 
Canadian market to such an extent that the price of butter had 
declined in Winnipeg from eight to ten cents a pound, following 
the receipt of a shipment from Australia. 

Chief Commissioner H. A. McKeown gave assurance to a 
delegation from the government of Manitoba that serious con- 
sideration was being givem by the board to the matter of level 
crossings on public highways. 

Among those. represented at the sitting in Winnipeg will 
be the Quebec Harbor Commission, asking a low rate on grain 
shipped over the Transcontinental Railway from Winnipeg to 
Quebec, and the Preserved Foods Traffic Association, asking an 
adjustment of rates on canned food products moving west from 
Fort William. 





FORD BOATS CAUSE DELAY 


Delay has been occasioned to vessels moving in both direc- 
tions on the St. Lawrence canals through the passage up Lake 
Ontario of Henry Ford’s derelict hulks, which are without en- 
gines and are being towed through the canals.on their way to 
Detroit to be scrapped. rayt ss kas 


The Dominion Marine Association, which represents the 


lake steamship owners, has made a protest against this delay 
and requested the Department of Railways and Canals of Can- 
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ada to take steps authorizing the canal superintendents to give 
lake boats precedence in all the waterways. 

It was stated that the ships were not tied up to permit faster 
traffic to pass through. The westbound fleet, in particular, was 
delayed and this occasioned congestion at Port Colborne. The 
government grain elevator was reported to be full and few 
ships present to remove the stock to Montreal. At the same 
time, the regular lake carriers, from the head of the lakes, had 
to remain in Port Colborne and wait until the elevator could 
take their supplies, thus making for loss to their owners, who 
have to depend on the short navigation season for their annual 
earnings. a 

The Lake Elizabeth and Lake Freighton delayed traffic for 
thirty hours, it was reported, while the Lake Farley held up 
things in the Soulanges Canal for two hours. ; 

A telegram from C. A. Dunning, Minister of Railways and 
Canals, said the matter was being looked into and that further 


communication would be made to the Dominion Marine Asso- 
ciation. 





CANADIAN SURCHARGE 
The rate of exchange from June 15 to 30 will be three thirty- 
seconds of one per cent. There will be no surcharge on inter- 
national freight or passenger business. 


QUESTIONS ASKED IN PARLIAMENT 


Radio service has cost the Canadian National to date $474,- 
689 in expenditure and indebtedness, it was stated in the House 
of Commons in answer -to a question. Of this $105,173 repre- 
sents capital expenditure and $369,515 cost of operation and 
upkeep. 

The management of the road declined to give Eccles J. 
Gott (Conservative, South Essex) the names, salaries, and. ex- 
pense account records of the 25 highest-paid officials of the 
railway in Canada, and the ten highest-paid officials resident 
outside of Canada. The railway management stuck to its pre- 
vious refusal to answer questions of this tenor as not being in 
the public interest. 

The amounts paid by the National Railways in the last three 
years to “newspapers or other publishers for advertising, pub- 
licity, or other printed matter whatsoever” total $4,501,751, it 
was stated in answer to another question. 


CANADIAN TAX PAYMENTS 


A committee of provincial premiers waited on C. A. Dun- 
ning, Minister of Railways, and presented the views of the 
maritime provinces with respect to payment to the provinces of 
taxation on the railways. Hitherto, the property of nearly all. 
the railways in the maritime provinces being in the Crown, no ° 
taxes were paid. 

Prior to the presentation of the case to the minister, Gen- 
eral Counsel Ruel, of the Canadian National, waited on the 
conference and offered, on behalf of the C. N. R., to pay $250,000 
a year to the three provinces, to be divided as might be agreed 
on by the provinces concerned. 

Later, a committee of the conference again waited on the 
Minister of Railways and agreed that Prince Edward Island 
should get $40,000 and that the balance should be divided be- 
tween Nova Scotia and New Brunswick on the basis of the 
railway mileage in each province.. It is expected that Nova 
Scotia’s share will approximate $100,000. 





CANADIAN CANAL FIGURES 


Owing to the late opening of Canadian canals in 1926, no 
freight was carried in April. On the St. Lawrence and Murray 
canals a few light vessels made their initial trips. ? 

On the Sault Ste. Marie canals, the Canadian canal opened 
for traffic May 1, as compared with April 8 in 1925, while’ the 
United States canal opened on April 29, some 19 days later than 
1925. The aggregate traffic on both canals to the end of May 
amounted to 10,161,020 tons, a decrease of 4,652,348 tons from 
the preceding year. Wheat showed an increase and other grains 
fell off, but the great bulk of the decrease was in the shipments 
of iron ore, which declined 4,346,541 tons. Compared with.May, 
1925, the traffic on the Canadian canal increased 37,997 tons. 

The Welland Canal opened for traffic May 1 and the total 
freight for the month amounjfed to 653,025 tons, a decrease of 
66,740 tons compared with May, 1925. Wheat shipments in- 
creased $1,408 tons over May, 1925, while soft coal fell off 91,- 
192 tons. 

Freight traffic on the St. Lawrence canals for May totaled 
744,510 tons, a decrease of 50,293 tons. Wheat and barley showed 
increases, while oats and rye fell off. Pulpwood, hard coal, and 
soft coal also registered decreases. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to. 
THE DAILY TRAFFIC WORLD. 























































































































OCEAN FREIGHT RATES 


The Traffic World New York Bureau 


The drop in full cargo rates, which shippers have been ex- 
pecting, has not yet materialized, and there are no indications 
at the moment of any substantial softening in the market. 
Rumors of an end of the British coal strke have proved to be 
baseless, with the result that the demand for coal space, par- 
ticularly shipments to the United Kingdom, has been sufficient 
to hold up the entire market. Owners show an inclination to 
try forcing the rates to a higher level because of the coal situ- 
ation, but shippers are refusing to be stampeded. A fair busi- 
ness is being done at moderate figures. 

A considerable volume of chartering for coal to the United 
Kingdom was closed last week, the total being estimated at 
150,000 tons. Most of the fixtures were about $3 a ton, with a 
few larger vessels at reduced figures. Additional space for June 
is reported to be scarce, and if further demand develops rates 
for immediate loading will probably increase. Fixtures for 
July, due to the uncertainty of the coal outlook, are few. 

Quotations of $3.10 a ton from Hampton Roads to West 
Italy for July loading were adhered to closely by shipowners, 
but shippers appeared unwilling to close space at this level. 
Trade with Rio de Janeiro and the River Plate was negligible. 

There was a fair volume of chartering for the grain trade 
from Montreal to Europe, with rates ranging about 13% cents a 
100 pounds to Antwerp or Rotterdam, 14 cents to Hamburg or 
Bremen, and 16 to 16% cents to the Mediterranean. 

The demand for sugar tonnage to the United Kingdom and 
continent from Cuba and Santo Domingo for July was good. 
There was also some interest in August space from the Gulf 
to Europe for grain business on the basis of 15 cents to Ant- 
werp and Rotterdam, 15% cents to Hamburg and 18 to 18% cents 
to the Mediterranean. The demand for lumber space from the 
Gulf to the River Plate was strong, with only a few suitable 
vessels available. 

Rate changes made by the United Kingdom Irish Confer- 
ence include the following: Tubs, bowls, pails, nested, also 
covers for same, now 85 cents per 100 pounds; store counters, 
wooden, in sections, set up, now 25 cents per cubic foot; wooden. 
window frames and sashes, knocked down, now $1.00 per 100 
pounds; cheese crackers, packed in cartons in cases, 80 cents 
per 100 pounds. 

Rate changes made by the North Atlantic Continental Con- 
ference (group one, including Antwerp, Rotterdam and Amster- 
dar, and group two, Hamburg and Bremen) are as follows: Fish 
in refrigerated space, from July 1 to September 30, will be $1.40 
to group one and $1.50 to group two, per 100 pounds. Refriger- 
ated cargo not otherwise specified in the regular refrigerator 
tariff list, until the end of June, will be $1.00 per 100 pounds to 
group one, and $1.05 to group two; same, requiring a tempera- 
ture not exceeding 25 degrees, from June 30 to September 30, 
will be $1.40 to group one and $1.50 to group two, both per 100 
pounds. Effective until September 30, the following cereals, 
when packed in bags, will take the rate obtaining on wheat flour 
in sacks: Corn flour, corn meal, dextrine, grits, hominy feed, 
oatmeal (not rolled), dry flour and starch. When these com- 
modities are shipped in cases they take a rate 5 cents higher, 
and in barrels or half barrels 10 cents higher, than wheat flour 
in bags. Rates on grain will be “open” to all five ports until 
December 31, and the bag rate will be 5 cents per 100 pounds 
higher than the prevailing bulk rate. 


A revised weight list has been made by the Continental 
Conference for ports north of and including Hampton Roads. 
The only important change is in old and new boilers now rated 
at 22% cents per cubic foot to group one and 25 cents to group 
two on pieces weighing up to 4,480 pounds. Another change is 
in tin dross, $7.50 to group one and $8.00 to group two, per 
2,240 pounds. 


General cargo changes by the Continental Conference in- 
clude: Automobiles or trucks up to and including three tons 
weight, also motorcycles and parts, auto accessories, parts and 
tires, when boxed or crated, now 30 cents per cubic foot or 60 
cents per 100 pounds to group one, and 32% cents per cubic 
foot or 65 cents per 100 pounds te group two, ship’s option. 
Fuller’s earth, except talc, is now 27% cents per 100 pounds to 
group one and 30 cents to group two. Clay rates now apply on 
crude talc to both groups. The rate on pitch pine lumber or 
timber that has been sawed off (not in the rough) will be $9.00 
per 1,000 board feet to both groups until July 31, “on deck”; the 
under deck rate will be $10.00. During August the lumber rates 
will be open. The rate to Ghent on lumber will be $2.00 higher 
than the above figures. 

The West Italy Conference has changed the rates on scour- 
ing compound to $10.00 a ton on passenger ships and $9.00 on 
freighters to Genoa, Naples and Leghorn. 

The West Coast of South America Conference (to Chile, 
Feuador, Peru and Bolivia) has changed the rate on cattle 
guards to 35 cents per cubic foot or $3 cents per 100 pounds, 
ship’s option. To Buena Venture the rates on rosin have been 
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reduced from $1.12 to 80 cents per 100 pounds; turpentine, from 
63 cents per 100 pounds, or $1.12 weight or measurement, to 45 
cents per 100 pounds, or 80 cents per cubic foot, ship’s option. 

Lines to Mexico have changed the rates on coal oil tar, 
in drums, to 50 cents and 63 cents per 100 pounds, and zinc dust 
and zinc sulphide to 40 cents and 50 cents per 100 pounds, the 
higher rates applying to Puerto Mexico, Vera Cruz and Tampico, 
and the lower to Progreso. 

Daniel Bacon, agent for the Elder, Dempster Line, has ap. 
nounced that, effective July 1, freight rates to Teneriffe ang 
Las Palmas, Canary Islands, will be increased. The amount of 
the advance was not stated. 

Reports that the member lines of the U. S. Intercoastal Con- 
ference are responsible for the cuts in coast to coast lumber 
rates were denied by J. S. Mahool, traffic manager of the Panama 
Pacific Line, on his return to New York from a tour of west 
coast ports. He said that the member companies have adhered 
strietly to the new rates of $12 a 1,000 feet made when the 
conference decided to lower the previous tariff of $15. Since 
that time undercutting by independent lines have forced quota- 
tions down to $10 in some cases. He predicted that they would 
return to normal by fall. There is no danger of dissolution of 
the conference, he added. 

Concerning the outlook for trade, Mr. Mahool said that the 
California fruit packers are optimistic on the 1926 crop and 
expect a movement as heavy as that of 1925. The advance in 
rates on dried and canned fruits, which became effective on 
March 1, has been accepted by the packers as essential for the 
maintenance of adequate service, and they are willing to pay the 
tariff na secure regular and speedy transportation, he com- 
mented. 


CONTROL OF INTERCOASTAL RATES 


The Shipping Board has come to no conclusion with ref. 
erence to amendment of the merchant marine law to provide 
for effective regulation of intercoastal rates as urged by H. Rob- 
ert Burney, of the Williams Line, in his letter to Chairman 
O’Connor, of the Shipping Board. (See Traffic World, April 24, 
p. 1148, and May 1, p. 1208.) The matter was referred to Com- 
missioner Walsh for a report to the board. The commissioner 
says that the matter has been under consideration, but that no 
conclusion has been reached. He thinks that some light may be 
thrown on the issue at the hearings in the board’s intercoastal 
rate investigation which will begin in New York City June 24. 


INTERCOASTAL RATE REGULATION 


W. M. Campion, vice-president and general manager of the 
Garland Steamship Corporation, New York, has written the fol- 


lowing letter to J. H. Walsh, member of the U. S. Shipping 
Board: 


Instead of being a “victim” of government regulation of rates 
in the-intercoastal trade, I should think that the line which main- 
tains a very frequent and efficient service would welcome such regu- 
lation instead of opposing and abhoring it. 

In a recent address made by Traffic Manager Cushing, of the 
American-Hawaiian Steamship Company, before the Western Traffic 
Conference at San Francisco, as reported in the enclosed copy of 
The Traffic World of June 5, he stated that, “government regulation 
of coast to coast shipping is not necessary or wise either for the 
shipper, consignee or the carrier,’’ but Mr. Cushing, during his long 
experience, must have come into contact with expressions from both 
shippers and consignees to the effect that they ure primarily and 
Mo. interested in the establishment of stabilized reasonable rates. 

om the steamship standpoint, he must know that unless the 
operating companies receive reasonable rates as remuneration for 
for the carriage of cargoes both east bound and west bound, the 
service required and demanded by shippers and consignees cannot 
be furnished. It must also be known to Mr. Cushing that incomes 
produced from present rates and volume of traffic are not sufficient 
to meet actual expenses, and as confirmation of this, I can only re- 
fer to published annual reports of certain steamship companies for 
the calendar year, 1925, during which period the level of rates was 


_very much higher than now. 


I am unable to understand how the solution of this intercoastal 
rate problem can be termed, “simple,’’ because of my knowledge, 
the interested carriers have been trying since January, 1923, to solve 
the problem, with the result that we are now in the midst of a most 
vicious rate war and, consequently, with rates, at least on some 
commodities, lower today than ever before known. With this effort 
of three and one half years on the part of the lines themselves to 
bring about stabilization having utterly failed, there appears onl) 
one solution—namely, government regulation, unless, however, we 
are to await that distant time ten years hence when Mr. Cushing 
—oo everyone will be satisfactorily adjusted through natura! 

While the American-Hawaiian representative states that, ‘‘no 
law can make a ton less ships or a ton more cargo,” he is familiar 
with the fact that, in the absence of government regulation as to 
rates, any line owning one or more ships can enter the intercoastal 
trade and obtain a rather solid foothold without any delay whatso- 
ever, by the simple process of slashing rates, and this is the reason 
for the present demoralized and generally unsatisfactory conditions. 
With rates fixed by the government this practice would automatically 
come to an end, and the result would be stabilization, which is de- 
sired by shippers, consignees and ship owners. 

Mr. Cushing seems to intimate that stability of rates might be 
desirable, although he looks for difficulties in Leingine this about, 
but on the other hand he refers to the fact that government regu- 
lation would destroy flexibility. One cannot consistently be in favor 
of stability and still be friendly toward flexibility, because there are 
no two words mote diametrically opposed. Again, Mr. Cushing 
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ther disparagingly concerning the manufacturer of the 
spessle bevtirs just as though the middle west had not participated 
in the cost of the Panama Canal and as though that section of our 
country should receive no benefits from the Canal. 

If our coast to coast rates are made without regard to the manu- 
facturer in the middle west, we not only discriminate against such 
manufacturers, but we prevent the buyer on the west coast from 
extending his field of purchase, thus confining the buyer to those 
manufacturers located on or near the Atlantic Seaboard, consequently 
reducing competition between the prospective sellers. 

Reference is made by Mr. Cushing to the transcontinental rail- 
roads having been subsidized by the federal gévernment, and, ad- 
mitting that to be true, it might be said that protection of American 
ships in the coastwise trade is also a form of subsidy, because, 
without such protection, there would be such “flexibility” as to make 
it impossible for American ships to compete with ships of foreign 
flags, owing to the extreme difference in operating expenses. 

In determining the efficacy of government regulation of coast to 
coast rates one might very properly ask the practical question: would 
shippers, consignees or railroads care to return to the conditions 
which preceded government regulation of the railroads? 


SHIPPING BOARD APPOINTMENTS 
The Trafic World Washington Bureau 


The Senate, June 15, confirmed the nominations of T. V. 
O’Connor and Jefferson Myers, of Portland, Ore., as members 
of the Shipping Board for regular term of six years each. Earlier 
in the day the Senate commerce committee unanimously ap- 
proved the nominations. O’Connor’s old term expired June 15 
at noon. Unless President Coolidge decides otherwise, he will 





JEFFERSON MYERS 


continue to serve as chairman of the board. Mr. Myers suc- 
eeeds Bert E. Haney, now Democratic candidate for the Senate 
from Oregon. : 

Supervision of the bureau of law of the Shipping Board was 
assigned to Commissioner Myers after he took the oath of office 
June 16. Former Commissioner Haney had supervision of this 
bureau. 


OCEAN RATE AGREEMENT 
The Trafic World Washington Bureau 


The Shipping Board announced approval June 17 of a new 
ocean rate agreement of the South Atlantic Steamship Con- 
ference intended to enable the lines operating from south At- 
lantic ports to meet the rates of lines operating from north At- 
lantic ports on traffic originating in Central Freight Association 
territory. 

The agreement applies to lines operating from south At- 
lantic ports to United Kingdom, Continental European, Baltic- 
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Scandinavian, Portuguese-Spanish, Mediterranean, and Adriatic, 
Black Sea, and Levant ports. It provides that, in connection 
with traffic originating in C. F. A. territory, the ocean rates 
shall not be lower than the current rates applied by other car- 
riers operating from north Atlantic ports to the same destina- 
tions. . 

The agreement supersedes a previous agreement providing 
that the rates from south Atlantic ports should not be lower 
than the current rates from the port of New York alone. In 
view of the differential in rail rates accorded Norfolk, Baltimore 
and Philadelphia, under New York, the south Atlantic lines, 
under the old agreement, were at a disadvantage in attempting 
to draw traffic through south Atlantic ports. The new agree- 
ment is designed to remove that disadvantage. 


CONSOLIDATION OF LINES APPROVED 


The Shipping Board has approved a recommendation of 
President Crowley, of the Fleet Corporation, for the consolida- 
tion of the American Far East Line, operated by Struthers & 
Barry between San Francisco and Los Angeles and Japan, China, 
Philippines and Singapore,-and the Pacific Australian Line, op- 
erated by Swayne & Hoyt, Inc., between Pacific coast ports and 
Australia and New Zealand. The consolidated line will be op- 
erated by Swayne & Hoyt. Officials said the purpose of the con- 
solidation would be to effect economies in operating expenses, 
increase home-bound cargo, and reduce losses, to make the line 
more attractive for sale to private operators. Nine vessels are 
being operated by the American Far East Line, and seven by 
the Pacific Australian Line. It was indicated that probably 
twelve or thirteen vessels would be operated by the consolidated 
service. It is expected that the consolidation will be effected 
by August 1. The consolidated service will include the ports 
now served by the two lines. 


SHIP SALES AMENDMENT 

Senator Jones, of Washington, chairman of the Senate com- 
merce committee, has introduced a bill (S. 4443) to amend sec- 
tion 7, of the merchant marine act of 1920, to the end that the 
Shipping Board, in disposing of shipping lines, would be required 
to sell such lines to persons having the support, financial and 
otherwise, of the domestic communities primarily interested in 
such routes and services. The bill also declares against a mo- 
nopoly in the American merchant marine. The bill defines the 
domestic communities as those with ports from which the lines 


_ to be sold are operated and the regions naturally tributary to 


such ports. The board would be required to hold hearings on 
proposed sales of lines at which persons from the communities 
affected might submit their views. 

The introduction of the bill grows out of the sale of the 
five President-type combination cargo-passenger ships of the 
American Oriental Mail Line to R. Stanley Dollar. Senator 
Jones opposed this sale, one of his contentions being that the 
line should have gone to Seattle interests. If the proposed law 
had been in effect at the time of the sale, the board practically 
would have been precluded from selling the line to anyone other 
than a Seattle company, as‘ the line is operated between Seattle 
and the Orient. 

Representative Davis, of Tennessee, has introduced in the 
House H. R. 12804, which is identical with the bill introduced 
by Senator Jones 


SHIPPING BOARD RESOLUTIONS 


The Shipping Board has adopted a resolution instituting an 
investigation of the legality of the practice of some steamship 
lines of charging “contract” and “non-contract” rates whereby 
shippers agreeing to ship exclusively via said carriers pay lower 
rates than shippers who do not so agree. 

The koard also adopted a resolution providing for an inves- 
tigation to determine whether, under the shipping act, minutes 


of conference meetings of steamship lines should be filed with 
the board. 





OCEAN-BORNE COMMERCE 


“Cursory survey of our ocean-borne foreign commerce in the 
calendar year 1925 reveals an apparently severe decline in the 
foreign trade of the Pacific and Gulf coasts,” says the Bureau 
of Research of the Shipping Board. “However, detailed analyses 
show that the foreign trade of these coasts is in a much more 
favorable condition than is indicated by the gross volume of 
cargo tonnage moved.” Continuing, the Bureau says: 


The Pacific coast 1925 water-borne foreign commerce was 
988,000 tons less than in 1924, this deficit being due entirely to 
decreases in exports of grain, flour, petroleum and lumber. The 
fall of 732,000 tons in Pacific coast exports of grain and flour 
was only in line with the general decline in grain and flour 
exports, as the total exports of these commodities by the United 
States in 1925 was 2,146,000 tons less than in the previous year. 
Expansion of refining facilities on the Pacific coast has increased 
the shipment of refined oils and reduced the output of crude petro- 
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leum, hence the decrease in tonnage volume of petroleum exports 
does not indicate an actual decline in the petroleum commerce. 
Pacific coast exports and imports of practically all other important 
commodities, in 1925, show increases over 1924. 

The Gulf coast net deficit in imports was 1,350,000 tons, but 
the 1925 import of crude petroleum alone was 2,250,000 tons less 
than in 1924, all other import commodities showing substantial 
increases. This decrease in import of Mexican crude oil evidences 
increasing consumption of mid-continent and California crude by 
the Gulf refineries. The Gulf coast share in the general decline in 
grain and flour exports amounted to 964,000 tons, but the net 
decrease in exports for the year was less than 400,000 tons, owing 
to increases in nearly all other Gulf coast export commodities. 
Among these increases are noted cotton, 230,000 tons; sulphur, 
150,000 tons; lumber, 70,000 tons, and sugar, 40,000 tons. 

The Great Lakes foreign trade in 1925 also fell below that of 
1924, the net deficit being 91,000 tons. _ The shifts in trade included 
import gains of 1,120,000 tons of grain and 180,000 tons of pulp- 
wood. Other increases brought the 1925 import total 1,495,000 
tons above that of 1924. Lakes exports of grain and flour fell 
798,000 tons and coal exports decreased 778,000 tons. Minor ad- 
vances and declines produced a net deficit for 1925 of 1,586,000 tons. 





DIRECTOR OF OPERATIONS “RESIGNS” 


James A. Wilson, director of operations of the Fleet Cor- 
poration, has “resigned,” according to an official office circular 
issued by President Crowley, of the Fleet Corporation. The 
circula stated that James F. Paige would be tempoarily in charge 
of Mr. Wilson’s office. Mr. Crowley declined to give any infor- 
mation with respect to the matter and referred inquiries as to 
the “cause” to Mr. Wilson. Mr. Wilson said he had not resigned. 
He spent some time in his office June 12. He said he had writ- 
ten a letter to Mr. Crowley protesting against the statement in 
the circular that he had resigned. 

It was understood that Mr. Wilson was asked to resign, but 
that he refused to do so, and that then his “resignation” was 
made effective for him. Mr. Wilson said June 12 he expected 
further developments in connection with the matter. 


GREAT LAKES MANIFEST BILL 


Chairman Scott, of the House committee on merchant 
marine and fisheries, has favorably reported to the House 
§. 4171, the effect of which would be to relieve ships on the 
Great Lakes of the requirement for filing copies of their mani- 
fests with the collectors of customs both at the port of de- 
parture and port of arrival. Mr. Scott said the Department of 
Commerce did not know why such a requirement had been put 
in the law, that the requirement served no useful purpose and° 
that it caused inconvenience to ship operators on the Great 
Lakes. . 


PARCEL-POST REGULATIONS 


W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


Effective at once, parcel-post packages up to a- weight limit of 
11 pounds will be accepted for dispatch to Macao when prepaid at 
the postage rate of 14 cents a pound or’ fraction thereof, plus the 
transit rates indicated below, for dispatch via Hongkong: 1, 2 and 
3 pounds, 30 cents; 4 to 7 pounds, 40 cents; 8 to 11 pounds, 50 cents. 

The postage and transit charges must be prepaid by postage 
stamps affixed to parcels at time of mailing. 

The above modifies the transit rates as shown under the item 
“Macao,” on page 202 of the annual Postal Guide for 1925 and on 
page 57 of the October Supplement to the Guide named. 

Effective July 1, 1926, the weight limit applicable to parcel-post 
packages addressed for delivery in Iceland will be increased from 
11 to 22 pounds, with a corresponding change in transit rates, as fol- 
O70, 1 to 2 pounds, 30 cents; 3 to 11 pounds, 60 cents; 12 to 22 pounds, 

The postage and transit charges must be prepaid by postage 
stamps affixed to parcels at time of mailing. 

The above modifies the information now appearing under the 
item “Iceland,” on page 201 of the annual Postal Guide for 1925 and 
on page 51 of the October Supplement to the above-mentioned Guide. 


N. Y. PORT STARTS PROJECTS 
The Trafic World New York Bureau 


Announcement that work is to be started shortly on a num- 
ber of the major projects of the Port of New York Authority 
was made by Chairman Silzer, former governor of New Jersey, 
at a meeting of the advisory council of the Port Authority. In- 
cluded in these is the first of the universal freight stations for 
Manhattan, New York, which are designed to solve the railroad 
terminal: problem here; and several Hudson and East River 
bridges. 

Billings Wilson, deputy manager in charge of the compre- 
hensive plan division, announced that all preliminary work had 
been completed with respect to the first unit of the system of 
universal inland freight stations devised to relieve freight con- 
gestion in Manhattan. Nine or more of these stations would 
ultimately be provided and they would be open to all railroads 
and shippers on equal terms. Instead of sending trucks to con- 
gested pier stations on the waterfront, as was now the Case, 
the Manhattan shipper, under the new system, would be able 
to dispatch and receive goods by or from any railroad serving 
the port at an inland station near his place of business, thus 
saving time and distance. Industrial buildings would be con- 
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structed over the inland terminals, and the advantages of thege 
so appealed to Manhattan business men that there was already 
recorded a demand for between eight and nine million feet of 
space in these structures, Mr. Wilson said. The benefits of the 
Manhattan inland terminals would not be confined to the people 
of that borough, as Manhattan was the central point in the 
Port District, both geographically and otherwise, and any cop. 
gestion therein added to the cost of living and doing businegs 
in any part of the whole area. 

A study undertaken with a view of determining what ecop. 
omies might result from pooling lighters, carfloats and other 
marine equipment of the railroads and operating them as a joint 
enterprise was nearing conclusion and definite recommendations 
would be next in order, Mr. Wilson said. If it should be deter. 
mined that joint operation was feasible, not only would the 


railroads benefit by savings, but the shippers would gain from 
a more efficient service, he added. 


MINNESOTA EXTENSIONS APPROVED 


The Commission has authorized the Chicago, Rock Island & 
Pacific and the receivers of the Chicago, Milwaukee & St. Pay} 
to construct extensions in Freeborn county, Minn., to serve a 
rich agricultural district in the vicinity of Hollandale. Permis. 
sion to retain excess earnings was denied in both cases. 
: The Rock Island asked authority to construct a line extend. 
ing from a connection with its lowa-Minnesota division at or 
near Clark’s Grove in a general easterly direction through Hol- 
landale to Maple Island, a distance of approximately 9 miles. 

The receivers of the Milwaukee asked authority to con- 
struct a line beginning at a point on the Southern Minnesota 
division of that company to Hollandale, thence westerly approx. 
imately 2 miles, with a branch leaving the main line of the pro- 
posed extension near Hollandale to Maple Island, a total dis- 
tance of approximately 10 miles. 


The Rock Island objected to the granting of the Milwaukee’s 
petition and the Milwaukee objected to the granting of the Rock 


a petition. In disposing of the cases, the Commission 
said: 


The record indicates that the construction of railroad facilities 
properly to serve the district is justified. The Rock Island believes 
that it should be permitted to construct its proposed line in view of 
the fact that it has heretofore handled most of the tonnage originating 
in and destined to the district, that its service is expeditious and 
satisfactory to all concerned in the movement of products from 
the district, and that its railroad offers a more direct and quicker 
route to the probable areas of destination than the Milwaukee. ‘The 
peagrhaonN Bd oct pina ro bah 0 ye on they are able to furnish 
‘ ous service as at of the Rock Island. i 
this respect is conflicting. re — eo 

The receivers contend that their application should be granted 
because it was made before that of the Rock Island, and after’ the 
parties interested in the ownership and development of the district 
had failed in their attempts to induce the Rock Island to construct a 
line into the district; that after the matter had been brought to the 
attention of the receivers the project was approved by them and 
submitted to the court for approval and authorization. which was 
obtained; that the sole purpose of the Rock Island in filing its ap- 
plication is to prevent the construction of the receivers’ proposed 
line; and that the Rock Island’s primary interest is to retain’ the 
business it has secured through its station at Clark’s Grove. 

The Rock Island and the receivers will both be authorized to 
construct lines of railroad into the district. The Rock Island will 
be permitted to construct its entire line between Clark’s Grove and 
Maple Island, and the receivers to construct that part of their pro- 
posed line extending from a connection with the Southérn Minne- 
sota division of the Milwaukee northerly to a connection wtih the 
projected line of the Rock Island at a point east of Hollandale. The 
authority granted to the Rock Island will be conditioned, however, 
upon the granting, on an equitable basis, of trackage rights by the 
Rock Island to the receivers over the Rock Island line between Hol- 
landale and Maple Island, includuing the right to the joint use of 
touaienee cas ee ws os, on he gr points. An appropriate 

reement shou e submitted for o Tr 
than August 15, 1926. ae 

It is desirable that the construction of these lines be completed 
as soon as possible in order to move this season’s crops. Our certi- 
ficate will contain a provision to the egect that both the Rock Island 
and the receivers shall commence construction on or before July 1, 
1926, and that the construction of both lines shall be completed on 
or’ before September 15, 1926. If it be shown that the Rock Island 
will be unable to complete its line between Hollandale and Maple 
Island before September 15, 1926, we will give further consideration.to 
the question whether or not the receivers should be permitted to 
construct a line between those points. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended June 12 totaled 16,814 cars, as compared with 17,162 cars 
(revised) the preceding week, according to the Bureau of Agri- 
tultural Economics of the Department of Agriculture.. Ship- 
ments were reported as follows: 


Apples, 270 cars; asparagus, 57 cars; cabbage, 742 cars; canta- 
loupes, 1,724 cars; cauliflower, 9 cars; celery, 85 cars; cherries, 279 
cars; cucumbers, 397 cars; eggplant, 8 cars; grapefruit, 78 cars; 
imports, 11 cars; green peas, 50 cars; lemons, 437 cars; lettuce, 678 
cars; miscellaneous melons, 168 cars; mixed citrus fruit, 44 cars; 
mixed deciduous fruit, 115 cars; mixed vegetables, 514 cars; imports, 
35 cars; onions, 220 cars; oranges, 982 cars; peaches, 307 cars; peppers, 
39 cars; imports, 12 cars; plums and prunes, 358 cars; spinach, 5 
cars; string beans, 314 cars; strawberries, 1,407 cars; sweet potatoes, 
35 cars; tomatoes, 1,059 cars; watermelons, 1,132 cars; potatoes, 1926 
crop, 4,014 cars; potatoes, 1925 crop, 1,283 cars; imports, 11 cars. 
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CONSOLIDATION OF RAILROADS. 


The Trafic World Washington Bureau 


Broad purposes which he assumed Congress had in mind 
in adopting in the transportation act a policy looking toward the 
consolidation of the railroads of the country into a limited num- 
per of systems were discussed by Alfred P. Thom, general coun- 
sel of the Association of Railway Executives, before the House 
committee on interstate and foreign commerce, June 11. 

Mr. Thom read the resolution adopted by the executive com- 
mittee of the association favoring permissive consolidations, if 
consolidations were to be required. This resolution was sub- 
mitted to the Senate interstate commerce committee at the 
hearings on the Cummins bill. Mr. Thom said he was not 
authorized to appear as an advocate of the Parker bill, but he 
added that, if there were going to be consolidations, the major- 
ity of the railway executives of the country would want a bill 
of that kind passed. The latter part of the foregoing statement 
was made in response to a question by Representative Huddle- 
ston, of Alabama, as to who wanted the bill passed. 

“Do you think there is any public demand for legislation 
on this subject?” asked Mr. Huddleston. 

Mr. Thom said he did not know what Mr. Huddleston 
thought of the Republican platform, but that it declared for con- 
solidation of the railroads into a limited number of systems. 
Mr. Huddleston remarked to the effect that he thought little of 
the Republican platform. Mr. Thom said the members of the 
committee should know whether there was any demand from 
the public for such legislation. Mr. Huddleston said no one had 
brought the matter to his attention. 

Discussing consolidation of “weak” lines with strong roads, 
Mr. Thom said the acquisition of “weak” lines must be based 
on their commercial value and be commercially justified. He 
argued that it would not do to weaken the lines that were doing 
the business of the country by acquisition of “weak” lines on a 
basis that could not be commercially justified. The purpose of 
consolidation, he said, must be to strengthen the transportation 
systems and not weaken them. What a catastrophe it would 
be, he said, if the New York Central, the Pennsylvania or similar 
systems should be permitted to make such arrangements with 
“weak” lines that they would have to abandon part of the service 
now given the public or give such service in a less efficient man- 
ner than they now gave. Unjustified arrangements in the taking 
over of “weak” roads, he said, would be injurious to the public 
interest. He said it was of the utmost importance that the 
natural law of reasonable negotiation and bargaining should be 
permitted to operate in the acquisition of “weak” roads. 

Another consideration which he assumed Congress had in 
mind in adopting a policy looking toward consolidation, Mr. 
Thom said, was that under the existing system shippers on 
strong lines were supporting “weak” lines—he said these ship- 
pers were paying more in freight charges than they ought to 
have to pay in order that the “weak” lines might live. He 
asked if that was a policy that Congress could permanently 
endorse. He said the present system was working out so that 
the shipper on the strong line was overcharged—that if only 
the strong line were fo be taken into consideration, the freight 
charges on that line would be lower than they were. The solu- 
tion for that problem lay in consolidation, he said. The “weak” 
roads should be taken in and then rates to shippers should be 


made what they ought to be and not higher than they ought to 
be, he said. 


Another consideration, he said, was the thought that the 
transportation systems of the country should be dependable, 


adequate and with the capacity to handle the business of the 
country. 


The ultimate outcome of proper consolidations, he believed, 
would be that each system would charge reasonable rates, with- 
out those rates being influenced by the “weak” road problem, 
and each system would keep what it earned under such rates. 

Secretary Hoover, at one time, Mr. Thom continued, had 
advised a revision of the rate structure to the end that rates on 
agricultural products would be reduced and rates on merchan- 
dise increased. He said the difficulty under the existing condi- 
tions of applying such a principle was that the roads serving 
agricultural regions would not benefit thereby, while the roads 
Serving iridustrial districts would obtain increased revenues. 
By bringing roads together into systems with diversified traffic, 
he said, it would become possible when such a principle of rate 
making as urged by Mr. Hoover could be applied. 

Another consideration, Mr. Thom continued, was the ques- 
tion of divisions of rates between roads. Under existing law, he 
said, the Commission was authorized to require that divisions be 
made largely without regard to the question of service rendered. 
He said that that should be abandoned as soon as possible and 
consolidation, he said, would solve that problem as between 
individual lines. 

Discussing recapture of excess earnings, Mr. Thum said he 
never could see but that overpayments in freight charges by 
shippers served by strong lines belonged to the shipper that 
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paid the charges, and not to the government and not to another 
line of railroad. Members of the committee pointed out that the 
recapture clause had been held valid by the Supreme Court. 
Mr. Thom said he was not discussing the matter from a legal 
standpoint, but from a moral standpoint. He asked what was 
the moral basis for the government’s title to “overcharges.” 

Mr. Thom’s argument in this connection was that with 
proper consolidations the imposition of “overcharges” would not 
be necessary. 

Representative Rayburn, of Texas, asked whether it would 
not be better to repeal section 15a and return to the system of 
rate making in effect before enactment of that law. Mr. Thom 
thought that the country had become adjusted to section 15a and 
that it would be unwise to repeal it now. He pointed out that 
he had opposed such legislation when the transportation act was 
being framed. With consolidation, he believed, rate-making 
would not be so rigid as under section 15a. He said his hope 
was that rates, when consolidations had been effected, would be 
made on the basis of service rather than with reference to the 
“weak” road problem. 

Mr. Rayburn said it was his opinion that railway executives 
were so afraid of slashes in rates generally that they would 
not admit that any rates should be reduced. Mr. Thom did not 
agree with that. He said the railroads had made voluntary 
reductions since the transportation act was passed and that with 
such reductions and reductions ordered by the Commission, 
since the increases in Ex Parte 74 in 1920, the reductions had 
been substantial. He said if the traffic of the country since 
1920 had been carried at the rates fixed in Ex Parte 74, the 
shippers would have paid $2,300,000,000 more than they actually 
did pay. He said that statement could not be reiterated too 
often. 

Mr. Thom said the public looked upon the transportation 
systems of the country as a single unit and that the needs of 
the public demanded a coordinated railroad service through- 
out the country. He said the shippers needed a coordinated 
policy of transportation—that the transportation facilities should 
be thrown together in such a way as to respond to the shipper’s 
need for unified:service. He then dwelt on the difficulties in 
the way of obtaining such unification with 100 executives deter- 
mining transportation policies. He pointed out the problem 
would be much simpler with 12 or 15 men determining the 
transportation policies in a broad way, and that this would come 
about through consolidation. He believed that, while there 
would be one head to a system, management would be localized, 
so that it would be brought close to the producers of traffic. He 
referred to systems that had a chairman of the board and sev- 
eral presidents in charge of parts of the systems in particular 
parts of the country and indicated that such a policy would be 


followed when the roads were consolidated into a limited num- 
ber of systems. 


At the hearing June 15, Mr. Thom concluded his general 
statement with respect to the benefits of consolidation. He said 
he had left the subject of economies that would be effected by 
consolidation for the last item of discussion because he wished 
to avoid undue emphasis of that phase of the matter. 


Little savings would result in labor expenses, Mr. Thom 
said, adding, however, he believed there were substantial econ- 
omies that might be realized. He referred to testimony of J. J. 
Bernet, president of the Nickel Plate, in the Nickel Plate mer- 
ger case, to the effect that if the merger were approved, the 
system would save approximately $6,500,000 a year. He also 
referred to testimony given by Mr. Harris, financial vice-presi- 
dent of the New York Central, before the Senate interstate com- 
merce committee, as to economies that had resulted from unifi- 
cation of New York Central lines. Mr. Thom said economies 
would result from elimination of congestion of traffic, that there 
would be savings as the result of consolidation of terminals and 


that savings would be made through consolidation of soliciting 
offices. 


; Representative Hoch, of Kansas, asked who had fathered 
the provision in the transportation act requiring the Commission 
to prepare a plan grouping the railroads into a limited number 
of systems, remarking that everybody appeared now to have re- 
pudiated that idea. Mr. Thom said the provision as it was 
enacted into law was the result of the work of the Senate and 
House conferees on the transportation act. 


Mr. Thom dwelt at length on the provisions of the Parker 
bill designed to remove obstacles to consolidations because of 
state laws barring consolidations of parallel or competing lines. 
He said if consolidation legislation such as was proposed was 2 
valid exercise of the power of Congress to regulate interstate 
commerce, Congress could do anything necessary to carry out 
a consolidation policy. He said the whole question was really 
whether consolidation was subject to the proper exercise of the 
power of Congress. He then proceeded to argue that consolida- 
tion was subject to the exercise of the power of Congress and 
that Congress had the power to do what it was proposed to do 
by enactment of the Parker bill. 


Mr. Thom said, so far as his examination of the authorities 
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extended, and so far as he was aware, no case could be found 
in the Supreme Court which, in the decision of the points in- 
volved, was adverse to the contention that it was within the 
constitutional authority of Congress to confer upon railroad cor- 
porations, chartered by a state and authorized by the state to 
engage in, and actually engaged in, interstate commerce, power 
to consolidate or merge with one another, when the state charter 
conferred no such power and even where such consolidation 
or merger was contrary to the policy of the state as expressed 
in its statutes or constitution. He referred to decisions 
relied on by those who contended that the Congress was without 
such power, citing expressions from L. & N. Railroad vs. Ken- 
tucky, 161 U. S. 702, and L. & N. Railroad vs. Kentucky, 183 
U. S. 512. Discussing these decisions, he said: 


Those who deny this power to congress rely on expressions 
found in the cases, such as the following: 

“In the division of authority with respect to interstate railways 
congress reserves to itself the superior right to control their com- 
merce and forbid interference therewith; while to the states remains 
the power to create and to regulate the instruments of such com- 
merce, so far as necessary to the conservation of the public interests. 

“If it be assumed that the states have no right to forbid the 
consolidation of competing lines, because the whole subject is within 
the control of congress, it would necessarily follow that congress 
would have the power to authorize such consolidation in defiance 
of state legislation—a proposition which only needs to be stated to 
demonstrate its unsoundness.”’ 

L. & N. Railroad vs. Kentucky, 161 U. S. 702. 


or 


as does not call for argument that railroad companies are in- 
corporated to perform a public service, and that it is for the state 
to define their powers and to control their exercise of such powers.” 


L. & N. Railroad vs. Kentucky, 183 U. S. 512. 


Before proceeding to discuss affirmatively the main question 
above stated, brief comment should be made on these cases. 


The first of them (namely, that in 161 U. S.) was a case in which 
the Louisville & Nashville Railroad Company undertook to acquire 
the control of and to operate certain other lines of railroad, alleged 
to be parallel and competing with its own lines, contrary to the 
constitution and laws of Kentucky which forbade the consolidation 
or acquisition of parallel or competing lines. 


Congress had not acted on the subject, and the validity of such 
action by congress was not, and could not be, involved in the case. 
What the Supreme Court said, as set forth in the above quotations, 
was said merely by way argument and was clearly obiter dictum, 
which, by universal concession, does not amount to judicial authority. 


Indeed, part of what is there said by the court by way of argu- 
ment, namely, that “the power to create and regulate the instru- 
ments of interstate Commerce, so far as necessary to the conserva- 
tion of the public interests, remains with the states,” is directly 
contrary to-the repeated decisions of the Supreme Court itself, up- 
holding the power of congress to create and regulate such instru- 
mentalities. McCulloch vs. Maryland, 4 Wheat. 316, 411, 422. Osborne 
vs. Bank of U. S., 9 Wheat. 738, 861, 873. Pacific Railroad Removal 
Cases, 115 U. S. 1, 18. California vs. Pacific Railroad, 127 U. S. 1, 39. 
Luxton vs. North River Bridge Co., 153 U. S. 529. Wilson vs. Shaw, 
oe 34. Wisconsin R. R. Comm. vs. C. B. & Q. R. R. Co., 257 


And the remainder of what is there said by the court by way 
of argument, namely, that it would follow from the assumption 
mentioned “that congress would have the power to authorize such 
consolidation in’ definace of state legislation—a proposition which 
only needs to be stated to demonstrate its unsoundness,” is said 
by the court in apparent forgetfulness that one of the important 
railroads of the country, the Union Pacific, is the product of legisla- 
tion by congress bestowing upon a state corporation the power to 
consolidate, and that consolidation was challenged by the state of 
Kansas, the state afterwards abandoning its contention, as is here- 
inaftert more fully shown. 


The second of the cases from which quotation has been made 
supra (namely, that in 183 U. S.), involves the question of the validity 
of the statute and constitution of Kentucky in their relation to 
intrastate traffic, forbidding a charge, or the receipt, of greater 
compensation for the shorter than for the longer haul under certain 
conditions. No statute of congress was involved nor any attempted 
exercise by congress of a power to define the powers, or to control 
their exercise, of a railroad company incorporated by a state. Here, 
as in the case in 161 U. S., what was said by the Supreme Court 
was merely a loose expnession, used arguendo, and was clearly obiter 
dictum only. It furnished no authority whatever. Indeed, the su- 

reme authority of congréss over railroad corporations chartered 
od a state, in respect to their relative charges for the long and 
for the short haul in interstate commerce, has been so repeatedly 
exercised and so universally upheld by the Supreme Court that no 
citation of authority is necessary to sustain the legal proposition. 
These cases forcibly illustrate the danger of relying on loose ex- 
pressions of a court, used in argument, and on points not involved 
in the case. 


Mr. Thom said the constitutional power of Congress to enact 
such legislation might be sustained under several separate 
clauses of the Constitution, but, as its power under the com- 
merce clause was ample, he would confine his discussion to its 
power to regulate interstate and foreign commerce. 


Asserting that the commerce power, standing alone, was 
adequate to support such legislation by Congress, he said the 
power of Congress to regulate interstate and foreign commerce 
was without limit, except the limit imposed by the fifth amend- 
ment to the Constitution, which required due process of law 
and forbade the taking of private property for public use without 
just compensation. Continuing, Mr. Thom, in part, said: 


In view of the extent and dominant character of the commerce 
power, and if provision for consolidation of carriers engaged in in- 
terstate commerce is a legitimate exercise of the power of regula- 
tion, the question would appear not to admit of further debate. 
Under such circumstances, the conclusion would be inevitable that 
congress has the power to confer upon the instrumentalities of 
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interstate commerce authority to conform to its requirements ag to 
the regulations it lawfully prescribes. . 

_ Let us, therefore, first consider whether provision for consolidg- 

tion of carriers engaged in interstate commerce is a legitimate ex- 

ercise of the power of regulation. This does not seem to be doubtfyl 

It is, I believe, universally admitted that government ownership 

of such carriers may be acquired and government operation may 4 
conducted under the commerce clause of the constitution. This jg 
an extreme form of consolidation, and, if this could be done under 
the commerce clause as a legitimate exercise of the power of regy- 
lation, anything less than this extreme would seem also to be a legitj. 
mate exercise of the power of regulation. 

In view of the unifying commercial forces, affecting transportation 
brought into play by steam, by gasoline, and by electricity (incluq: 
ing telegraph, telephone, and radio), congress may conclude that the 
public can no longer be adequately served by a very large number of 
disjointed railroads, differently and independently managed and op- 
erated, difficult to coordinate to the extent that the movement of 
commercial traffic may require; that systematic, instead of haphaz- 
ard and uncertain, coordination is necessary; that a system of better 
more dependable, and more harmonious cooperation in the operation 
of the istrumentalities of commerce is needed in the public interest: 
that this important object will be promoted by fewer systems of roads: 
and that the best means of accomplishing this is through consolida- 
tion. Congress may likewise conclude that the problem of presery- 
ing weak roads, rendering an important service to the public, is g 
problem of national significance and can be dealt with and at least 
favorably and substantially influenced, and perhaps solved, by con- 
solidation. 

Again,*as related to the ‘“‘weak road problem,”’ there are two 
schools of thought in respect to prescribing divisions of joint rates 
with reference to the financial needs, instead of the relative service, 
of the participating carriers, and in respect to the present system of 
rate making, whereby certain shippers, not served by a weak line, 
are charged more than they should be, if the direct service they 
enjoy is alone considered, in order to support weak lines on which 
they are not directly dependent for service, and whereby the excess 
thus paid does not go back to the shippers that have overpaid, but 
to the government. One of these schools of thought endorses the 
view that the division of rates should be made with reference to 
the financial needs of, and in order to support, the weak lines, 
while the other rejects this view and contends that the result is 
to take from a carrier that which it earns for a service which it 
performs and to give it to another which has not performed the 
service, simply because it needs it. One of these schools of thought 
endorses the present system of rate making, while the other believes 
that a method should be devised whereby no shipper should be 
charged more than is proper for the service which he directly re- 
ceives and no carrier should be deprived of any part of the revenue 
which it earns from reasonable rates. 

Congress may, under the decisions of the Supreme Court, adopt 
either of these views. If it adopts the latter view, it may reasonably 
conclude that the difficulty may be solved or that the proper remedy 
will be at least promoted by a policy of consolidation. 

It cannot be denied that to reach a conclusion by congress on 
any one or all of the four aspects of interstate transportation above 
suggested is within the constitutional power of congress, and its con- 
clusions, when reached, cannot be considered as arbitrary and are 
beyond challenge in the courts or elsewhere. 

The discretion of congress as to the selection of means to carry 
out its constitutional powers: It has been firmly established, ever 
since Chief Justice Marshall’s time, that a sound construction of the 
constitution allows to congress a large discretion with respect to the 
means by which the powers it confers are to be carried into execu- 
tion, which enable that body to perform the high duties assigned to 
it, in the manner most beneficial to the people, and that if the 
end to be accomplished is within the scope of the constitution, “all 
means which are appropriate, which are plainly adapted to that end, 
and which are not prohibited are constitutional.” 


Gibbons vs. Ogden, 9 Wheat. 1, 196, 197. Northern Securities Co. 
vs. U. S., 193 U. S., 336, and cases there cited. 

“In the great case of McCulloch vs. Maryland, 4 Wheat. 316, 
421, 423, it was said: 

“‘The sound construction of the constitution must allow to the 
national legislature that discretion, with respect to the means by 
which the powers it confers are to be carried into execution, which 
will enable that body to perform the high duties assigned to it, in 
the manner most beneficial to the people. Let the end be legitimate, 
let it be within the scope of the constitution, and all means which 
are appropriate, which are plainly adapted to that end, which are not 
prohibited, but consist with the letter and spirit of the constitution, 
are constitutional.’ e 

“Interstate Commerce Commission vs. Brimson, 154 U. S. 472.’ 


Ruddy vs. Rossi, 248 U. S. 107. 


If, as above stated, congress concludes that _the consolidation 
of the existing systems of railroad is a proper means of accomplish- 
ing its constitution purposes, its conclusion cannot be successfully 
challenged. 


Mr. Thom argued that the power of regulation extended not 
only to the methods by which interstate commerce was carried 
on but also to the physical instrumentalities of such commerce, 
citing Gloucester Ferry Co. vs. Pennsylvania, 114 U. S. 204, and 
Wisconsin Rate Case, 257 U. S. 589. Thus, he said, the entire 
instrumentality of interstate commerce was within the regu- 
lating power of Congress and when exercised the regulation was 
controlling and exclusive. He said the power to regulate was 
a power to “aid and encourage,” to “foster and protect,” as well 
as to “control and restrain,” and that Congress, under its power 
to regulate commerce, might make the interstate commerce 
system, including the instrumentalities of such commerce, “ade 
quate to the needs of the country.” 


Inasmuch as exercise of the power involved the conferring 
by Congress upon state corporations of additional franchises, 
Mr. Thom said, it was appropriate to consider whether Congress 
had that power. That it had, he said; was abundantly estab- 
lished by repeated decisions of the Supreme Court of the United 
States, citing California vs. Pacific Ry. Co., 127 U. S. 139; U. S. 
vs. Stanford, 161 U. S. 412, 433, and Southern Pacific vs. U. S. 
183, U. S. 519, 527. . 


“This authority to control the powers of a state corporation 
has not been exercised by Congress merely in the direction 
of restriction or limitation,” said he. “It has been exercised to 
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June 19, 1926 


confer additional affirmative powers of the most fundamental 
and substantial character upon state corporations. 

Mr. Thom said ‘that, in fact, Congress, in order to carry out 
a national object, constitutionally within its power, might employ 
any agency it saw fit—that it might employ the agency of a state 
corporation as well as a federal corporation. He said the state 
itself could not complain of this power. He said it chartered a 
corporation and authorized it to engage in interstate commerce. 
By that act, he said, it consented in advance to subject it to the 
full exercise of the powers of Congress in the regulation of 

merce. 
es Thom said it was interesting to note that one of the 
largest and most useful systems of railroad transportation on 
the continent—the Union Pacific—was the product of the exer- 
cise by Congress of the authority to confer upon a state railroad 
corporation the corporate power to consolidate with another 
corporation. He said the Union Pacific was made up in part 
of the property of the Kansas Pacific, which it acquired under 
the authority of Congress authorizing the state corporation to 
consolidate with it. The state of Kansas attacked the validity 
of the consolidation, but later abandoned it. ; 

“It is submitted,” Mr. Thom said in conclusion, “that the 
result of the foregoing discussion is to uphold the power of 
Congress to authorize state corporations engaged in interstate 
and foreign commerce to consolidate under such terms as Con- 
gress may prescribe.” 

Resuming his testimony before the House committee June 
17, Mr. Thom urged that the committee amend the definition of 
a common carrier in the Parker bill by eliminating the phrase, 
“including sleeping-car companies and express companies.” His 
point was that the services of such companies were now uni- 
yersal and that obviously there would be difficulties in the way 
of determining with what railroad company the sleeping-car and 
express companies should be consolidated. 

Mr. Thom also suggested that the definition of “voting se- 
curities’” be changed so as to omit inclusion in that phrase of 
shares of stock without voting privileges. His point on that 
subject was that, if a shareholder bought stock knowing it did 
not carry voting privileges, that privilege should not be extended 
by the law in connection with a proposed consolidation of 
properties. 

Under the general declaration of policy in the bill and other 
provisions of the measure, Mr. Thom thought there was ample 
assurance that the problem with respect to short and weak roads 
would have full consideration before the Commission in con- 
solidation cases. 

Mr. Thom said he was very much concerned over Commis- 
sioner Hall’s interpretation of the bill, given in the course of 
examination by Representative Huddleston, that it would permit 
the Commission to pass on the private rights of stockholders in 
consolidation cases. He said he did not agree with that inter- 
pretation, but that, if there was any doubt in the minds of com- 
mittee members on the subject, it should be removed by a clear 
statement as to that. At the suggestion of Representative New- 
ton, of Minnesota, Mr. Thom agreed to draft an amendment to 
cover the matter as he viewed it. Mr. Thom argued that a 
proposed consolidation determined to be in the public interest 
should not be held up until the Commission could dispose of a 
lot of private rights. He said the Nickel Plate merger case was 
an illustration of what he meant. He said the Commission had 
ultimately determined that the association of the roads would 
be in the public interest, but that the country was faced with 
the spectacle of the decision as to the public interest having 
been delayed for three-quarters of a year because of the con- 


stroversy before the Commission as to private rights of stock- 


holders. He said the proceeding anfunted “almost to a public 
scandal.” He believed that the Commission should pass on the 
question of whether a proposed consolidation was in the public 
interest and that questions as to the private rights of stock- 
holders should be relegated to some other tribunal. He thought 
that the Nickel Plate case would have been disposed of quickly 
had not private rights of stockholders been involved. 

Mr. Thom, the last witness the committee will hear at this 
session, was to conclude his testimony June 18. 

Chairman Parker, when asked June 17 as to whether the 
bill would be taken up by the committee at this session for the 
Purpose of determining whether it should be reported to the 
House, said there was no intention of doing that. He said the 
hearings had been held simply for the purpose of making a 
record at this time, and that further action would be delayed 
until the next session. There is no intention on the part of 
the Senate to take up the Cummins consolidation bill at this 
session, so that proposed consolidation legislation will go over 
until the next session. 


HUDSPETH’S SPEECH IN RECORD 


Remarks made by Representative Hudspeth, of Texas, in ar- 
gument before the Commission in thé.rate structure investigation, 
May 26, were published in the Congressional Record of June 11 


“aa “extension of remarks” by Representative Johnson, of 
exas, 
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FARMERS AND RAILROADS 
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Argument for and against the proposition that, because the 
transportation act directs the Commission to prescribe rates that 
will yield a fair return to the railroads, similar legislative treat- 
ment should be accorded agriculture was made in the Senate in 
the course of debate on farm relief bills. 

In the course of a speech by Senator Fess, of Ohio, attacking 
the McNary-Haugen equalization fee bill, discussion arose over 
the question of the government fixing the price of wheat. Sen- 
ator Fess contended that that would be the result of enactment 
of the bill.. Disagreeing with that statement, Senator Watson, 
of Indiana, asked, however, in view of that fact that the govern- 
ment had fixed the hours of labor and wages of railroad work- 


‘ers, Why the price of wheat could not also be fixed by the 


government? 


Mr. Fess replied that the railroads were not run in the main 
for the operators or the employes but for the public which paid 
the bills and that “Congress deals not at all with a matter of 
this kind except when it is public.” 

Senator Robinson, of Indiana, wanted’ to know if Mr. Fess 
took the position that the public interest was not. involved in 
farm relief legislation, so far as fixing rates was concerned. 

“The senator from Indiana would not advertise himself here 
by asking a question that would indicate that he does not see 
the difference between a public function and a private one,” re- 
plied Senator Fess, adding that the farm was a private enter- 
prise—a private business not the subject of governmental legis- 
lation on behalf of the public. 

Senator Robinson said he understood that fully. He con- 
tended the fair return authorized for railroads was not for the 
public but for the capital invested. He said 5% per cent was a 
fair and reasonable return. 

“The farmer gets 2 per cent, and therefore the same eco- 
nomic question is involved,’ Senator Robinson said. 

Senator Fess took the trouble to explain that a return of 
5% per cent was not guaranteed the railroads under the trans- 
portation act, and that, in many cases, the railroads did not 
earn such a return. 

Senator Robinson stuck to his contention, declaring that the 
farmer got 2 per cent on his capital at the present time. 

“And the senator thinks that he could make the farmer 5 
per cent by passing a law,” said Senator Fess. 

“Exactly; and that is what we propose to do in this legisla- 
tion,” said Senator Robinson. 

“All right,” said Senator Fess. “If the senator has that 
view, I will have to allow him to have it, that is all.” 

“The difficulty with all this legislation grows out of this 
foolish idea that, no matter what the economic evil is, the rem- 
edy is legislative; that the legislature is all-powerful; that it 
can by passing a law say to the farmer that his profit shall be 5 
per cent, and when the government says it will be 5 per cent, 
that it will be,” continued Senator Fess. “That sort of statement 
is made even in the chamber of the Senate of the United States.” 

In a speech replying to Senator Fess, Senator Robinson ar- 
gued that the Interstate Commerce Commission had been set up 
to regulate the railroads and asked, in effect, why the same 
should not be done for agriculture? He also quoted from the 
Dayton Goose Creek railway recapture decision of the Supreme 
Court to sustain his contention that the McNary-Haugen bill was 
constitutional. 

Senator Borah said the sole ground upon which the court 
undertook to sustain the legislation with reference to the money 
involved in the Dayton-Goose Creek case “was that the railroad 


was a public utility and therefore was not entitled to earn more 
than a reasonable amount.” 


“The only way I know of by which we can apply the dicision 
in the Dayton-Goose Creek case to this matter is to establish the 
fact that the respective farms of the country are public utilities,” 
Senator Borah said: 

The question as to constitutionality of the farm bill was 
whether the federal board created by the bill would have the 


right to determine what the equalization fee should be to bring 
up the farmer’s return. 


Senator Robinson’s reply to Senator Borah was that “the 
public interest underlies all legislation,” and that the theory 
suggested by Mr. Borah had been maintained and was not only 
a precedent and a custom, but that it had become a part of the 
system of adjudication in matters of that kind. He insisted, 
however, that in the agricultural industry “there also is a public 
interest that is becoming more and more manifest.” 

“The whole theory of this legislation is that the Congress 
shall see to it that ultimately the farmers of the country secure 
a reasonable return on their production and for their labor in 
order that the agricultural industry may not be destroyed,” 
said he. 

Senator Robinson said he understood the “nice theory” in- 
volved in what Senator Borah suggested, but “so far as the 
farmers of the country are concerned, where is the difference if 
an equalization fee is assessed against them which they pay, 
which goes into a revolving fund maintained by the government? 
The public interest is there, but in a different form. So it seems 
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to me there is nothing revolutionary about that process or about 
that line of argument.” 

“Have not the courts repeatedly held that the production or 
the manufacture of food is not a business clothed with a public 
interest?” asked Senator Lenroot, of Wisconsin. “If it is not 
clothed with a public interest, we have no power to regulate it.” 

“Exactly,” replied Senator Robinson. “I have no doubt that 
if the farmers of the country became so thoroughly organized 
that they were earning more than a reasonable return, legisla- 
tion would be passed by Congress curbing their earnings. That 
is the whole purpose of the legislation with reference to public 
utilities. It is not that they shall not have a fair return, but 
that they shall not make too much and mulct the public. That 
is the whole purpose of it.” 

Senator Lenroot inquired if Mr. Robinson thought that Con- 
gress, under the Constitution, could regulate any business neces- 
sary to the public welfare to the extent of fixing the prices of 
the products of that business? 

“My point is that the Congress already has provided for 4 
revolving fund in the Interstate Commerce Commission, and the 
Congress already has provided for taking from a business that 
is quasi public earnings in excess of a certain figure, in the pub- 
lic interest, and placing that excess in a fund, and then allocat- 
ing the fund to the weaker roads,” said Senator Robinson. 

“In order to bring this bill within that doctrine, must it not 
be demonstrated that the business of farming is clothed with a 
public interest, as is the business of railroads?” asked Senator 
Lenroot. 

“TI think it has been demonstrated,” said Mr. Robinson. 
“Millions of individuals are engaged in the industry; however, 
agriculture has never reached the point as yet where the govern- 
ment, in the public interest, should step in and curb the 
earnings.” 

“Therefore it is not clothed with a public interest,” said Mr. 
Lenroot. 

“It is bound to be clothed with a public interest, but I con- 
cede that it is not clothed with the kind of a public interest to 
which he refers, which is theoretic and academic,” replied Mr. 
Robinson. 

Senator Lenroot said he was referring to the legal term, 
“clothed with the public interest,” with which he said Mr. Rob- 
inson was familiar. 

Senator Robinson remarked in the course of the debate that 
Senator Fess was once his teacher in Ohio Northern university. 
Senator Fess said he was sorry that that had been mentioned 
and then said: 


It is a bad suggestion of the character of the teaching of the 
senator from Ohio when one as youthful as the senator from In- 
diana, entering this great body at such an early age, with such a 
splendid future opening out before him, taking such a position on 
vagaries that must necessarily stamp him for all time in a manner 
which will obstruct what otherwise would certainly be a very brilliant 
career, and as his former teacher I must deplore the errors that my 
former student is now committing. 


Senator Robinson replied that “there we have the senator’s 
whole argument on this question... It has consisted from the be- 
ginning of satire and sarcasm and dogmatic statements.” 


Senator Howell, of Nebraska, said that both the opponents 
and proponents of the McNary-Haugen bill believed that the 
remedy for the farmer’s trouble was cooperation—that the op- 
ponents advocated voluntary cooperation, while the proponent 
advocated compulsory cooperation. ; 


Mr. Howell argued that the railroads were menaced by de- 
structive competition; that they could not control it by volun- 
tary cooperation and that they supported the proposal to give the 
Commission the power to prescribe minimtim rates. He said 
the railroads had said: “We want you to put into effect what 
is virtually compulsory cooperation in the railroad business so 
far as rates are concerned. Continuing, he said: 


Congress did it in 1920, and now one of those roads can 
schedule a train from Omaha to Chicago without a passenger, 
and yet if one of their agents should induce some one to go for 
$10 instead _of $21 or $22 some official would lay himself open 
to pains and penalties. 

That is what we have done for the railroad industry in this 
country. They were menaced with destructive competition. They 
could not control it by voluntary cooperation, and so they ap- 
pealed to Congress to fix prices, and Congress has provided for 
the fixing of prices, and what was the result? You affected the 
distribution of wealth in this country. You took from others and 
gave the railroads more than they could obtain otherwise. You 
could not give them added income by taking it out of the blue. 
You had to take it away from someone, and you took it away 
from the farmer, from industrialists, and those who ride in pas- 
senger trains, and handed it to the railroads. 

Now, it is suggested, that this ought to be done for the farmer 
for agriculture—another industry, that is basic, primary as com- 
pared with transportation. We could live in this country without 
railroad transportation, but we cannot live here without agricul- 
ture. Today the farmer is subject to unrestricted competition. 
For years he has been endeavoring by voluntary cooperation to 
help himself, but he has made little progress. He has found that 
surpluses are impossible to regulate, and prices impossible to fix. 
As a consequence he is now coming to Congress and asking you 
to look upon his plight with the same degree of sympathy that 
you looked upon that of the railroads. That is all that the 
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measure before you means, It is a plan for compulsory ¢. 
operation. Farm marketing contemplates merely voluntary ¢. 
eperation. It has been tried. It has failed. -Now, the question is, 
Are you willing to afford- the farmer the relief you have affordeg 
the railroads? 

I appreciate that it is urged that the railroad is a public utility 
and that, therefore, because of this fact, the farmer cannot ey. 
pect the advantages that the railroads have been accorded. y 
you seat the farmer so far from the head of the table and the 
railroads so close to the head that when it comes time for hip 
to be served there is nothing left. I am not an alarmist, but } 
cannot, under present conditions, see light for the farmer. 


Senator Mayfield, of Texas, offered as an amendment to the 
farm relief bill, June 15, a provision for repeal of section 15, 
of the interstate commerce act. 

“The amendment,” said he, “adds nothing to our bureaucratic 
government, which is already top heavy. It is not socialistic, 
communistic, or Bolshevistic, but is a stable, safe and sensible 
remedy for relief to the farmers and stockraisers of our country, 
The amendement which I now offer simply repeals the rate 
making section 15a of the transportation act of 1920. This is 
undoubtedly the surest and quickest way to give relief to 
agriculture.” 

Mr. Mayfield asserted that repeal of section 15a would bring 
almost immediate relief to agriculture which, he said, had for 
the last six years felt the “withering and paralyzing effect of 
this section of the Esch-Cummins law.” 

The senator discussed the provisions of section l5a at 
length, declaring that they were not demanded nor sought on 
behalf of the shipping public. He said it was “significant that 
many men in public life consider section 15a as a guaranty to 
the railroads.” He said while it was not exactly a guaranty, 
it might be correctly stated that the railroads had the right to 
look upon it as an assurance and to invoke the assistance of the 
Commission to bring about increases in rates whenever they 
were not making the standard return.as defined by that body. 
He said that, in the last six years, the railroads had plastered 
the country with propaganda that the transportation act should 
be let absolutely alone, and that so great had been their influ. 
ence that not one-section of the law had been changed. He said 
it was not until 1925 that the railroads mustered sufficient cour. 
age to call upon the Commission to enforce the assurance 
granted to them by Congress in section 15a, the reference being 
to the western rate advance case. He claimed the southwestern 
carriers, upon the basis of valuation as determined by the Com- 
mission plus additions and betterments to December 31, 1923, 
earned approximately 7.4 per cent in 1924. Yet, he said, they 
were asking another increase in rates. He condemned the re 
capture provisions of section 15a, declaring that they encour 
aged “a vast waste of expenditures on the part of the more 
prosperous lines and all the while the public pays the bill.” He 
charged that the majority of carriers having excess earnings 
“do not propose to pay such earnings to the Commission except 
after years of litigation, and then not until the final value of the 
railroads has been determined.” He said section 15a “breeds 
delay and litigation, and the public does not profit either by the 
litigation or by the funds which may be finally wrested from the 
recalcitrant carriers.” In conclusion, Senator Mayfield said: 


We need to get away from such a law. We need to return to 
the old-time principle of regulation, under which the law simply re- 
quired the Interstate Commerce Commission to see that reasonable 
and nondiscriminatory rates are charged the shippers in interstate 
commerce. We need to get away. from these artificial provisions of 
the law which encourage reckless expenditure of money by the rail- 
roads which is paid by the shipping public. Section 15a should be 
repealed without further delay, as it has served no good purpose for 
anybody except the more prosperous railroads that were never in- 
tended to be the recipients of its bounty. 


On November 7, 1924, President Coolidge appointed a committee 
to investigate the condition of: agriculture and livestock and to point 
out such practical steps as may be taken to restore these basic in- 
dustries to a paying basis. he committee was composed of nine as 
capable men as the president could find. Hon. Robert D. Carey, 
former governor of Wyoming, was chairman of the committee, and 
Hon, William M. Jardine, the present secretary of agriculture, was 
a member of the committee. 


This committee investigated the conditions of agriculture and 
livestock fully and completely and made many suggestions which it 
claimed would put agriculture and stock raising upon a business basis. 
Speaking of transportation, the committee said: 


“By reason of the horizontal changes in freight rates during re- 
cent years and of greater depression of prices of agriculture products 
than of those of other products during the same period, the raw prod- 
ucts of agriculture are now bearing a relatively excessive cost for 
transportation. A special burden is laid upon the cattle industry by 
this situation. A serious emergency exists not only in freight rates 
but also in the lack of provision of interline rates and in routing ar- 
rangements. The conference wishes to emphasize at this time its con- 
viction that while adequate service is essential, the welfare of agri- 
culture also demands an early and thorough revision of the freight- 
rate structure to relieve the raw products of agriculture and livestock 
from their disproportionate share of transportation costs.” 

This report of President Coolidge’s committee was released for 
publication January 14, 1925, over a year ago, and the committee said 
that the welfare of agriculture demanded ‘an early and thorough 
revision of the freight-rate structure” in order ‘‘to relieve the raw 
products of agriculture and livestock from their disproportionate 
share of transportation costs.’’ Such a revision of freight rates can 
never bg had until section 15a of the transportation act of 1920 is 
repealed. 

*I appeal to Democrats and Republicans alike to vote for my 
amendment and thus make it possible to relieve agriculture and 
stock raising from “the special’ burden’? which President Coolidge’s 
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icultural committee said rested upon these great basic industries 
—. result of section 15a of the Esch-Cummins transportation law 


of 1920. 


Senator Blease, of South Carolina, spoke in support of his 
amendment to the farm relief bill, providing for establishment 
of freight rates on farm products on the basis of one-twentieth 
of the selling prices of the products at the points where ‘sold. 
He said the amendment would afford the only relief, as he saw 
it, that the farmers were going to obtain. He charged that the 
railroad “robs both producer and consumer.” He argued that 
the railroads had raised rates to meet increased wages of em- 
ployes, but he contended they could pay the increased wages, 
make money and “not overcharge as now.” He asked why 
Congress was trying to fool the farmer with the pending relief 
pill. He said if the farmer was to be helped it would be through 
a reduction in freight rates or a reduction in the tariff, or both. 

“The greatest’ set of authorized thieves, in my opinion, in 
this country are the men who sit and fix prices and allow the 
railroads by their actions to steal the produce of the farmers 
and prevent them from securing fair and honest prices for their 
commodities when they are placed on the market,” said he. 

“Reduce freight rates and let the consumer receive at a fair 
price and the producer sell at a fair price, and cut out the high 
rates of the middleman and the railroad companies, and all 
will be helped.” 

Senator Walsh, of Montana, recognized as an authority on 
constitutional law, said he had made a diligent study of the 
relief bill, with a desire to give it his support, but he reached 
the conclusion that the equalization fee provision would be held 
unconstitutional. He said someone was sure to resist the pay- 
ment of the equalization fee assessed by the federal board and 
that the provision could not escape the scrutiny of the courts. 
Should the decision be adverse, as upon the authorities it seemed 
that it must, he continued, the whole scheme would fail. He 
said the equalization fee would have been paid by a multitude 
of farmers before an ultimate decision were reached. He said 
he could not feel that his duty to the much-distressed farmers 
of his state had been discharged with the fidelity they expected 


of him did he not utter “this word of warning.” Continuing, 
he said: : 


I have studied carefully the head money cases (112 U. S. 580), 
the case in which the validity of the Adamson law was affirmed, and 
the case of Dayton-Goose Creek Ry. Co. vs. U. S. (263 U. S. 456), in- 
volving the Esch-Cummins law, all said to afford justification for 
the legislation under consideration from a constitutional standpoint, 
or at least to supply argument to support the view that it may be 
enacted consistently with the constitution. None of them, in my judg- 
ment, warrant the belief that the amendment proposed by the com- 
mittee, should it be passed and approved, can be sustained. The 
time limit under which I speak forbids any analysis of them or of 
other recent decisions of the Supreme Court upholding congressional 
acts. It is sufficient to say that the two cases last above referred to 
dealt with legislation in relation to railroads, public utilities, and 
consequently subject to regulation. It has never yet been held that 
farming is affected with a public use and subject to legislative con- 
trol. The head money cases considered an act of congress clearly 
defensible on a variety of grounds wholly wanting here, among others, 
that the business of carrying passengers falls both within the mari- 
time power and the power to regulate commerce. 

I confess to some alarm at the implications the enactment of 
this legislation would carry. It would be difficult, if it can be up- 
held, to set bounds to the power of congress over the business of the 
country. If it may in the manner proposed artificially raise the price 
of farm products, it may undoubtedly in like manner raise the price 
of the products of the mine, mill, and factory. If it may provide for 
buying and storing wheat to insure a higher domestic price for it, 
protected against ‘foreign competition by the tariff, it may equdlly 
and by a similar process force upward the price of copper or coal 


or shoes. I have studied the constitution in vain if it either author- - 


izes or permits such manipulation. 


CONTROL OVER EXTENSIONS 


Representative Rayburn, of Texas, a member of the House 
committee on interstate and foreign commerce, in a speech in 
the House, June 15, opposed enactment of the Mayfield bill re- 
lieving railroads of obtaining authority from the Commission 
to construct extensions of existing lines. The bill was intro- 
duced by Senator Mayfield, of Texas, and was recently passed 
by the Senate. Mr. Rayburn applied his remarks also to a bill 
introduced by Representative Jones, of Texas, designed to ac- 
complish the same purpose. 


Mr. Rayburn said he was unalterably opposed to the passage 
of either of the bills, declaring that “this provision of the law 
with reference to new construction and abandonment of rail- 
roads already constructed is one of the most important of all 
of the transportation act.” - 

“The passage of either of these bills would disrupt the whole 
scheme by which we are trying to solve the most vexatious 
problem of transportation which is raised by having strong and 
weak roads and short and long roads, and, in my opinion, would 
mean murder to the short, weak roads that are so vital as de- 
hie and serve so many new and growing communities,” 
said he, 

Mr. Rayburn said the only hope of the short and weak 
roads lay in “a sane, honest consolidation of strong and weak 
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lines, so that the profits of the strong roads may be spread over 
the deficits of the weak and the whole system taken care of 
and every community that now has a railroad may retain that 
road without which the community and its industries would 
perish.” : 

Construction of new lines was going forward under the law, 
Mr. Rayburn said, answering contentions that construction was 
being blocked by the law and the Commission. He dwelt on 
improvidently built lines in support of his contention that regu- 
lation of construction should be continued and not abandoned. 
He said the Kansas City, Mexico & Orient was “a foolish venture 
and never should have been built.” 

“The road was one man’s dream,” said he. 
a nightmare to many since.” 

Mr. Rayburn argued that if strong lines could build exten- 
sions without restriction, they would do so in regions where 
existing short lines declined to sell out at confiscatory prices. 

“Some people go so far as to say, ‘Whose business is it if 
a man or set of men having money want to build a railroad?’ ” 
he continued. “My answer to this is that it is the business of 
a hundred and ten million people who pay the transportation 
bills, for when a railroad is built, even though it never should 
have been built and traffic does not develop along its lines, it 
fastens itself like an undying leach as a transportation burden 
on the whole country.” 

Mr. Rayburn urged that new railroad construction in Texas 
be permitted to go forward under the supervision of the Com. 
mission as provided by existing law. 

“Is it not better,’ he asked, “that we have some sane system 
of building railroads, than to have them promiscuously built 
based upon hope, which in most instances is a vanishing hope, 
having industries and communities rising up along them and 
then allow them to be strangled and throttled by other railroads 
paralleling them and destroying their efficiency and finally hav- 
inng them ripped up and-sold for junk and the community that 
they are serving destroyed on account of having transportation 
taken away from it?” 


“It has been 


LOSS AND DAMAGE BILL 


Senator Willis, of Ohio, has introduced S. 4449, amending 
section 20 of the interstate commerce act to require the prompt 
settlement by common carriers of claims for loss, damage, or 
injury to goods. The bill would add the following paragraphs 
to section 20: 


(14) That any common carrier, railroad, or transportation com- 
pany, subject to the provisions of the act, is hereby required to settle 
all claims for loss, damage, or injury to property in respect of which 
liability is imposed on such common carrier, railroad, or transporta- 
tion company by paragraph (11) of this section, within six months 
from the filing of written claims for said loss, damage, or injury 
with said common carrier, railroad, or transportation company. Any 
common carrier, railroad, or transportation company failing to settle 
such claims as herein required shall be liable to the claimant for 
the amount of his claim, and as additional damages 50 per centum 
per annum interest on the principal sum of said claim from the date 
of its filing, with a minimum of $25 damages in each case, in addi- 
tion to actual damages, all of which may be recovered in the same 
suit: Provided, That this section shall only apply when the amount 
claimed is $200 or less. 

(15) That any common carrier, railroad, or transportation com- 
pany who fails to comply with the provisions of paragraph (14) of 
this section shall,_in the event that claimant shall prevail in an 
action to recover on his claims, be liable to said claimant for a rea- 
sonable area: 6 fee to be taxed and collected as part of the cost 
of the suit. 


COAL AND BUS BILLS DROPPED 


The House committee on interstate and foreign commerce 
at an executive session, June 16, decided to take no action at 
this session on the Parker bill providing for regulation of the 
coal industry and on the Reed bill, passed by the Senate, pro- 
viding for regulation of interstate motor bus operations over 
the new interstate bridge between Philadelphia, Pa., and Cam- 
den, N. J., and through the new tunnel under the Hudson river 
between New Jersey and New York, at New York City. The 
bus bill was opposed by the bus division of the American Auto- 
mobile Association. 


INITIAL CARRIER LIABILITY 


Members of the National Industrial Traffic League have 
been asked by J. H. Beek, executive secretary, to report their 
experiences as to initial carriers denying liability for damages 
to shipments that have been reconsigned, in order to determine 
whether there is need for passage of the Sheppard bill (S. 1344), 
passed by the Senate, amending paragraph 11 of section 20 of 
the interstate commerce act so as to hold the initial carrier 
liable regardless of reconsignment or diversion. Members of 
the House committee on interstate and foreign commerce, to 
which the bill was referred, asked for information on the 
subject. 

In Houston & Texas Central vs. Smith, 258 Southwestern 
Reporter, 542, it was held that if a shipment were reconsigned 
or diverted without the concurrence of the initial carrier in the 
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reconsignment, the liability of the initial carrier terminated at 
the first destination. In his circular on the subject, Mr. Beek, 
in part, said: 


The Texas case, supra, is, so far aS we are advised, the only 
case where the carriers have denied liability on account of recon- 
signment. Several carriers with whom we have conferred, state that 
wer have never denied liability in such cases, and will not in the 
uture. 

There is some question in the minds of some members of the 
committee on interstate and foreign commerce, as to the necessity 
for this legislation. The information which they have indicates to 
them that the carriers, with the single exception of the case re- 
ferred to herein, have been for many years doing exactly what this 
legislation would require them to do—namely, assuming liability, as 
initial carriers for shipments damaged in transit which have been 
reconsigned or diverted. 

We have advised some members of the committee on interstate 
and foreign commerce, that while it is true that the carriers gen- 
erally have not denied liability in such cases, yet one carrier has, 
and a court has sustained its position, hence other carriers may in 
the future take advantage of the situation, created by that decision, 
to deny liability, and that shippers should be protected against such 
a possibility by the enactment of S. 1344. 

We have been requested, by a member of the committee on inter- 
state and foreign commerce, to ascertain from our members whether 
in their experience any carrier has ever denied liability where ship- 
ments have been reconsigned, or diverted. * * * 

Unless it can be shown that there is a real need for the enact- 
ment of this legislation, it may not pass the house. We think it 
should pass. 

In justice to the carriers, we think we should advise our mem- 
bers that the carriers, so far as we are advised, are not opposed to 
this legislation. We are advised by an official representative of all 
of the western lines that they not only do not oppose, but that they 
favor the measure, and have so advised the committee on interstate 
and foreign commerce. 


RATES FOR ALIEN VETERANS 


The House committee on merchant marine and fisheries has 
approved a bill authorizing the Shipping Board to grant a pref- 
erential rate for transportation on Shipping Board vessels of 
alien veterans of the world war, their wives and children. The 
veterans affected served under the American flag and have been 
authorized to enter the United Stats undr an amendment to 
the immigration law. Possibility of ocean passenger rate con- 
ference agreements being broken by the board reducing rates 
to the veterans was discussed in a hearing on the bill. John 
Nicolson, counsel for the board, expressed the view that if the 
rates were reduced, other members of conferences would not 
have to observe the regular rates. Chairman O’Connor said the 
board contemplated making a rate of about $30 for steerage 
passage. The board, under the bill, may designate the ships 
to be used by the veterans and the time of the year in which 
veterans may obtain passage. A similar bill has been introduced 
in the Senate by Senator Jones, of Washington. 


MERCHANTS ACT ON RAIL BILLS 


The Merchants’ Association of New York has announced its 
position on three railroad bills pending in Congress. The Newton 
measure amending the Pomerene bill of lading act to meet the 
decision of the Supreme Court with respect to the dates on bills 
of lading was approved. The association opposed the bill re- 
quiring that the railroads shall carry at least one day coach 
on every passenger train, without an extra fare, regardless of 
whether it is an extra-fare train. On the recommendation of 
its transportation committee, the association also opposed the 
Trammell bill requiring every railroad desiring to increase a 
freight, express, or passenger rate to file an application with 
the Commission, which must hold a hearing within sixty days. 

Commenting on the Newton bill the association said: 


The Pomerene law, which was passed in 1916 at the urgent 
demand of shippers and bankers, provided that the holder of a 
bill of lading is justified in relying upon the description of the 
goods designated in the bill of lading when properly issued. The 
Supreme Court, in a question involving a contract calling for the 
shipment of a number of carloads of grain on or before the 
specified date found that, through collusion between the shipper 
and the railroad employee issuing the bills of lading, the bills 
had been predated so as to make it appear that the shipper had 
complied with the terms of sale when, as a matter of fact, he 
had not made the shipment until some time after the contract 
period had expired. 

Although the Interstate Commerce Commission has made 
stringent rules respecting the incorrect dating of bills of lading, 
and has cautioned carriers that such incorrect dating is a violation 
of the law, the court decided in this case that the Pomerene Law 
does not include the date of the bill of lading within the “descrip- 
tion of the goods.” . 

The Newton bill changes the language of Section 22 of the 
Pomerene act so as to make it definite that carriers shall be 
responsible for the dates of bills of lading. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended June 5 totaled 945,- 
964 cars, as compared with 1,081,164 cars the preceding week, 
the decrease being due to observance of Memorial Day, accord- 
ing to the car service division of the American Railway Asso- 
ciation. It is estimated that, had not the holiday intervened, 
the loading for the week would have exceeded 1,000,000 cars. 
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Loading by districts the week ended June 5 and for the 
corresponding period of 1925 was reported as follows: 


Eastern district: Grain and grain products, 8,339 and 7,161; liye 
stock, 2,338 and 2,603; coal, 38,694 and 39,905; coke, 2,705 and 2,093. 
forest products, 5,389 and 5,915; ore, 5,439 and 5,713; merchandise, 1; 
C. L., 64,475 and 72,882; miscellaneous, 92,212 and 98,513; total, 1926, 
219,591; 1925, 234,715; 1924, 216,189. : 

Allegheny district: Grain and grain products, 2,625 and 2,g0¢. 
live stock, 2,140 and 2,031; coal, 37,057 and 38,170; coke, 5,309 ‘ang 
4,334; forest products, 3,245 and 3,304; ore, 12,192 and 12,903: mer. 
chandise, L. C. L., 50,646 and 52,727; miscellaneous, 77,435 and 83,103: 
total, 1926, 190,649; 1925, 199,178; 1924, 187,821. p 

Pocahontas district: Grain and grain products, 185 and 226; live 
stock, 141 and 159; coal, 41,275 and 36,978; coke, 525 and 388; forest 
products, 1,525 and 1,845; ore, 72 and 64; merchandise, L. C. L., 6,74] 
and 7,084; miscellaneous, 4,505 and 5,064; total, 1926, 54,969: 1995 
51,808; 1924, 40,670. : 

Southern district: Grain and grain products, 3,903 and 3,805: 
live stock, 1,778 and 1,956; coal, 21,074 and 19,997; coke, 829 ang 
821; forest products, 22,381 and 24,512; ore, 1,565 and 1,435; mer- 
chandise, L. C. L., 37,548 and 41,100; miscellaneous, 51,626 and 50,579; 
total, 1926, 140,704; 1925, 144,198; 1924, 126,256. 

Northwestern district: Grain and grain products, 8,487 and 10,253. 
live stock, 6,984 and 7,525; coal, 3,884 and 4,749; coke, 1,728 and 1,168: 
forest products, 18,234 and 20,862; ore, 39,334 and 42,034; merchan- 
dise, L. C. L., 29,368 and 33,249; miscellaneous, 39,273 and 40,338: 
total, 1926, 147,292; 1925, 160,178; 1924, 148,359. 

Central Western district: Grain and grain products, 9,436 and 
9,602; live stock, 9,425- and 10,343; coal, 9,795 and 10,160; coke, 271 
and 281; forest products, 10,972 and 11,269; ore, 3,587 and 3,560; mer- 
chandise, L. C. L., 31,244 and 34,989; miscellaneous, 50,342 and 53,067; 
total, 1926, 125,072; 1925, 133,271; 1924, 134,808. 

Southwestern district: Grain and grain products, 3,953 and 4,510; 
live stock, 2,715 and 2,700; coal, 3,315 and 3,258; coke, 188 and 199; 
forest products, 8,947 and 10,102; ore, 737 and 528; merchandise, L, 
Cc. L., 15,232 and 16,863; miscellaneous, 32,600 and 36,735; total, 1926, 
67,687; 1925, 74,895; 1924, 56,690. 

Total, all roads: Grain and grain products, 36,928 and 38,163; 
live stock, 25,521 and 27,317; coal, 155,094 and 153,217; coke, 11,555 
and 9,214; forest products, 70,693 and 77,809; ore, 62,926 and _ 66,237; 
merchandise, L. C. L., 235,254 and 258,894: miscellaneous, 347,993 and 
367,392; total, 1926, 945,964; 1925, 998,243; 1924, 910,793. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1926 1925 1924 

Five weeks in January.............. 4,432,010 4,456,949 4,294,270 
Four weeks in February............ 3,676,449 3,623,047 3,631,819 
Four weeks in March...........ee- 3,877,139 3,702,413 3,661,922 
Pour weeks ft ADPh. c05ssccescensics 3,795,837 3,726,830 3,498,230 
EVE WOME 1 MME. 6 oki wvecevcccecs 5,142,879 4,853,379 4,473,729 
Week ended Jume6.... 0... cecsc voce 945,964 998,243 910,793 

po ae er ee re 21,870,278 21,360,861 20,470,763 


LUMBER SHIPMENTS 


The lumber industry continues to be characterized by more 
than normal activity for the season, according to the National 
Lumber Manufacturers’ Association’s telegraphic reports June 17 
of the status of the lumber industry for the week ended June 
12, from 391 of the larger softwood, and 152 of the chief hard- 
wood, mills of the country. The 377 comparably reporting soft- 
wood mills showed increases in production and new business— 
especially in new business—and a negligible decrease in ship- 
ments, when compared with reports for the previous week, 
despite the fact that seventeen more mills reported at that time. 
In comparison with reports from the same number of mills and 
for the same period of last year, increases in all three factors 
were noted. The hardwood operations showed no noteworthy 
ae in comparison with reports from 155 mills for the week 
earlier. 

The following table compares the national softwood lumber 
movement, as reflected by the reporting mills of eight regional 
associations, for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1925 1926 (Revised) 
| eT Se err rae ‘ 377 377 394 
Production .......... 278,037,584 257,680,763 277,137,547 
Ghipmients .. . 32.6. 60% 276,641,430 251,073,893 279,413,186 
Orders (New Bus.).. 269,928,329 256,460,238 243,962,575 


The following revised figures compare the softwood lumber 
movement of the same eight regional associations for the first 
twenty-three weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
1926 amit ane Ste oe ose 5,881,047,695 6,100,901,812 6,056,755,264 
ME: cer tals 6 oom GS > hewe 5,726,469,033 5,806,889,928 5,654,082,133 





MOVEMENT OF CARS 


The daily average movement of freight cars in April was 
the highest for any April on record, amounting to 29 miles per 
day, according to reports filed by the carriers with the Bureau 
of Railway Economics, which says: 


The average for April was an increase of one mile over the best 
previous April which was in 1923 and was an increase of 2.4 miles 
over April last year. 

In computing the average movement per day, account is taken 
of all freight cars in service, including cars in transit, cars in proc- 
ess of being loaded and unloaded, cars undergoing or awaiting re- 
pairs and also cars on side tracks for which no load is immediately 
available. 

The average load per car in April was 26.2 tons, an increase of 
three-tenths of a ton over April last year and one-half a ton above 
April, 1924. Compared with April, 1923, however, it was a decrease of 
one and one-half tons. 
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Terminal Freight Service and Allowarices 


Second of a Series of Sixteen Articles on This Subject, Written for The Traffic World, by 
G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and Transportation, ° 
University of Pennsylvania 


Lighterage and Floatage 


An important set of terminal services performed by rail 
carriers that serve ports of the United States are the lighterage, 
parge, and car-float services rendered in connection with import, 
export, and domestic freight moving to, from, or through the 
port terminals. Lighters or barges are boats or harbor craft 
used by the marine departments of the rail lines for the 
transportation of freight unloaded from or to be loaded into 
railroad cars. The rail carriers haul the freight in railroad cars 
into the terminals in the usual manner. The cars of lighterage 
freight are switched to the lighterage piers of the carriers and 
the contents of the cars unloaded. The goods are then loaded 
by railroad labor into lighters or barges owned or leased by 
the carriers for delivery to the piers of the rail carrier or of 
other carriers across the harbkor, to vessels at piers or in mid- 
stream, or to the piers of industrial concerns—the consignees 
of the freight. 

Car-floats are harbor craft fitted with railroad tracks on 
which cars are run from the rails of the carriers’ float piers 
and the cars, loaded with freight or empty as the case may be, 
are floated to the piers to which they are destined. 


Special types of floating equipment are available for certain 
classes of traffic at the larger ports. The Pennsylvania, for 
instance, which maintains extensive lighterage and floatage 
services at the ports it serves, operates several enclosed barges 
in New York harbor especially fitted to protect perishable freight 
in warm weather by refrigeration and in cold weather by heat. 
These barges are employed in lightering perishable freight for 
export or importations of perishables between the terminals of 
the Pennsylvania and steamships or piers. The carrier does not 
guarantee that barges of this type will be available in the 
numbers needed, nor does it guarantee absolute protection of 
the perishable goods. It merely undertakes, through the use 
of these specially fitted barges, to avoid loss or damage because 
of heat or cold as far as practicable. No extra charge is made 
for the protective service. 


The Billing of Freight for Lighterage 


Freight shipped to destinations where lighterage service 
is required must be billed and the cars carded to the stations 
and piers designated by the carriers performing the service as 
their lighterage billing stations and lighterage piers. In New 
York, the greatest lighterage point in the United States, the 
Pennsylvania maintains an agency, at No. 8 Broadway, to 
handle all transactions pertaining to freight that require the 
use of marine equipment in receiving or delivering the freight 
in New York Harbor. The lighterage freight is receipted to 
New York or to Manhatten Piers, New Jersey. In the Phil- 
adelphia Harbor, cars requiring floatage service by the Penn- 
sylvania are billed to Washington Avenue Wharf and carded 
to Greenwich Float Ships. Lighterage freight is billed and the 
cars are carded to Washington Avenue Wharf. 

Carload shipments for local delivery in New York or Brook- 


“lyn or for delivery to vessels at piers or in stream in New York 


Harbor, not consigned to designated stations of the Pennsyl- 
vania or to specific piers, landing places, or vessels, are re- 
quired to be billed either to Greenville or to Manhatten Piers. 
There the freight is held in cars or on piers or in the ware- 


. houses until written disposition orders are received from the 


consignees or notify parties. While the cars are held or the 
goods stored awaiting orders for delivery, car demurrage or 
storage charges provided for by properly applicable tariffs are 
assessed. The carrier, moreover, is not liable for loss, damage, 
or delay in connection with freight so held, unless it be caused 
by negligence on the part of the carrier. When the written 
delivery or lighterage orders are received from the consignee, 
freight is forwarded to any delivery specified in the carriers’ 
rules of the tariffs governing the lighterage services, including, 
usually, the float bridges of connecting carriers in the harbor. 
Form No. 1 is a typical lighterage order used by an exporter to 
arrange for shipside deliveries: 

A typical tariff rule provides, in this connection, that orders 
for floating or lighterage service will be accepted only with 
the understanding that the services will be performed with 
as reasonable despatch as conditions and the general business 
of the carrier permit. The carrier does not agree to perform 


*see Rule 21, Pennsylvania Railroad Company, F. D. No. 


‘ 3, 
= Pp C. C. No. 14300, New York Harbor Lighterage Deliveries 
aritt, 


value of the service to the shipper. 
required to state whether or not rates published by the initial 





the services at any specified time, but it does agree to make 


reasonable efforts to provide the services with the least pos- 


sible delay.’ 
Lighterage and Floatage Charges 
Lighterage and floatage services are terminal services and, 
as such, come within the scope of the general rules of the 


carriers’ tariffs which specify the services that are included 


in the line haul rates and those that are not contemplated in 
these rates. 


The tariff publishing rules of the Commission, as provided 


in Tariff Circular 18-A, require each carrier to publish, with 
proper I. C. C. number, and to post and file separate tariffs 
containing in clear, plain, and. specific terms and forms, all 


terminal charges and allowances, together with all privileges, 
charges, and rules that in anyway increase or decrease the 
The carriers’ tariffs are 


carrier from the points of origin to ultimate destinations apply. 
If such rates do apply, the application must be as of the dates 


of shipment from the points of origin. 


FORM No. 1 
(A Lighterage Order) 
AMERICAN EXPORTNG CORPORATION 


GENTLEMEN: 


PLEASE DELIVER MATERIAL SHOWN BELOW 
TOS. S LOADING AT PIER 


Shipping Point 
DATE and CAR No. 


REMARKS 
S/S Receipt .must be returned to us promptly 
THIS IS IMPORTANT 


YOURS TRULY, 
AMERICAN EXPORTING CORPORATION 


If the privileges are granted or if charges are made in con- 
connection with the rates under which the shipments move 
from points of origin, the initial carriers’ tariffs that contain 
the rates, must show also the privileges or the charges or must 
state that shipments moving under such rates are entitled to 
such privileges and subject to such charges according to the 
tariffs of the carriers granting the privileges or performing the 


_ services as lawfully on file with the Commission.’ 


A typical tariff rule—that of the lighterage regulations of 
the Pennsylvania Railroad in New York Harbor—provides as 
follows: 


The rates named herein apply from and to the tracks, stations 
or other receiving and delivering points on, or to and from pri- 
vate sidings connected with lines parties to this tariff, where the 
particular traffic is usually received or delivered, and also include 
the use of receiving and delivering facilities at such stations, 
or other receiving and delivering points, or private sidings, sub- 
ject, nevertheless, to such charges (if any) for switching, terminal 
services, storage, heater service, icing, demurrage, refrigeration 
and all other charges and any rules and regulations that may 
in anywise change, affect or determine any part, or the aggregate 
of such rates, as well as any privileges or facilities granted or 
allowed, as are, or shall be, published by any of the lines parties 
to this tariff and filed with the Interstate Commerce Commission; 
and any other charges for strictly local service or regulations 
incidental thereto, lawfully on file with the Interstate Commerce 
Commission. 

The rates will also apply to and from such tracks, stations 
or other receiving and delivering points on, or to and from private 
sidings connected with connecting lines not parties to this tariff, 
when and as designated and provided for in delivery tariffs pub- 
lished by any of the lines parties to this tariff, lawfully on file 
with the Interstate Commerce Commission. 





2Pennsylvania R. R., F. D. No. 319, G. O.-I. C. C. No. 143822, 
Rule 1. 


*For full text of rule, see Rule 10 (a), Tariff Circular 18-A, 
Interstate Commerce Commission. 
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The tariffs of the rail lines performing lighterage services 
quoting rates that include lighterage on certain articles provide 
that lighterage, barge, or floatage service will be performed free 
of extra charge within certain prescribed free lighterage limits. 
The charges for such services are included in the through rates. 
Any shipments of freight that originate at or are detsined to 
points outside of these limits pay extra rates for the marine 
delivery services. 

Beyond the free lighterage limits in New York Harbor is 
a district known as the extra towing limits. Lighterage or float- 
ing service is given to or from any pier, public landing, or vessel 
in this district. Extra towing charges are assessed for this 
service in addition to the through rates which apply to points 
within the free lighterage limits.‘ 

Shipments that originate at or that are destined to points 
beyond the free lighterage and beyond the extra towing limits 
are subject to lighterage or floatage rates that apply between 
the rail terminals in the harbor and the points of origin and 
destination beyond these limits. 


Lighterage and Floatage Limits 


Free lighterage and floatage limits are intended to embrace 
the territory that includes most of the piers and vessels where 
such services are most frequently required. The limits of the 
free lighterage zones include the heart of such harbors as that 
at New York. The Erie Railroad Company’s lighterage and ter- 
minal regulations tariff in New York Harbor, which may be 


regarded as typical, provides the following free lighterage and 
floatage limits: 


Hudson River. 
New York—Battery to 135th street. 


New Jersey side—National Storage Docks, Communipaw to 
and including Fort Lee, N. J. 
East and Harlem Rivers. 


New York side—Battery to Jerome Avenue Bridge, including 
the Harlem River side Ward’s and Randall’s Islands. 

Brooklyn side—From Pot Cover at Astoria, L. I, to and in- 
cluding Newton and Dutch Kills Creek and points in Wallabout 
Canal, and to Hamilton Avenue Bridge, Gowanus Canal to and 
including Sixty-ninth street, South Brooklyn, Bay Ridge. 

New York Bay. 


Points on the north and east shores of Staten Island, betweén 
Bridge Creek, Arlington, N. J., and Clifton, N. J., both inclusive, 
and including Shooter Island. Points on the New Jersey shore 
of New York Bay and on the Kill-oon-Kull between Constable 


a Avenue C, Bayonne, N. J., opposite Port Richmond, Staten 
sland, 


The term, “lighterage free,” is understood as meaning that 
carload shipments of articles entitled to free lighterage will be 
transported by lighters, barges, or carfloats, subject to the regu- 
lations governing the use of such harbor craft, to or from any 
pier, vessel, or public landing within the free lighterage limits 
as described in the tariffs governing the movements. Such 
services are performed without any additional charge being 
added to the rates applicable to the movement of traffic to or 
from private piers, bulkheads, or landing places and is performed 
by the carriers only when the shippers or consignees arrange 
with the owners for occupants of such piers for the use of the 


docking facilities. Such places must be accessible for use by 
floatage equipment.® 


The Erie Railroad lighterage tariff, applicable at New York, 
contains a special alternative clause giving the Erie the option 
of performing harbor deliveries by motor truck instead of light- 
ers when deliveries can be made by motor vehicles.* The clause 


®See Rule No. A-20, Erie R. R. Lighterage and Terminal Regu- 
lations, I. C. C. No. 17722. 


provides that, whenever the term “lighterage” is used in the 
tariff, the Erie, the N. Y., S. and W., and the N. J. and N. Y. 
reserve the right to have the freight trucked by the United 
States Trucking Corporation under the same rates and condi- 
tions as would apply if the freight were handled by lighters. 
This innovation illustrates the growing importance of the motor 
vehicle as a factor in the terminal handling of freight. 


Restricted Articles 


The carriers performing lighterage service exclude certain 
articles from free lighterage on account of difficulties or dan- 
gers inherent in the nature of the commodities. Such articles 
are not only not lightered, but no allowances for lighterage are 
paid on the restricted commodities. Typical restricted articles 
are:. Dangerous acids; baluster, loose; explosives, high or low; 
paving blocks, loose; brick, loose; chemicals; coal in bulk; fur- 
niture, unboxed; fruits and vegetables, in bulk; grain and grain 
products in bulk; hides, loose; lumber; minerals, in bulk; pipe, 
loose; scrap iron or steel, in bulk in small lots; box shooks, 
lcose; petroleum and its products; vehicles, unboxed or un- 
crated; bones, in bulk; cement, in bags; clay, in bulk; cotton, 
burnt; earthenware, in bulk; boats; phosphorus; oily rags; slag 





4G. O.-I. C. C. No. 14300, P. R. R.; and I. C. C. No. 17722, Erie 
R. 
‘See Rule 9, G. O.-I. C. C. No. 14300. 
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in small lots; spokes, loose; sulphur, in small lots; salt, jp 
bulk; sand, in bulk; shavings. 

In addition to the above specifically excluded commodities, 
certain general. restrictions are imposed, subject to certain 
exceptions: 


1. Articles of sizes exceeding certain maximum united outside 
measurements. These measurements are computed by adding to. 
gether the length and breadth, the two greatest dimensions of the 
packages. 

2. Pieces or articles in packages weighing more than a maxj- 
mum amount per piece. Two or three tons is a typical maximum, 

3. Articles weighing less than a certain minimum weight per 


package. Fifteen pounds is a typical minimum weight per piece, 
bundle or package. 


4. Freight in paper bags. 
Freight in bulk requiring shoveling or forking. 


Additional restrictions are made for freight to be handle 
at certain piers at which there are not facilities to handle the 
freight properly. The Pennsylvania Railroad‘s New York Har. 
bor lighterage tariff contains some typical restrictions, applying 
at its pier stations in New York and Brooklyn and the Queens. 
boro Terminal Pier stations at Long Island City, as follows: 
Freight over 20 feet in length; freight requiring open top cars; 
freight requiring a crane to load into or unload from cars: 
freight in bulk; live poultry. 

Freight falling into these classes, if lightered at all, is han. 
dled only at designated piers especially equipped to handle it. 


Floatage in Lieu of Lighterage Service 


Car float service is given, in certain cases, to carload ship. 
ments free of charge, in lieu of free lighterage service on ship- 
ments received at or delivered alongside piers or vessels in the 
harbor. A typical tariff provides that, in New York Harbor, 
such service is performed only in connection with lots of six or 
more carloads received at or destined to one harbor point. In- 
bound shipments get free floatage service only when the requi- 
site number of cars to be floated are at the rail terminals of 
the carriers in the harbors when the orders for delivery by car- 
floats are received. Contracts must not be made in advance 
for floatage delivery service at rates-including such delivery. 
The arrangements for float delivery must be made with the 
railroad that is to perform the service after the arrival of the 
goods at the railroad’s terminals in the harbor.’ 

The rule in Philadelphia Harbor provides for free floatage 
of carload freight when goods are received in lots of four cars 
or more in lots of a weight equivalent to four carloads based 
on the minimum carload weight provided for in the tariff gov- 
erning the movement. The freight must be received at or des- 
tined to one point within the floatage limits in the harbor.’ 

When shipments delivered by floats are unloaded by the 
consignees, allowances are usually paid for the service which 
the consignee performs in lieu of the carrier whose duty it is 
to unload the cars. Allowances are paid on the actual weight 
of the contents of the cars. Fifteen cents a ton, with a mini- 
mum of $2.50 a car, is a typical unloading allowance in New 
York Harbor. 


If a carfloat is used to move shipments of less than six cars 
each in New York Harbor, or less than four cars in Philadelphia, 
an extra charge is made. This charge is assessed at $11.50 a 
car for each car less than six cars floated in New York Harbor 
by the Erie and Pennsylvania tariffs referred to. The rule 
applied by the lighterage-tariffs of the Reading and Pennsylvania 
railroads in Philadelphia Harbor provides that freight in car- 
load quantities, but in lots of less than four cars, or in lots of 
less weight than the weight equivalent to four carloads, based 
on the carload minima provided for in the tariffs governing, 
pay floatage in addition to the freight rates to or from Phila- 
delphia. This extra charge for floatage is assessed at the rate 
of 3%c a hundred pounds, or 76c a ton, net or gross, depending 


on the basis on which the freight rates are made, on the dif ° 


ference in weight between the actual weight of the shipment. 
subject to carload minimum weight provided by tariff, and the 
minimum weight of four cars as prescribed by the tariff or 
classification that governs. The total charge, however, must 
not exceed 10c a hundred pounds, or $2.02 a gross or net ton. 

Thus, under the New York rule, if five cars are floated, 
containing 150,000 pounds of freight, subject to a carload mini- 
mum of 30,000 pounds, an extra charge for floatage is assessed 
as follows: 


Pounds 

Minimum for free floatage, 6 cars -@ 30,000 pounds each....180,000 
Actually floated in one lot, 5 cars @ 30,000 pounds each... .150,000 
Deficit, to be charged at $11.50 per car, 1 car............. 30,000 
eS SOT VE ETOP EES Oe CELE COE EEE $11.50 


In Philadelphia Harbor, a shipment of three cars floated at 
one time would be charged for as follows: 





TSee Erie R. R 


G. O.-L G. C No.14360, Rule 97, item 293. 
8See Reading Co., I. C. C. No. 191, item 10, Rule 2, and P. R. R., 
G. 0.-I. GC. C 14322, Rule 4, item 7 


I. C. C. No. 17722, Rule A-60, and P. R. R. 
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Minimum for free floatage, 4 cars @ 30,000 pounds 
floated in one lot, 3 cars @ 30,000 pounds 
Deficit, to be charged at 3%c per hundred, 1 car 

Floatage charge, 30,000 pounds, @ 3%c per cwt 


Actually 


. 
eeeeeeaee 
eee 


weeeee 
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If only one car were floated the floatage charge would be 


assessed as follows: 


Minimum, 4 cars @ 30,000 pounds....... 
Floated, 1 car @ 30,000 pounds......... 
Deficit, 3 cars @ 30,000 pounds.......... 

Floatage charge, 90,000 pounds @ 3%c per cwt 


CP TSR SY 120,000 pounds 


eee eee ee eee 


eee eee wee oe 


serene 


30,000 pounds 
90,000 pounds 


$31.50 


Under the Philadelphia rule, freight that pays a rate of 10c 
a hundredweight or $3.02 a gross or net ton to or from the port 
is floated in lots of four cars or more within the free floatage 


limits. 


The flooatage charge is absorbed out of the through rate. A 
deduction of 60c a net or gross ton, depending on the basis on 
which the rate is made, is deducted to cover the harbor service 
before the rate is prorated among the carriers participating in 


the haul. 
charge. 


This charge is shown on the waybill as an advance 
A rate of $1 a hundred pounds between Philadelphia 


and a point in New York state, which is normally divided equally 
between the Reading Company and the New York Central, is 
divided as follows, when floatage is performed in Philadelphia: 


GPOSS TALC «oe vsie des mee cine tees bes oh ee 


Deduction for floatage...............7. 
Net rate for’ GiVIMiOWy 6 a. sins sibs ee ew teies 
Share of each road 49c per 100 pounds. 


Normal division if no floatage service had 


been performed 


i Fee $1.00 per 100 pounds 
.02 per 100 pounds 
.98 per 100 pounds 


-50 per 100 pounds 


Shipments paying, say, 8c a 100 pounds to or from Phila- 
delphia, when floated in lots of four cars, are rated as follows: 


Actually floated, 4 cars @ 30,000 pounds 
Rate actually paid, 120,000 pounds @ 8c 


per cwt.... 
Extra floatage charge, 120,000 pounds @ 3c per cwt.... 


ait eos $96.00 


42.00 


(When shipments are rated at 10c per hundred or less.) 


Total charge haul and floatage 
Maximum charge: 

4 cars @ 

dred pounds 


ee 


$138.00 


30,000 pounds—1,200,000 pounds @ 10c per hun- 


This latter charge, the maximum, is paid in this case. 
If three cars are floated under the same arrangement, 


charges are assessed as follows: 


Actually floated, 3 cars @ 30,000 pound 


Sere eeeccces 


90,000 pounds 


Minimum for free floatage 4 cars @ 30,000 pounds. .120,000 pounds 
Deficit to be charged for at 3\%4c per hundred pounds.30,000 pounds 


30,000 pounds @ 3%c per hundred pounds 


Charges paid to port: 
90,000 pounds @ 8c per hundred pounds 
Extra floatage charge 


Total 


ee 


2 


$10.50 


Minimum total rate for free floatage 90,000 pounds @ 10c 


per hundred 


Extra floatage for freight in loss of less than 4 cars of 


minimum weight 


rt 


Maximum 4 cars @ 30,000 pounds, 120,000 pounds, at 10c 


per hundred pounds 


Sn d CWoige Fh oinin Sie eS RED alee w bis ORES $120.00 


When the rates to or from New York do not include lighter- 
age or floatage free, the additional charges for these services 
applicable to freight in carloads lightered or foated to or from 
points in the free lighterage or floatage limits of the harbor are 


added to the line haul rates. 


The charges are assessed on the 


actual weights of the shipments, but not on lesser weights than 
the carload minima prescribed by the Official Classification in 


effect at the time of movement. 


The charges added are at the 


rate of 34%4c a hundred pounds; or 76c a ton, net or gross, as 
the goods are rated, subject to a: minimum charge of $11.50 a 


car. 


Extra lighterage charges are made for articles exceeding 


three tons each in weight, and articles enumerated as restricted 








WANTED OR OPEN 


POSITION WANTED—Experienced and competent traffic man- 


ager wishes permanent position in charge of traffic work of growing 
industry or commercial organization where hard and faithful work 


will bring advancement. 


Eight years’ experience, five and a half in 


present position handling traffic for firm quoting delivered at destina- 


tion prices. 





Address N. D. R. 943, care The Traffic World, Chicago, Ill, 





FOR SALE—General tariff file comprising individual, class and 


commodity tariffs throughout the United States, including all com- 
mittee tariffs issued by Hawkes, Emerson, Glenn, Kelly, Davis, Jones 
Cotterill, Speiden, Boyd, Leland, Countiss, etc. Housed in 8 vertical 
4-drawer oak filiig cabinets (32 drawers) started 1912, kept revised 
to January, 1926, with unfiled tariffs and supplements since then. 


Address E. L. 


939, care Traffic World, Chicago, 


a a a a at rn te ne nee ee et NRE 
a 


FOR SALE—BEstablished and well equipped private traffic busi- 


ness for sale. 


of protecting clientele under existing contracts. 
Address I. C. E 


middlewest. 


Sale will be made only if prospective buyer is capable 
Flourishing city of 
. 941, care Traffic World, Chicago, Ill. 







Foreign Freight 
Forwarders 


Established. 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 


Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


‘Telephone Calvert 0300 300 Block, North Front St. 





PORTLAND, OREGON 
COLONIAL WAREHOUSE & TRANSFER CO. 


STORAGE AND DISTRIBUTION 


MERCHANDISE 


Serving many large National Distributors 
Welle or wienan for iadomeuntien ond Orhan 







FREE ONDED 


474 Everett St., or 
13th and Everett Sts. 





Merchandise Storage and Pool Car 


scgiaieessce* Distribution >.sses” 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. 





KANSAS CITY, MO. 


DENVER, COLORADO 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


ALBANY, N.Y. 


Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 





















MEMBERS AWA O.W.A 


DOERER 


SER V/CeE 


INAL 


BUILOS BETTEF E S/INES 


MERCANTILE WAREHOUSING AND DISTRIBUTING 
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articles are not contracted for with the understanding that free 
lighterage will be given.’ 

The deduction from the through joint rates allowed to the 
Pennsylvania and Erie railroads for lightering or floating freight 
that is lightered or floated free of charge within the free limits 
in New York Harbor is computed at 4c a hundred pounds, or 
80c a net or gross ton on actual weights of shipments, subject 
to minimum carload weights published in the Official Classifica- 
tion. In the case of points on certain roads, the deduction is 
made at 3c a hundredweight, or 60c a ton. A minimum allow- 
ance of $8 a car is allowed for lighterage in billing shipments 
eligible to be lightered free.’? These allowances are deducted 
before the rate is prorated, as is described above in connection 
with the prorating of new rates applicable in connection with 
lighterage and floatage in Philadelphia Harbor. 





*G. O.-I. C. C. No. 14300, Rule 71, item 239, P. R. R.; and I. C. C. 
No. 17722, Rule A-125, and A-25, Erie R. R. 


°Tbid, Rule 11, item:11, and Rule A-120, paragraphs A and B, 
respectively. 


APRIL OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I steam roads for April and the 
four months ended with April, 1926 and 1925, for the country 
as a whole, follow: 

1926 1925 
Average number of miles operated... 237,077.19 236,837.27 
Revenues: 


ND rosa. eck d din, ointn sw blald-4 Sivete 8 ps9 $ 370,024,381 $ 347,165,963 
POSER hs Pens gee ch ade Ves ce Sabo b80,640,736 c78,410,168 
PRE in. ode acy wedi a: Ain aie. «Stl cod cp So éy.0 8,015,794 8,166,033 
IE bora 6 6S nds tig oo clined o Baim .6% 12,867,133 13,483,340 
All other transportation........... 17,638,465 16,393,676 
| Pe re 9,778,083 9,439,880 
POUL TACHI Glee ccc ccc ccticc voces 1,087,358 851,316 
Joint facility—Dr................. 389,982 218,522 
Railway operating revenues..... 499,661,968 473,691,854 
Expenses: 
Maintenance of way and structures 71,931,417 68,140,897 
Maintenance of equipment......... 108,312,103 104,688,524 
EN SA tive th okie wp. o a ceinale-v ere seals 9,355,933 8,564,535 
ee ee ee RE ee Pee 176,378,773 171,738,275 
Miscellaneous operations.......... 4,498,931 4,103,582 
Ee TE ER eS 15,630,171 14,447,760 
Transportation for investment—Cr. 1,274,248 906,311 
Railway operating expenses..... 384,833,080 370,777,262 
Net revenue from railway operations 114,828,888 102,914,592 
Railway tax accruals..........ssce.% 30,188,496 28,166,558 
Uncollectible railway revenues...... 157,286 146,498 
Railway operating income....... 84,483,106 74,601,536 
Equipment rents—Dr. balance..... 6,485,514 6,376,562 
Joint facility rent—Dr. balance...... 1,715,963 1,759,652 
Net railway operating income... 76,281,629 66,465,322 
Ratio of expenses to revenues (per 
TE 3c Schad. 6 484 Vd: * pened ele a oie 77.02 78.27 
FOUR MONTHS 
Average number of miles operated.. 237,059.47 236,815.96 
Revenues: 
ha PR Sree ee Pee ee $1,459,065,701 ws grt ett 
PUNONINI «Diag i2 a Gl ale Gidfune-0i op ig-o-w, 66k 0.0 €329,518,630 £324,325,971 
NE cio Oe Wa4:-5 e'uaace Welarnb ey Caldew Cats 31,705,152 32,173,985 
IT Te rs een ee eee 45,039,169 45,577,427 
All other transportation........... 64,549,825 62,878,799 
ES RES SE RE ea Cee eee 38,705,981 37,322,151 
voint facility—Cr... os. ccc cc tene 4,262,591 3,480,392 
MONG. SOIC Sm EIT, ccc cc caescseens 1,531,921 851,580 
Railway operating revenues..... 1,971,315,128 1,900,563,881 
Expenses: 
Maintenance of way and structure 256,225,999 241,172,401 
Maintenance of equipment........ 427,549,175 423,619,882 
REE Sed ets ak be eeigis aa news 36,436,168 33,687,110 
PPIITEMEIO 3 sc eos cece bees ees o 725,343,405 718,442,502 
Miscellaneous operations.......... 17,903,596 16,676,320 
STR, SS RS er eae a 61,307,721 57,596,241 
Transportation for investment—Cr. 4,220,822 3,368,533 
Railway operating expenses..... 1,520,545,242 1,487,825,923 
Net revenue from railway operations 450,769,886 412,737,958 
Railway tax accruals... .......cesee. 117,878,918 110,479,747 
Uncollectible railway revenues..... 555,614 542,061 
Railway operating income....... 332,335,354 301,716,150 
Equipment rents—Dr. balance....... 24,938,367 23,727,990 
Joint facility rent—Dr. balance...... 7,529,915 6,892,583 
Net railway operating income... 299,867,072 271,095,577 
Ratio of expenses to revenues (per 
Silos dn: o's bc epee oa Pe bk a 77.13 78.28 


b Includes $3,180,967 sleeping and parlor car surcharge. 
c Includes $2,983,296 sleeping and parlor car surcharge. 
e Includes $13,103,280 sleeping and parlor car surcharge. 
f Includes $11,815,243 sleeping and parlor car surcharge 


GREAT NORTHERN GUARANTY, ETC. 


The Great Northern has been overpaid to the extent of 
$1,222,668.21 on account of the guaranty for the six months after 
the end of federal control, according to a certificate issued to the 
Secretary of the Treasury by the Commission. The certificate 
set forth that the Commission had found that $11,170,214.02 was 
the amount necessary to make good the guaranty to the Great 
Northern; $31,418.88 to the Farmers’ Grain & Shipping Company, 
and $75,698.89 to the Watertown & Sioux Falls Railway Com- 
pany. It stated further that the Great Northern had been paid 
on behalf of itself and the other companies mentioned a total 
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of $12,500,000 in advances and partial payments. The difference 
between the total amount found due and the amount paid oyt 
was $1,222,668.21. : 

In its formal report in the Great Northern guaranty case, on 
argument and further consideration, the Commission stated that 
in the original report in the proceeding it had found that the 
carriers were overpaid to the extent of $1,321,112.69. The car. 
riers asked for reopening and argument, which were granted. 

The Commission said the Great Northern’s principal conten. 
tions concerned the Commission’s action in fixing an amount to 
be included in operating expenses for maintenance of way and 
structures and of equipment in the guaranty period. The Com. 
mission set forth in a detailed manner the contentions of the 
Great Northern and the Commission’s views in cases heretofore 
decided touching on the points in issue. 

The Great Northern in one of its contentions claimed that 
there were included in the railway operating income accounts 
of the carrier for the guaranty period, as credits, items amount- 
ing to $121,932.80, which should have been credited in the ac- 
counts of the Director General of Railroads. The Commission 
found that the amount due the Great Northern under the guar. 
anty, in respect of such items, should be increased by $98,444.48, 
and the former certificate was corrected accordingly. 

The Commission ruled against a contention of the Great 
Northern denying the authority of the Commission to question 
the correctness of its certificate of March 1, 1921, in the amount 
of $6,000,000 as a partial payment on account of the guaranty, 
Insistence upon absolute insurance against overpayment would 
have defeated the purpose of the guaranty section, the Commis- 
sion said, adding that if it had construed the statute too liberally, 
the carriers had received the benefit. With the exception as to 
the increase of $98,444.48 in the amount found due the Great 
Northern, the Commission affirmed the findings of its previous 
report. The amount due the government because of overpay- 
ment was found to be $1,222,668.21. The Great Northern claimed 
a total of $16,387,850.61 under the guaranty. 

In the case of the Northern Pacific and affiliated companies, 
the Commission affirmed the findings in the original report in 
the case. The amount found due the carriers in this case, under 
the guaranty, was $10,905,094.80, and the amount overpaid, 
$1,269,905.20. The carrier contended that the amount found due 
under the original report should be increased by $1,740,530.66. 
Issues similar to those in the Great Northern case were involved 
in this case. 

In the case of the Chicago, Indianapolis & Louisville, the 
Commission affirmed the findings in the original report in which 
it was found that the amount necessary to make good the guar- 
anty to the carrier was $1,076,515.05, that payments of $1,275,000 
had been certified, and that $198,484.95 was due the United 
States because of overpayment. The carrier claimed an addi- 
tional amount under the guaranty of at least $357,849.93. The 
issues in the case were similar to those in the Great Northern 
and Northern Pacific cases. 


FREIGHT CLAIM MEETING 


The big reduction that has taken place in the last few years 
in claims resulting from loss and damage to freight shipments 
and the prompt settlements that the railroads are now making 
of such claims have helped to bring about a marked improve- 
ment in the public relations between the shipping public and 
the railroads, R. H. Aishton, president of the American Railway 
Association, told the annual convention of the freight claim 
division of the American Railway Association at Norfolk, Va., 
June 15. This-was the 35th annual session of that organization 
and delegates representing the principal railroads in the United 
States, Canada, Mexico and Cuba were present. 

Through the work of this organization in cooperation with 
the carriers and the public, freight claims paid by the Class I 
railroads of the United States alone, growing out of loss and 
damage to freight shipments have been reduced, according to 
Mr. Aishton, from $120,000,000 in 1920 to $36,760,000 in 1925. 
This excludes claims paid by Canadian and Mexican roads. In 
part, Mr. Aishton said: 


Outside of the money involved I think there is a feature 
in connection with this work that is of even more value than 
the financial aspect and even more important to the railroads, 
and that is the improvement in public relations that you have 
helped to establish. 

Throubh your freight claim conferences throughout the coun- 
try, cooperation has been effected with shipping organizations in 
every territory regarding claims and prevention matters. You 
have done yeoman service on work parallel with the lines so suc- 
cessfully established through the various Shippers’ Regional Ad- 
visory Boards and their contact with the railroads and with the 
car service division of the American Railway Association regard- 
ing car service matters. 

One of the big factors in the better public relations now 
existing is not only the record that has been made in amounts but 
also in this matter of prompt settlement of claims. For the first 
time in five years, the last two months in i925 reported ninety 
per cent of all claims settled within ninety days. The good will 
established by such a record is of untold value. 

The police departments of the various railroads of the United 
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Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. Phila ja, Pa. h, Pa. Norfolk, Va. 
39 South St. Drexel Bidg. Oliver Bidg. Law Building 
And at our Branch Offices at ports of cail, etc. 


pAcl Fics 
CED 


LE LI 
SAILING EVERY SECOND SATURDAY 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 
THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 
THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 
Ares & HOYT, INC., Pacific Coast weg «meted 
430 Sansome cage rancisco, Calif. 
KENNEDY, General Western Agent 
106 Decree Eachanee Building St. Louis, Mo. 
YY ROGERS, ay age Agent 
715 Straus Bldg Me p South Michigan Chicago, Illinois 


WORLD 


Increased 


Tonnage 


xk & 


‘PORT HOUSTON 


S| HE official organ of the Port 
Commission. Tells a stirring 
story of progress at the port 
of Houston. It contains valu- 

able data—tariffs—maps—pictures 
of the improvements at the port. 


“Port Houston” should be on the 
desk of every executive who is con- 
cerned with shipping into the South- 
west or out of the Southwest. 


Send for a copy of “Port Houston” 


‘ TODAY. 


IT IS FREE 


+ ee ear 


Address 


The Director of the Port | 


5th Floor Courthouse 
HOUSTON TEXAS 
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States have also done remarkably good work. Despite reports of 
~a cfime wave in the United States, loss from theft and robbery 
of freight shipments in 1925, were the lowest on record, amounting 
to $1,492,451 compared with $12,875,000 in 1920. 
The elimination of delays, keeping freight moving, the effi- 
ciency and cooperation of.the police departments themselves, bet- 
ter packing and crating of freight and a number of other factors 


enter into this reduction of freight claims and are entitled to 
their share of the credit. 


In a summary of the report of the committee on freight 
claim prevention, the association said: 


Freight claims paid by the railroads in 1925 totaled $38,772,097. 
This was a reduction of $9,490,446 or 19.7 per cent below those 
paid in 1924 and $10,768,280 or 22 per cent below 1923. It.also 
was approximately 68 per cent below the total loss and damage 
bill of the railroads in. 1920. 

For each dollar of freight revenue received by the railroads 
in 1925, eight-tenths of a cent was paid out in loss and damage 
claims. This is the lowest rate per dollar of freight revenue that 
has ever been reported since 1901 when it was seven-tenths of a 
cent. Since that year the average has fluctuated, reaching as high 
as nearly three cents out of each dollar in 1919. 

One important bit of evidence as to the part efficient trans- 

“portation service has played in bringing about a reduction in 
loss and damage claims to the benefit of the shipping public 
is the reduction that has taken place in losses due to delay of 
freight shipments. Claims attributable to this cause in 1925 
amounted to $4,365,009, a reduction of nearly 43 per cent com- 
pared with 1924. 

Less freight is being stolen on the railroads each year. From 
a total of $9,924,747 in 1921, freight robberies were reduced to 
$1,492,451 for 1925. This was a decrease of 34 per cent com- 
pared with 1924, 

Due to a better condition of railroad equipment, there was 
also a reduction of more than $700,000 in 1925 compared with the 
preceding year in the amount of claims paid as a result of defec- 
tive and unfit equipment. 


Efforts to bring about a continued reduction in loss and 
damage claims are being made not only by the freight claim 
division of the American Railway Association but also by the 
freight container bureau of that. association in cooperation with 
the Department of Commerce and various shippers’ organizatidns. 
The freight container bureau as well as the freight claim divi- 
sion are paying particular attention to an educational campaign 
among manufacturers with a view of demonstrating to them the 
advantages that come from a more scientific method of packing 
and crating freight shipments. 


Claims growing out of loss and damage to eggs cost the rail- 
roads $671,512 in 1925, but representatives of the egg trade, pack- 
ing supply manufacturers and carriers, for instance, are conduct- 
ing extensive tests with a view of evolving a better method of 
packing and loading eggs, which, it is hoped, will substantially 
reduce the number of such claims in 1926. This is also true of 
furniture, clay products and many other industries. 


In the matter of shipments of fresh fruit sand vegetables, 
inspection service at origin and destination shows a need for 
corrective methods to overcome field and orchard diseases in 
order to insure that only sound and healthy fruit is placed in 
cars for shipment. Plans are being developed for closer cooper- 
ation with the U. S. Bureau of Plant Pathology to promote an 
extended educational service that should be helpful to every 
grower. The inspection data developed by the railroads and fur- 
nished to that Bureau should aid in the prevention of field diseases 


and thereby prove of mutual benefit to shippers, carriers and 
receivers of freight. 


AISHTON ON REGIONAL BOARDS 


Largely through the work of the Shippers’ Regional Ad- 
visory Boards, an enlarged measure of co-operation has been 
developed between the public and the railroads that has brought 
about a new economic plane for business relationships of the 
future, according to R. H. Aishton, president of the American 
Railway Association. 


Addressing the annual convention of the Freight Station 
Section of the American Railway Association in Detroit, June 17, 
Mr. Aishton said, in part: 


One of the outstanding examples of this new era in public re- 
lations between the public and the railroads is what are known as 
the shippers’ regional advisory boards. These organizations are pro- 
ductive of the greatest cooperation and coordination between the rail- 
roads and the public, having to do with service matters where the 
shippers, the railroad people and other interests sit around the table 
and discuss their common problems. These boards have practically 
ended the necessity for settling problems before state and federal 
regulatory bodies, thereby keeping the government out of business, 
and have opened the avenue for the settling of problems in a co- 
operative way. The result of all this*has been highly successful to 
the Cig noms the public and the railroads alike. 

e have found in this realm of cooperation a new economic 
#plane for business relationships of the future. We have adjusted our 
post-war difficulties for the most part. From them we are realizing 
one great lesson—namely, the essential unity of our national busi- 
.. ness. We have thus entered into a new cycle of progress—-a period 
which calls for the most’ sympathetic bond of interest between all 
elements of our industrial life and between every territory of the 
-nation. We might characterize this growing need as emphasizing 
the necessity for greater enforcement of the so-called “law of co- 
operation.” No one district of the country and no single group of rail- 
roads can live and prosper unless we make this law of paramount 
consideration. There is a place no doubt where the law of coopera- 
tion may fail, in which case we fall back on the law which is abso- 
lute; but for the future we must measure our social and economic 
advancement by the effort which we exert in enforcing the voluntary 
relationship between individuals and communities and discouraging 
aggravated emergencies which necessitate regulation by the positive 
law. As applied to the railroads and all those interested in their pros- 
perity and the contribution which they make to the advancement 
of each district of this country, we must accept this differentiation 
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between cooperative and statutory law as a foundation for this ney 
association. 


The railroads serve everyone. It is, therefore, proper that they 
should be the hub around which these voluntary associations of jp. 


dustry and agriculture may build a permanent, closer and friendly 
relationship. 


You used to hear about car shortage. You haven’t heard about 
such a thing for the last three years. You haven’t heard about cop. 
gestion; you have heard practiealiy nothing regarding delays. Yo, 
have heard, on the other hand, a great deal about the fine character 
of the service, its effect on the commercial, financial and industria} 
life of the country, and as a result of it you have seen a public ap- 
preciation of what the railroads are doing that is being reflected jp 
a great many ways. As time goes on, it is my judgment that jf 
there is a better understanding established as between the various 
groups or classes of society and the public service corporations sery-. 
ing them to the end that a mutual interest will be established, 
lot of uncertainties and inequities that have been the fate of the 
railroads in the past will disappear. 


INDIANA COAL RATES 


Representative Greenwood, of Indiana, under extension of 
remarks in the Congressional Record of June 15, discussed 
freight rates on coal from Indiana mines as compared with the 
rates from Kentucky and West Virginia mines, declaring that 
the Indiana mines were discriminated against under the present 
relationships. 


Mr. Greenwood said that the Commission had performed a 
great service and had constantly a large volume of business 
upon which to pass and that if “there be criticism of the Com. 
mission, it is the slowness of action in the adjustment of rates 
when the preservation of business and its very life is at stake.” 

“There is also too much reluctancy on the part of the Com- 
mission to set aside a former finding and modify rates,” he con- 
tinued. “Economic conditions change swiftly and the Commis. 
sion moves slowly. In the meantime a business like the great 
bituminous coal business goes into bankruptcy in one section 
while it is waiting for the Commission to establish just and 
equitable freight rates. The Interstate Commerce Commission 
can not abide by its decisions as precedents like the Supreme 
Court. It should hasten to change a precedent and establish 
new rates when one competitive field is absorbing much of the 
business at the expense of another.” 


Mr. Greenwood then asserted that, under the present adjust- 
ment of coal freight rates, the states that lay south of the Ohio 
river were greatly favored as against the states north of the 
Ohio river, especially when the shipments were made to lake 
ports and competitive markets of the Northwest. He said the 
result was that Kentucky and West Virginia coal operators were 
getting more than a fair share of the business and at the ex- 
pense of the fields north of the Ohio. He said the situation 
should be speedily remedied if the Commission desired to pro- 
mote justice and maintain it as between citizens and communi 
ties. As to wages, Mr. Greenwood said: 


Another handicap which the Indiana mines have to suffer is that 
Indiana operators are paying for coal mining under the wage adust- 
ment and working conditions of the Jacksonville agreement, while 
the Kentucky operators are working non-union men under a lower 
wage agreement. I believe in collective bargaining, and I praise the 
operators of Indiana for endeavoring to pay their workers a living 
wage and trying to hold up the standard of living among the wage 
earners of the mining industry, thereby trying to lift this industry 
to an equality with other industries. The Kentucky industry is not 
doing this, and hence are mining their coal with cheap labor. In 
addition to this, the freight rates are penalizing the Indiana operator 
and destroying his capacity to pay these union wages and sell his 
coal in the competitive market along with the cheaper non-union- 
mined coal of the Kentucky and West Virginia fields. 

This spirit of fairness of the Indiana operator should be en- 
couraged and the Interstate Commerce Commission should adjust 
upon a fair basis the freight rates, so that he can operate his mines, 
pay the betcer wage, meet competition, and survive. These rates 
by maladjustment should not be-such that they will drive the fair- 
minded operator out of business and let the non-union operator, pay- 
ing the more meager wage, enjoy transportation favoritism and 
prosper at the expense of the operator who pays the union wage. 


Mr. Greenwood said the maladjustment in the rate structure 
arose largely from the fact that, since 1915, the rates from the 
Indiana mines had been increased “out of all reason compared 
to the rate increases from the mines in other:states.” He said 
that, since 1915, the level of all freight rates in the United States 
had been increased less than 60 per cent but the rates from the 
Indiana mines to Chicago had been increased 107 per cent, and 
to some of the markets, in excess of that figure. In the same 
period, he said, the rates on competing coals had sustained 4 
decidedly less percentage of increase. To illustrate, he said, 
the rates from the mines in West Virginia and eastern Kentucky 
had been increased but 60 to 62 per cent, and from western 


Kentucky, 25 per cent from group 1 and 49 per cent from group 
2 mines. 





G. M. & N. CAR MILEAGE RECORD 
The Gulf, Mobile and Northern set a new record when its 
box cars, flat cars, coal cars, stock cars, and all others traveled 
47.8 miles a day in May. Excluding bad order cars, the mileage 
was 50.2. In April, the best previous month, the figures were 


44.1 miles for all cars, and 46.2 miles a day, excluding bad order? 
cars. 
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Fast Freight Service 


Between 


COLUMBUS, OHIO 


5000 Miles of Electric Railway 


Territory in Ohio-Indiana-Michigan 


Overnight Service 
Springfield, Dayton, Lima, Toledo, Ft. Wayne, 
Indianapolis, Newark, Zanesville, Urbana, 
Bellefontaine, London. 
2nd Day 
Cincinnati, Hamilton, Middletown, Sandusky, 
Findlay, Fostoria, Norwalk, Troy, Piqua, Muncie, 
Richmond, Connorsville,. Anderson, Crawfordsville, 
New Castle, Logansport Martinsville, Detroit, 
Monroe, Wyandotte. 
3rd Day 
Terre Haute, Lafayette, Warsaw, South Bend, 
Kendallville, Waterloo, Seymour, Louisville. 
4th Day 


Jackson, Lansing, Battle Creek, Kalamazoo, 
Grand Rapids, Muskegon. 


The “IC&E” and “Southern Ohio” 


Traction Lines 


Columbus Freight Terminal 
ADams 6221 Town and Third Streets 
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, United American 


Lines 
INTERCOASTAL SERVICE 


Regular Fortnightly Sailings of Cargo Steamers 
to 


Los Angeles Harbor, San Francisco, 
Oakland, Portland and Seattle 


From From From 
New York Baltimore Savannah 
HANNAWA 22 
MYSTIC 6 
ELEANOR CHRISTENSON.... July 20 
PETER KERR » 8 
EASTERN KNIGHT....,...... . Ee 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 6, New York Docks, Brooklyn, N. Y. 


A dependable service at differential rates 


Goods for Hawaiian Islands trans-shipped at Los Angeles Harbor 
without rehandling (connecting carrier loads at same wharf) by 
the fast passenger steamers of the 

LOS ANGELES STEAMSHIP COMPANY 
with which excellent connections are made. 


Joint Service with 


HAMBURG-AMERICAN LINE 


Passenger and Cargo Steamers 


NEW YORK TO HAMBURG 


*Westphalia +Deutschland 
Albert Ballin +Cleveland 
Resolute Reliance 
*Thuringia THAMBURG 
tRefrigerator accommodations. *Via Boston 
Steamers sail from Pier 86, North iver, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


Sachsenwald (via Baltimore and Hampton Roads) 
Altmark (via Baltimore and Hampton Roads) 


P BALTIMORE TO BREMEN AND HAMBURG 


Sachsenwald (via Hampton Roads) 
Altmark (via Hampton Roads) ...+.........cceceeeesecees 


NORFOLK AND NEWPORT NEWS TO BREMEN 


Sachsenwald 
Altmark 


GALVESTON TO BREMEN AND HAMBURG 
’ §.8. KYPHISSIA 


ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 
ANTWERP AND UNITED KINGDOM 


Through Bills of Lading via Hamburg issued to all Scandinavian 
and Baltic Ports, also to Mediterranean, Levant, 
Black Sea and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: : 
327 S. La Salle St., Phone Wabash 6683 
BRANCH OFFICES: 


4038 Jenkins Arcade Bldg. 
1003 Rockefeller Bidg. 


LOS ANGELE 
NEW ORLEANS 
NORFOLK Dichmann, Wright & Pugh, Inc. 
t) Sudden & Christenson 
Dichmann, Wright & Pugh, Inc. 
Columbia Pacific Shipping Co. 
Sudden & 
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BIG ROAD FIGURES 


Class I roads having annual operating revenues above $25,- 
000,000 had an aggregate net railway operating income in April 
of $66,193,435, a compared with $56,842,964 in April, 1925, and 
of $254,705,202 for the four months ended with April, as com- 
pared with $229,815,739 for the same period of 1925, according to 
the Commission’s monthly statement on operating revenues and 
operating expenses of large steam roads. 

For April, 1926, and 1925, the figures covering revenues, ex- 
penses, net railway operating income and operating ratio were 

















































as follows: 
Net Oper- 
railway ating 
Operating Operating operating ratio 
Total—Roads reported: revenues expenses income am . 
1926 .$423,889,203 $325,985,750 $66,193,435 76.9 
1925 400,334,874 313,580,273 56,842,964 8. 3 
New England Region: 
Boston & Maine— 
1926 6,667,599° 4,979,466 1,177,102 74.7 
1925 6, 474, 507 5, 132, 491 847,954 79.3 
New York, New Haven & Hartford— 
1926 11,285,557 7,990,642 2,317,252 70.8 
1925 10,855,444 7, 854, "692 2,052,544 72.4 
Great Lakes Region: 
Delaware & Hudson— ; 
1926 3,974,046 2,822,696 1,040,846 71.0 
1925 3, 559, 517 2; 835, 886 608,299 79.7 
Delaware, Lackawanna & Western System— 
192 ony 274 5,200,599 1,722,989 69.5 
1925 533,699 5,414,556 1,551,875 71.9 
Erie (including Chicago & iirie 
1926 10,10 122 8,251,017 1,215,096 81.7 
1925 9/54 643 7,392,780 1,511,295 177.4 
Lehigh Valley— 
1926 6,861,946 4,787,120 1,500,649 69.8 
1925 6,499,918 4,715,479 1,304,983 72.5 
Michigan Central— 
1926 7,946,302 ote 1,933,074 67.5 
1925 7,376,103 5,192,600 1,797,668 70.4 


New York Central Gostadtng Boston & Albany)— 


,318 24,240,617 5,285,617 76.1 
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1998 30, 897, gg 22) 646, 131 5,214,021 74.5 
New York, Chicago $i * 
1 358,5 998 3,246,592 921,119 71.2 
i928 4, "366, "301 3,260,661 790,151 74.7 
Pere Marquette— 
1926 3,757,002 2,669,410 699,260 71.1 
1925 3 208, 012 2,475,552 502,406 77.2 
Pittsburgh & Lake Erie— 
1926 2,583,865 2,184,292 619,828 84.5 
1925 2,568,401 2,024,564 706,783 78.8 
Wabash— 
1926 5,689,363 4,329,436 736,065 76.1 
1925 5,429,620 4,283,642 625,374 78.9 
Central Eastern Region: 
Baltimore & Ohio— 
1926 19,300,144 14,812,400 3,304,236 76.8 
1925 18,233,554 14,311,244 2,654,468 78.5 
Central of New Jersey— 
1926 5,117,127 3,459,935 1,102,027 67.6 
1925 4, 614, 660 3,373,652 735,328 73.1 
Chicago & Eastern Illinois— 
ton 2,044,236 1,876,121 *87,360 91.8 
925 1,900,527 1,698,172 *26,809 89.4 
Cleveland, Cincinnati, Chicago os St. uis— 
1926 7,4 51 5,617,442 1,303,827 765.4 
1928 6, 897, ‘970 5,199,421 1,122,969 75.4 
Elgin, Joliet & Eastern— 
1926 2,207,633 1,460,013 467,142 66.1 
1925 2,183,019 1,536,971 355, 735 70.4 
Long Island— 
3 1926 3,109,645 2,460,393 294,788 79.1 
1925 2,829,411 2,317,910 325,940 81.9 
Pennsylvania— 
1926 655,417,842 44,066,305 a a 103 79.5 
1925 52,706,714 42,322,124 2:982 80.3 
Reading— 
1926 8,299,774 6,059,128 1,883,939 73.0 
1925 7,767,914 5,979,799 1,572,363 77.0 
Pocahontas Region 
Chesapeake & “Ohio— 
192 9,672,430 7,266,473 2,103,356 75.1 
igae 9,136,241 7,104,593 1,863,907 77.8 
Norfolk & wees 
1926 8,613,640 5,545,898 2,614,319 64.4 
1925 7,246,552 5,238,668 1,538,101 72.2 
Southern Begien: 
Atlantic Coast Line— 
1926 9,060,340 6,222,362 1,772,774 68.7 
1925 8,380,764 5,299,327 2,172,845 63.2 
Central of Georgia— 
1926 2,572,594 2,039,588 370,248 79.3 
1925 2,459,334 1,876, 318 411,204 76.3 
Iilinois Central— : 
1926 12,495,598 9,921,427 1,778,684 79.4 
1925 11,679,999 9,319,238 1,606,369 79.8 
Louisville & NashvihHe— 
1926 11,425,179 9,203,504 1,755,501 80.6 
1925 10,567,590 8,657,018 1,453,141 81.9 
Seaboard Air Line— 
1926 5,778,721 4,258,096 936,774 73.7 
1925 5,183,863 . 3,891,579 826,173 75.1 
Southern— 
1926 13,033,615 9,196,249 2,785,013 70.6 
1925 12) 221, 292 8,662,171 2,650,292 70.9 
Yazoo & eater, Valley— 
1,765,764 1,454,510 116,675 82.4 
1928 1. 711, 422 1,324,092 218,739 77.4 
Northwestern Region: 
Chicago & North Western— 
1926 11,596,596 9,767,230 997,027 84.2 
1925 10,889.05 9,415,932 654,737 86. 4 
1926 12,234,347 10,709,727 448,167 as 
1925 11,740,479 10,595,891 54,904 
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= a Oper. 
Operating posto operating Te 
; ae “tee come % 
Chicago, Milwaukee 
cago, Pa ae & Omaha— 
—_ 34 a 926 038,776 1,696,086 173,267 83.9 
1925 1, 361, 1282 1 "664,926 35,626 889 
Northern— 
basses: 1926 7,485,546 . 6,157,150 699,159 g23 
1925 , 3 312, 926 5, 954, 118 698,322 g14 
Minneapolis, St. Paul . Sault Ste. Marie— 
a2 1926 3,610,288 2,958,441 339,847 819 
- 1925 3, "584,474 2, 825, 193 428,985 788 
Northern Pacific— 
se 1926 7,459,141 5,908,160 1,320,960 799 
aaa =F §,889.89 896 one 785 773,917 85.0 
Oregon- Washington 
* tea” “S268 73 wide 8 412 118,064 835 
1925 1, 931, 934 816,095 *137,370 94.9 
Cen Te an Site ¥ 
chison, Tope eo 
- be 14,873,020 11,559,021 2,232,339 77.7 
pe 1925 14,273,197 11,713,115 1,500,790 821 
Chica, & ton— : 
- 1926 2,427,585 «1,998,069 170,708 823 
aes Barings 1s, 9 —_e 1,792,074 213,837 79.7 
cago, Burlington uincy— 
” 1926 12,442,478 9,275,542 2,150,993 745 
1925 11, 438, 998 9,242,577 1,242,318 80.8 
Chicago, Rock Island & Pacific— 
1926 9,617,848 8,187,572 452,580 85.1 
1925 9, 448, 005 »882,694 655,767 83.4 
Denver & Rio Grande Western— 
uae 2,397,497 1,872,512 410,785 781 
1925 2; 230, ‘521 1,669,690 427,642 74.9 
Oregon Short Line— 
1926 2,722,410 2,127,822 280,385 78.2 
1925 2,288,492 6,176 87,328 84.2 
Southern Pacific-Pacific Lines— 
1926 15,834,052 12,090,833 2, eon 702 764 
1925 15,530,941 12,476,959 3,982 80.3 
Union Pacific— 
1926 8,023,782 6,020,914 1,203,724 15.0 
1925 7,019,400 5,011,741 1,290,123 71.4 
Southwestern Region: 
Galveston, Harrisburg, & San Antonio— 
1926 2,276,792 2,121,019 *14,877 93.2 
1925 2° 350,516 2° 127,408 52,638 90.5 
Gulf, Colorado & Santa Fe— 
1926 1,924,273 1,840,941 119,452 95.7 
1925 1,935,249 1,913,587 187,652 98.9 
Missouri-Kansas-Texas— 
1926 2,613,224 1,772,979 656,817 67.8 
1925 2,720,209 1,715,564 782,936 63.1 
Missouri-Kansas-Texas of Texas— 
1926 1,562,211 1,271,519 91,333 814 
1925 1,690,218 1,366,884 88,576 80.9. 
Missouri Pacific— 
1926 10,735,535 8,465,622 1,398,576 78.9 
1925 10,118,236 8,176,322 1,147,696 80.8 
St. Louis-San Francisco— 
1926 7,014,646 5,114,022 1,603,534 172.9 
1925 6,691,227 ,938,086 1,446,520 73.8 
Texas & Pacific— 
1926 2,604,499 2,197,281 189,852 84.4 
1925 2,602,586 »125 204,242 84.6 


The corresponding figures for the four months ended with 


April, 1926, and 1925, follow: 


Operating 
revenues 
Total—Roads reported: 


Net 
railway 


Oper- 
ating 


Operating operating ui 


expenses 


1926 1,668,201,975 1,288,419,828 
1925 1, 606,456, 855 1,260, 020, 647 


¢ 


New England Re owed 
Boston & M 
1926 26,172,051 20,129,509 
1925 25,918,214 21,264,605 
New York, New Haven & Hartford— 
1926 42,348,622 31,706,988 
1925 41,372,435 30,998,435 
Great Lakes Region: 
Delaware & Hudson— 
1926 12,831,351 10,872,170 
1925 44, 12,1 186,880 
Delaware, Lackawanna & Western System— 
ae 25,739,90 19,622,005 
1925 28,304,206 21, 563, 725 
Erie (including Chicago & er 
| 1928 37067'969 | 31'16659683 
Lehigh Valley— 
1926 22,831,313 18,836,551 
1925 24,698,327 19,187,279 
Michigan Central— ‘ 
ieee Hg Mia = 20,992,175 
20, 295, 048 
New York Central Gncluain in Tee & Albany —_ 
724,00 y 96,748,932 
ipa iis" 523, 156 91, 869, "475 
New York, Chicago & St. Louis— 
iis intouts | URE 
Pere Marquette— 
ies ASS get 
Pittsburgh & Lake Erie— 
1 10,919,491 8,868,556 
1925 11,208,300 792,346 
Wabash— 
1926 22,341,598 16,875,563 
1925 21,558,687 16,913,815 
Central Eastern Region: 
Baltimore & Ohio— 
1926 76,089,425 59,994,979 
1925 172,214,551 58,319,199 


income 


254,705,202 
229,815,739 


3,900,266 
2,720,927 


6,938,848 
6,869,313 
1,331,048 
1,995,542 


4,048,374 
4,548,518 


3,055,453 
3,575,629 


* 2,288,895. 
3,716,471 


7,344,189 
6,527,030 


19,124,055 
17,566,041 


3,461, ose 
3,372,50 


2,834,076 
2,103,191 


2,931,878 
3,214,272 


3,126,787 
2} 591,270 


11, 481, 151 
9, 194, 942 


11.2 
78.4 


76.9 
82.1 


74.9 
74.9 
84.7 
83.8 


76.2 
76.2 


84.5 
84.1 


82.5 
11.1 


68.3 
71.5 


71.6 
71.5 


71.9 
73.5 


70.7 
71.2 


81.2 
78.4 


75.5 
78.5 


78.9 
80.8 





4 
a 


BEF 


00 08-3 =300 c900 oo 
ss Ste Gore ee 33 3 Pd 


940 


| Te 
| 82.1 


} 82.3 
79.7 


145 
; 80.8 


85.1 
83.4 


» 18.1 
| 749 


» 78.2 
} 84.2 


; 764 
: 80.3 


) 

L 75.0 

} 114 

93.2 
90.5 


» 95.7 
» 98.9 


67.8 
5 63.1 


81.4 
5 78.9 
> 80.8 


72.9 
73.8 


» 84.4 
» 84.6 


with 


Oper- 
ating 
ratio 


g  17.2 
> 78.4 
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CHICAGO PANAMA MAIL S.S.CO. 
JOS. STOCKTON TRANSFER CO. | i ities risers palaae 


From=—SAN AND LOS ANGELES 
1020 South Canal St., near Taylor St. To—HAVANA AND NEW YORK 
Teaming of Every Description—City Delivery Service EASTBOUND SAILINGS 


Tale Mm Ot: lulel-lo ME OIE Saat 10h dela 
TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. »S. VENEZUELA........... 
ST. a —— 

GEOGRAPHICALLY % 
LOCATED TO RENDER 
DISTRIBUTORS = 
DISTINCTIVE WAREHOUSE = 
AND FORWARDING 


EMMERIDITH CO, 


veces eh a a4 s Loy 
R ps Mdse. oars leasied 

every shipment 
over 16 different routes~ 


R.A.SIDING . SHOAT HAUL TO ALL DEPOTS 









Acajutla, La 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa. 
Cristobal (Panama) and Buenaventura. 
Trens-Shipment at Penome for South American end European Ports 











2 Pine Street, Francisco, Cal. 
10 Hanover Sq., Man YOIeY,  Ga0 Se Sucte St, Loe Angeles, Cal. 

































ST. PAUL, MINNESOTA 







**To Serve the Northwest’’ 


ST. PAUL TERMINAL WAREHOUSE CO. 
Storage of Merchandise — Pool Car Distribution 


Licensed by and bonded to the State of Minnesota 





SOUTH BEND, IND. 


1,500,000 SQUARE FEET | | WARNER WAREHOUSE CO. 


Modern Fireproof aio yng Ch Angeles and at the Port 
es 
Free and U. 8. Conia Destit Setinas Merchandise Storage and Distribution 


ap digngrtbentincxs New York Central Siding—Free Switching—Pool Car 
Storage — Facwieding — Distribution — Cartage Distribution—N. Receipts Issued. 


Space Leased for Private Warehouse, Office and oer 
Desk feoee “with Desk and Office oe 
Cotton Pressed to High Dens 


We can serve you in some port Fug and waald uggest that you 


complete your file by requesting the rates for our specialized service. A | ACKSONVILLE, FLA. 
Union Terminal Warehouse Corporation 
Shattuck & Nimmo Warehouse Company WIESENEELD WAREEOUSE COMPANY 
UNION TERMINAL WAREHOUSE COMPANY hems and intelligent service. 


’ . e References: Any jobber, banker or transportation man in the city. 
Los Angeles, California DEEP WATER AND RAIL CONNECTIONS 


Henry Coburn Storage & Warehouse Co., Indianapolis 


Orders Filled and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 





Merchandise Storage —Quick Shipments — Distribution Cars 
‘Coburn Service for Efficiency’”’ 


HARTMAN’S FREIGHT RATE SERVICE 


ESTABLISHED 1908 


A SERVICE FOR TRAFFIC MANAGERS, SHIPPING DEPARTMENTS 
FREIGHT AGENTS AND FREIGHT ACCOUNTANTS 


Providing Rates from the Larger Distributing Centers to Stations of Destination Throughout the United States 


LOOSE LEAF PUBLICATIONS THAT TAKE THE PLACE OF HUNDREDS OF RAILROAD TARIFFS 
EASY TO READ AND ALWAYS UP TO DATE 





41 Park Row, New York W. J. HARTMAN, Publisher 782 Federal St., Chicago 













































































Operating 
revenues 

Central of New Jersey— 

1926 17,238,659 

1925 17,872,208 
Chicago & Eastern lllinois— 

1926 8,925,823 

1925 8,350,917 
Cleveland, Cincinnati, Chicago & St. 

1926 29,591,472 

1925 28,685,610 
Elgin, Joliet & Eastern— 

1926 8,598,658 

1925 8,977,036 
Long Island— 

1926 11,014,067 

1925 10,274,898 
Pennsylvania— 

1926 219,621,273 

1925 208,355,294 
Reading— 

1926 30,868,985 

1925 30,486,283 


Pocahontas Region: 
Chesapeake & Ohio— 


1926 39,898,643 

1925 35,959,832 
Norfolk & Western— 

1926 35,365,754 

1925 31,155,170 


Southern Region: 
Atlantic Coast Line— 
1926 37,846,508 


1925 33,702,782 
Central of Georgia— 

1926 10,581,521 

1925 9,663,619 
Iilinois Central— 

1926 51,205,091 

1925 48,718,316 
Louisville & Nashville— 

1926 48,476,778 

1925 44,798,592 
Seaboard Air Line— 

1926 24,623,166 

1925 20,625,334 
Southern— 

1926 50,978,469 

1925 47,817,058 
Yazoo & Mississippi Valley— 

1926 7,695,005 

1925 7,423,127 

Northwestern Region: 

Chicago & North Western— 

1926 45,363,958 

1925 43,522,386 
Chicago, Milwaukee & St..Paul— 

1926 48,892,446 

1925 48,412,174 


926 8,351,569 


1925 8,448,283 
Great Northern— 

1926 28,874,487 

1925 28,398,828 


13,661,783 


1925 13,930,781 

Northern Pacific— 
1926 28,240.154 
5 27,298,873 


1925 
Oregon-Washington R. R. 
1926 8,586,641 
1925 8,048,687 
Cent?al Western Region: 
Atchison, Topeka & Santa Fe— 


1926 58,836,772 
1925 58,066,357 
Chicago & Alton— 
1926 9,623,941 
1925 9,509,761 
Chicago, Burlington & Quincy— 
1926 49,833,291 
1925 48,398,662 
Chicago, Rock Island & Pacific— 
1926 39,020,114 
1925 38,554,238 
Denver & Rio Grande Western— 
1926 9,810,327 
1925 9,477,095 
Oregon Short Line— 
1926 11,015,853 
1925 9,747,816 
Southern Pacific (Pacific Lines)— 
1926 63,058,828 
1925 61,351,690 
Union Pacific— 
1926 31,509,964 
1925 28,925,147 


Southwestern Region: 


1926 9,232,081 

1925 9,643,960 
Gulf, Colorado & Santa Fe— 

1926 8,306,692 

1925 9,167,243 
Missouri-Kansas-Texas— 

1926 10,671,107 

1925 10,985,853 


Missouri-Kansas-Texas of Texas— 
1926 6,476,265 














1925 7,333,191 
Missouri Pacific— 

1926 42,663,047 

1925 41,896,132 
St. Louis-San Francisco— 

1926 28,302,893 

1925 27,591,389 





Chicago, St. Paul, Minneapolis & Omaha— 
1 


Operating 
expenses 


13,477,629 
13,638,407 


7,662,356 
7,382,934 
Louis— 
22,616,947 
21,282,847 


5,678,658 
6,062,942 


9,469,722 
8,906,550 


180,798,829 
173,959,968 


23,498,627 
23,308,896 


29,570,947 
27,806,156 


22,557,186 
21,681,838 


24,307,288 
21,258,673 


8,072,624 
7,458,723 


39,253,645 
37,362,626 


37,544,927 
35,598,150 


18,012,367 
15,552,617 


36,618,842 
34,445,337 


6,017,950 
5,363,367 


37,120,604 
36,963,739 


40,881,594 
40,615,820 


6,968,334 
6,815,663 


22,824,230 
22,586,410 


Minneapolis, St. wing: 4 Sault Ste. Marie— 


11,468,068 
11,359,296 


22,581,484 
22,657,721 


& Navigation Co.— 


7,292,590 
7,066,722 


43,116,223 


44,310,171 


7,754,271 
7,518,078 


36,468,388 
37,989,474 


32,348,078 
31,333,657 


7,374,294 
7,548,195 


8,294,928 
7,564,109 


47,768,749 
48,616,929 


22,459,407 
20,558,764 


Galveston, Harrisburg & San Antonio— 


7,994,163 
8,361,927 


7,195,526 
7,486,554 


7,131,163 
7,075,051 


4,976,817 
5,558,715 


33,254,512 
33,524,305 


20,021,475 
19,634,944 





Net 
railway 


Oper- 
ating 
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operating ratio 


income 


1,778,085 
2,353,351 


339,826 
234,128 


5,039,867 
5,272,435 


1,847,758 
1,662,992 


728,362 
932,202 


25,300,401 
21,878,476 


6,302,883 
6,104,355 


8,936,510 
7,295,320 


11,012,850 
7,833,756 


34,482 


5 ’ 
415,825 
7 
581,970 


, 
, 


co)|0 00 me Oc 


3,889,117 
3,348,994 


10,109,775 
9,950,673 


872,021 
1,415,544 


4,620,907 
2,648,679 


3,675,190 
3,266,702 


709,157 
889,238 


3,328,300 
3,114,367 


908,833 
1,149,897 


4,605,542 
3,373,557 


279,095 
2,189 


10,944,989 
8,940,842 


769,355 
1,033,606 


8,785,694 
6,273,911 


2,848,908 
3,617,528 


1,866,111 
1,420,573 


1,481,481 
1,095,484 


9,449,691 
7,159,710 


6,061,100 
5,672,172 


446,328 
644,205 


295,514 
820,742 


2,895,396 
3,138,936 


598,111 
718,164 


5,948,778 
4,749,992 


6,723,080 
6,428,224 
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Texas & Pacific— 
1926 
1925 


11,190,058 


8,866,504 1 
10,840,166 1 


8°559,810 7 ae 


79.9 
*Deficit. 


DISCUSS NEW YORK RAIL TERMINALS 


The Traffic World New York Bureay 


Construction of a system of terminal markets in the Ney 
York district as a means of solving the railroad and street ¢eop. 
gestion problem was discussed by representatives of railroad 
steamship, and other interests at a meeting of the New York 
Food Marketing Research Council at the local Chamber of 
Commerce. 

The possibility of a combined railway terminal was Sug: 
gested by Victor K. McElheney, chairman of the dock and ter. 
minal committee of the American Fruit Growers’ Association, 
speaking for the wholesale receivers. The fact that the heaviest 
traffic of the year comes in the fall and spring on the Pennsy} 
vania and the Erie, respectively, was advanced as showing the 
desirability of a joint terminal. 

Errol M. Zorn, district manager of the Florida Fruit Rx 
change, said he expected an increase of ten per cent a year for 
the next five years in the shipment of citrus fruits. He pre 
sented a letter from the Growers’ and Shippers’ League of Flor. 
ida urging the improvement of terminal facilities for this reason, 

Opposition to a central terminal was expressed by B. T 
Smith of the Clyde S. S. Line, and W. L. Bull of the Old Don. 
inion Line, who said that this would entail additional expense 
to transfer foodstuffs from the piers to the central stations. 

J. W. Roberts, general superintendent of traffic for the Penn. 
sylvania, stated that the railroad was interested in any plan for 
improvement of distribution, citing their own action in approy- 
ing the purchase of a $2,000,000 site for a terminal in 
Philadelphia. 

The National League of Commission Merchants, represented 
by President A. W. Frost, declared that the terminal situation 
had not been improved in 40 years, and urged consideration of 
the plan of the Dock Department for a union terminal at which 
buyers might congregate. It said this would facilitate transpor- 
tation throughout’ the city, eliminate traffic congestion and re 
sult in considerable savings. 

On the second day of the hearing additional railroad wit- 
nesses expressed opposition to the centralized terminal plan. 
These included: J. J. Mantell, vice-president of the Erie; and 
F. N. Melius, general superintendent of the New York terminal 
district of the New York Central. Both contended that it would 
increase congestion. 

At the close of the hearing the following resolution, pre 
sented by J. Spencer Smith, president of the American Associa- 
tion of Port Authorities and also president of the Board of Com- 
merce and Navigation of New Jersey, was adopted: 


___.It is the sense of this conference on fruit and vegetable term- 
inal requirements for the New York district, called by the New York 
food marketing research council, that the exchange of views and 
collection of facts pertaining to this subject should be continued 
under official auspices for the purpose of working out a satisfactory 
program for terminal relief. 

Further action on this matter should be the special concern of 
such local agencies as the city of New York, the port of New York 
authority, Erie, Pennsylvania and New York Central railroads, the 
New York terminal sub-committee of the fresh fruits and vegetables 
committee, the Atlantic shippers’ advisory board, the terminal com- 
mittee of the New York Fruit and Produce Trade Association, and the 
board of commerce and navigation of New Jersey. 

The conference instructs the executive secretary of the New York 


food marketing research council to prepare and transmit copies of 


these resolutions to the mayor of the city of New York, the chair- 
man of the port of New York authority, the presidents of the Erie, 
Pennsylvania and New York Central railroads, and the chairman of 
the New York terminal fresh fruit and vegetable committee of the 
Atlantic states shippers’ advisory board, the terminal committee of 
the New York Fruit and Produce Trade Association, and the board 
of commerce and navigation of New Jersey. 


SWITCHMAN GETS MEDAL 

On recommendation of the Commission, President Coolidge 
has awarded a medal of honor to C. M. Giblin, a switchman on 
the Illinois Central. At great risk to himself, on September 29, 
1925, Giblin saved the life of Mrs. Jennie Wiedman, at the Jack 
son avenue crossing, New Orleans, where there are four tracks 
at the grade of the street. 

The switchman, who was riding on the foot board of al 
engine pulling a transfer train, saw that Mrs. Wiedman was 
unaware of the approach of the train on which he was riding. 
She “had stepped off one track to avoid a passing train to the 
track on which the transfer train was approaching. 

Giblin, after signaling his engineer to stop, jumped from the 
footboard, ran diagonally across the track in front of the er 
gine on which he had been riding and pushed Mrs. Wiedmal 
off the track, at the same time falling so as to get out of the 
way of the engine, which could not have been stopped in time 
to have saved the woman. 

This medal to Giblin, the Commission said in its notice ah 
nouncing the award, was the twenty-fifth awarded since the 
enactment of the medal of honor act in 1905 authorizing be 
stowal of medals on railway employes who, at great risk of 
their own lives, performed such acts. 
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THE LARKIN TERMINAL 
WAREHOUSE 


—Renders all forms of warehouse service. 

—Stores automobiles and general merchandise. 

—Distributes pool cars without carting charges and makes 
local deliveries. 

—Issues negotiable and non-negotiable warehouse receipts. 

—Has lowest insurance rate in Buffalo. 

—Has storage-in-transit ge ig 

—Located on Erie and N. Y. C. R. R. 125 car spotting 
capacity. 

—Conducts only Bonded Warehouse in Buffalo. 
Western Distributing Warehouse at Peoria, IIl. 


For information and prices, write 


J. E. WILSON, Traffic Manager 


Let kettt GO tn. 


680 Seneca Street BUFFALO, N. Y. 


TRANSMARINE LINES 


Gulf Service 


VIA 


BEAUMONT, TEXAS 


SERVING 


THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
EVERY TEN DAYS 


Also sailings to other ports as inducements offers 


Claims 
DIRECT loading CAR to SHIP climinates | Delays 
Lighterage 


Through Bills of Lading Issued 


TRANSMARINE |} LINES 


Port Newark Terminal 
Telephone Mulberry 4300 
General Agencies: 


Beaumont, Buffalo, Chicago, Cleveland, Dallas, Fort Worth, Los A Minneapolis, 
Mobile, Pensacola, Pittsburgh, Port Newark, San pre rg oder 


5 Minaie ty New ¥ York City 
Telephone Rector 0020 


TRAFFIC WORLD 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 


i Cartagena 
Poet Raku Puerto Colombia 


Jamaica Outports Santa Marta 


CANAL ZONE eS 


Cristobal ALSO 
PANAMA Ports of Guatemala 


and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


17 Battery Place New York, N. Y. 

oe St. Charles Street New Orleans, La. 
ng 

Marquette Building 

Huff Shipping Company 


ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
- City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. War ehouse, Inc., Rochester 
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Personal Notes | 


Edward Hoffman has been appointed general agent of the 
New York Central at Cleveland. 

D. E. Crawshaw has been made general freight and pas- 
senger agent of the De Queen and Hastern and of the Texas, 
Oklahoma and Eastern, at De Queen, Ark. 

Frank Farrar, general freight agent of the Boston and 
Maine, died at Springfield, Mass., June 11, following an accident 
in that city. He entered the service of the road in 1898 as a 
messenger boy and held numerous positions in the freight and 
passenger departments previous to his last appointment. Tracy 
Cummings has been placed in charge of a newly opened agency 
at San Francisco, and H. L. Anderson has been placed in charge 
of a newly opened agency at Seattle. 

F. L. Linville has been made freight representative of the 
Nickel Plate at St. Louis. 

W. H. Keeling has been appointed traveling freight and 
passenger agent of the Mississippi Central at Hattiesburg, Miss. 


DOINGS OF THE TRAFFIC CLUBS 


The Miami Valley Traffic Club will hold its sixth annual 
outing at the Community Country Club, Dayton, O., June 22. A 
program of sports, music, dancing, and dinner has been arranged. 


The Toledo Transportation Club will hold its twentieth an- 
nual outing and basket picinc at Put-In-Bay, Ohio, June 21. 


The Bridgeport Traffic Association will hold its annual out- 
ing, June 23, at The Farm on Ash Creek. There will be sports, 
dancing, music, cards and a dinner. 


- The Traffic Club of Wheeling will hold its annual outing, 
June 22, at the Wheeling Country Club. There will be track 
events, tennis, golf, dancing and dinner. 

The Motor City Traffic Club, Detroit, will hold an outing at 
the Hawthorne Valley Golf Club, June 22. There will be golf 
and bridge, followed by a dinner-dance. 


The Transportation Club of St. Paul will hold its first annual 
picnic at McCarrons Lake June 21. A series of athletic contests, 
bathing and a picnic dinner will be on the program. 


The Traffic Club of Sioux City has endorsed the resolution 
adopted by the Associated Traffic Clubs of America at Dallas 
with regard to political rate making, and also approved the 
slogan adopted at Dallas. 


The Transportation Club of San Francisco has approved the 
resolution of the Associated Traffic Clubs of America adopted at 
Dallas with relation to the Arbitration Society of America, and 
also approved the resolutions pertaining to regional appoint- 
ments to the Commission, and to political rate making. It has 
endorsed the slogan adopted. 


The York Traffic Club will hold its annual outing at 
Elm Beach, Conewago, June 24. There will be a baseball game, 
fishing, boating, bathing, quoits and a crab dinner. 


The Pacific Traffic Association held its last session of the 
season June 8. Charles Knight, industrial director of the Cali- 
fornia Development Association, spoke on industrial develop- 
ment of California. The annual picnic will be held August 29, 
at Muir Woods. 


The Oklahoma City Traffic Club will hold a luncheon and 
meeting June 21. The resolutions adopted by the Associated 
Traffic Clubs of America at Dallas will be considered. 


The Women’s Traffic Club of Los Angeles met June 9. Or- 
ville S. McPherson, executive secretary of the Pacific Coast 
Regional Advisory Board, spoke on the work of the board. 
President Emma A. Kentz read a report of the Dallas meeting 
of the Associated Traffic Clubs of America by W. C. Fitch, vice- 
president of the national organization. 


The Transportation Club of Decatur will hold its annual 
outing July 7 and 8. There will be a golf tournament at the 
Sunnyside Country Club, July 7, and a luncheon for the women 
guests at the South Side Country Club. There will be luncheon 
at the Elks’ Club, July 8, and a dinner dance in the evening. 
There will be cards and dancing for entertainment. 


The Traffic Club of the Manufacturers’ Association of Lan- 
caster held a meeting June 14, and had as its speakers J. M. 
Fitzgerald, representative of the committee on public relations 
of the eastern railroads, and W. B. Einstein, secretary of the 
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Atlantic States Shippers’ Advisory Board, who spoke on the 
functions of this board and the work it is accomplishing. H. 4 
Garrigues, general superintendent of the Pennsylvania, Harris. 
burg, also gave a short talk on the value of co-operation betwee 
shippers and carriers. 


NEW BURLINGTON TRAIN 


The new train between Denver and Chicago on the Burling. 
ton Route, the “Vacation Flyer,” was dedicated Wednesday, 
June 16, at the Union Station, Chicago. Mayor William §& 
Dever officiated. Ceremonies of dedication were held two days 
later in Denver, where Mayor Benjamin F. Stapleton officiated. 
The special feature of the new train is the “Vacation Play Car.” 
Four of these cars have been completed by the Pullman Com. 
pany at a cost of over $85,000 each. Pullman officials say the 
cars are the finest ever built. The lounges are decorated 
throughout in Pompeiian style, and the color scheme is carried 
out in gold, green, red and black. Each car is divided into four 
separate compartments—the sun parlor, which takes the place 
of the usual observation platform, the lounge, the ladies’ lounge, 
and the parlor. ; 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended June 5 is estimated 
at 8,651,000 net tons by the Bureau of Mines of the Department 
of Commerce. This was a sharp decline as compared with the 
output of the preceding week and it resulted from observance of 
the Memorial Day holiday. The decrease was 1,032,000 net tons. 
Production of anthracite also fell off for the same reason, the 
estimated output being 1,665,000 net tons, as compared with 
2,089,000 tons (revised) the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended June 5 totaled 475,248 net tons, of which 153,074 
tons were for New England delivery. : 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended May 29 were reported 
as follows: Bituminous, 2,096; anthracite, 3,715. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended June 5, totaled 1,120,821 net tons. Anthracite shipped 
from Lake Erie ports the week ended June 5 totaled 90,703 net 
tons. 


PAYMENT OF CHARGES 


Testimony looking toward establishing facts as to the pay- 
ment and bearing of charges was entered in docket 18050, the 
Bakeries Service Corporation against the B. & M. et al., before 
Examiner Jewell at Chicago this week. 

F. Powers, assistant traffic manager, for the complainant, 
explained that the prepared paper for wrapping bread was the 
commodity involved, after it had been imprinted. He testified 
briefly that the rate concerned was one on which the Commission - 
had passed earlier, and he testified that the complainant had 
paid and borne the charges. 

The carriers were represented by L. P. Day, for the N. Y. C. 
Lines, but no testimony was entered for the railroads. 


STATE REPARATION ARGUMENT 


The Commission has canceled the oral argument set for 
June 23 in Ex Parte 88, in the matter of the authority of the 
Commission to approve, after August 31, 1920, a reduction in 
rate or an award of reparation by state authority on intrastate 
traffic which moved during the period March 1 to August 31, 
1920. It has also postponed, from June 18 to September 1, the 
day for the filing of briefs in that matter. The day for argu- 
ment will be fixed hereafter. Postponement of the time for the 
filing of briefs to September 1 means the Commission will not 
hear the argument until after the summer vacation, which is 
as desired by some, if not all, concerneed in the matter, the 
time allowed for the filing of briefs being considered rather 
short. The notice of the arugment and time for the filing of 
briefs on the subject was announced May 10. 


NEW EXPLOSIVE PUBLICATION 


The Commission, by division 5, in No. 3666, in the matter 
of regulations for the transportation of explosives and other 
dangerous articles by freight and express and as baggage, has 
put out a printed pamphlet of revised rules, effective, except 
as otherwise noted, on September 1, 1926. It is a pamphlet of 
25 pages, carrying the latest revisions. . 

TEXAS CONSTRUCTION ARGUMENTS 

The Commission has assigned for argument on July 19, at 
Washington, the applications for permission to construct branch 
lines which collectively are known as the Texas construction 
cases. The cases to be discussed on that day are: Finance 
docket No. 3134, Application of the Texas, Panhandle & Gulf 
Railway; No. 4747, and No. 4756, Applications of the Pecos & 
Northern Texas; No. 4769, Application of the Fort Worth & 
Denver South Plains; and No. 4959, Application of the Quanah, 
Acme & Pacific. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to an: a. question relating to the law 
of interstate transportation of freight. traffic man ot long experience 


oe and wide knowledge will answer questions wee eye practical traffic 


blems. We do not desire to take the place of 
Ip him in his work. : ; 
The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 
Address Questions and Answers artment, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


traffic man but to 





Switching Limits—What Constitutes 
North Carolina. —Question: Kindly let us have your views 
as to the correct charges applicable and, if possible, cite us to 
similar cases ruled upon by the Commission or courts: 


“A” has a piant just outside of the switching limits shown 
by carriers post marking end of yard limits. The distance from 
“A’s” siding to the freight station at “B” is one mile and 100 
feet. Carrier places cars and performs switching, etc., with 
the switch engine at “B” but does not recognize “A’s” plant 
as being within the switching limits of “B.” Carrier publishes 
in their intrastate switching tariff the following notes: 


(b) Intra-Terminal Switching: A switching movement (other 
than intra-plant switching) from one track to another of the same 
— within switching limits of the same station. (See Note A, be- 
ow. 

Note A—Switching limits of the same station include industries 
located at sub-stations or outlying stations to the extent that such in- 
dustries are included within the switching limits of the main sector. 

Service: Intra-Terminal switching, $5.85 per car. 


We take the position that so long as carrier uses the “B” 
switch engine to perform the service they automatically made 
“A’s” plant within the switching limits, regardless of the fact 
that the post marking such yard limits had not been moved to 
so indicate. Carriers have assessed charges for a five-mile road 
haul, but we contend that the switching charge of $5.85 per car 
applies. 

Answer: With respect to this question, see Helena Traffic 
Bureau vs. Director-General, 77 I. C. C. 197; M. L. Butcher vs. 
Director-General, 83 I. C. C. 359; Switching at Tulsa, 104 I. C. C. 
42; and Koenig Coal Co. vs. H. V. Ry. Co., 63 I. C. C. 392. 

In the case first referred to, the Commission said: 


The switching limits at Helena were not defined in the tariffs. 
However, it is not essential to the application of switching rates 
that this be done. Where, as in this instance, tariffs do not define the 
switching limits, such limits must be determined by the era within 
which the carriers actually render switching service. Camp Logan 
(Houston), Tex., Rates, 49 I. C. C. 389. The shipments here under 
consideration were moved by switch engines from one track to 
another of the same railroad. West Helena is within the Helena 
yard limits and, since the construction of the spur track in 1909, 
has always been treated by the operating officials of defendant as 
within the Helena switching district. Defendant’s contention that 
the movement was a road haul is based upon the erroneus claim 
that the term switching applies only to a terminal service in con- 
nection with a line-haul movement. There is nothing in the tariff 
provisions here before us which so limits their application. The 
above-quoted definition of town switching, standing alone, would 
not cover the movement from Helena to West Helena, since the cars 
were net moved from one point to another in the same town or city. 
But the definition is amplified by the note to the effect that the 
switching limits ‘‘shall be the same as now fixed by the several 
railways operated in the state * * *,’’ and thus would cover territory 
within a customary and recognized switching district beyond the 
strict municipal limits. Otherwise it would lack significance. The 
seerenest clearly was a switching service within the switching limits 
of elena. 


However, in Koenig Coal Co. vs. Director-General, 63 I. C. C. 
392, the Commission said: 


Since defendant held itself out to perform switching deliveries 
at Detroit, and did not in its tariff limit or describe the district in 
which the switching was to be performed, the logical interpretation 
of the tariff is that such deliveries were to be made anywhere on 
its lines within the city. It likewise follows that, under defendant’s 
switching tariff in effect during that period, the Detroit rates must 
be held to have been applicable to the entire area served by de- 
fendant within the incorporated city limits, and not merely to some 
undefined section or portion of the city. Deferidant’s witness con- 
ceded that there was nothing in its switching tariff to indicate 
that the Detroit rates did not apply to complainant’s Seven Mile Road 
be oa as before stated, was approximately one mile within the 
city limits. 


Payment or Rejection by Carrier of Claim for Loss or Damage— 
Time Limit 

Wisconsin.—Question: We filed a claim for damage with 
the carrier in November, 1925, but have received no settlement 
up to the present time. What period of time is allowable for 
settlement of claims of this nature? As this claim covers dam- 
age, are we correct in assuming that in the event voluntary ad- 
justment is made by the carrier, the item of interest is not 
recoverable? 


THE TRAFFIC WORLD 


. joint through rates, either class or commodity, in effect. 


Vol. XXXVII, No, 95. 


Answer: Paragraph B, of section 2, of the Uniform Bill of 
Lading Terms and Conditions, contains the following provigo: 

Provided: That in case claim on which suit is based was made jp 
writing within six months, or nine months in case of export traffic 
(whether or not filing of such claims required as a condition pre. 
edent to recovery), suit shall be instituted not later than two years 
and one day after notice in writing is given by the carrier to the 
claimant that the carrier has disallowed the claim or any part or 
parts thereof specified in the notice. 


So far as we are aware, there are no federal statutory pr. 
visions specifying the period of time within which a carrie 
must declare its intention with respect to the payment or re. 
jection of a claim filed with it, although, of course, a shipper js 
not precluded from filing suit at any time if the carrier fail 
to make its declaration within a reasonable time. 


There are, however, state statutes which deal with this 
question. See, in this connection, the decision of the Supreme 
Court of the United States in Southern Railway Co. vs. Clift, 
251 U. S. 63, in which the Supreme Court held that a state 
statute which provided that claims for loss of or damage to 
freight shall be paid or rejected by carrier within 90 days, and 
if neither paid for nor rejetced in whole or in part within such 
time shall stand admitted as liabilities due and payable to their 
full amount, but not imposing any penalty for rejection, not to 
be in violation of the Federal Constitution, Amendment 14 
thereof. 

With respect to the matter of interest, see our answer to 
“Delaware,” page 1440 of the December 12, 1925, Traffic World, 
under the caption, “Damages—Interest on Loss and Damage 
Claims.” 

Tariff Interpretation—Combination Rates 

Massachusetts.—Question: A carload shipment offered at 
Boston, Mass., on the Boston & Maine R. R., moving over that 
line to Portland, Maine, thence Maine Central R. R. to Bangor, 
Maine, thence a third carrier to destination X, there being no 
There 
is a joint class rate of, say, 20c from Boston to Bangor via the 
Boston & Maine and Maine Central railroads, which has been 
used, plus the third carrier’s rate from Bangor to destination. 
There is a commodity rate from Boston to Portland of 9c and 
another commodity rate from Portland to Bangor of 9c, which, 
you will note, makes 18c as against the class rate of 20c. We 
understand, of course, if the destination had been Bangor, the 
through rate must apply regardless of a lower combination, but 
since the destination is beyond Bangor and there are no joint 
rates in effect, can the two commodity factors from Boston to 
Bangor be used in place of the joint class rate? 

Answer: In the absence of a published through rate from 
point of origin to point of destination, a three-ply combination 
where lower than a two-ply combination is the applicable rate. 
See Stearns & Oliver Lumber Co. vs. C. M. & St. P., 39 I. C. C. 
470; Class Rates from Terre Haute to Kansas City, 32 I. C. C. 
206, and Lucy Company vs. A. T. & S. F., 38 I. C. C. 264. 


Tariff Interpretation—Terminal Carrier’s Tariffs Not Applicable 
to Traffic Originating on Other Lines 


Tennessee.—Question: Will you please advise if you have 
any record of the Commission’s views relative to rates published 
in two separate and distinct tariffs from the same origin to the 
same destination, the only difference being different carriers 
issuing the tariffs. The origin is East St. Louis and the des- 
tination is Clinton, Ia. 

Rock Island 10389-1, I. C. C. 11361, provides for rate on 
cottonseed meal of 16c, while the Illinois Central tariff 1537, 
I. C. C. 9865, provides for a rate of 13c. The shipments moved 
out of East St. Louis over the Illinois Central and were delivered 
to the Rock Island at Peoria. It is our contention that the I. C. 
tariff is applicable, owing to the fact that the shipments origi- 
nated on that line. 


Answer: With respect to this question, see the Commis- 
sion’s report in Lieberman Iron Co. vs. Director-General, 61 
I. C. C. 21. In this case the Commission said: 


In Healy & Towle vs. C. & N. W. Ry. Co., 43 I. C. C., 83, we 
said: ‘‘Concurrence sheets are not posted in the same manner as 
are tariffs, and no opportunity is afforded the general public to ascer- 
tain whether or not the terms of the-concurrence limit the applica- 
tion of the tariff in so far as the participating road is concerned. 
The Tariff of the North Western offered to the public a rate of $82.50 
per car on the horses from South Omaha to Wausau over the route 
of movement, and as to the shipments from that point the $82.50 
rate must be protected.”’ 

In that. case the shipper claimed protection of the rate named 
in the tariff of the carrier to which he delivered the traffic, whereas, 
in the instant case, complainant asks that rates named in the tariff 
of the Wabash, the terminal carrier, be applied on _ traffic which 
originated on other lines. It is well settled that the interstate shipper 
is liable to pay the rate fixed by the printed and published schedules 
of the carrier on file with us. The Wabash tariff in question was not, 
nor was it required to be, posted at the stations of any of the carriers 
on whose lines these shipments originated. ; se 

V's find that the rate of $2.94 named in the tariffs of the originat- 
ing car.iers was legally applicable to the shipments here considered. 


Routing and Misrouting—Carrier’s Duty to Follow Shipper’s 
Routing : 
Pennsylvania.—Question: We recently tendered for ship- 
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ment a carload, specifying routing thereon on shipping order. 
It now develops that there is an exception in the tariff, which 
publishes a through rate to point of destination, which indicates 
that the delivering line will not accept shipment at the through 
rate at the junction point by way of which shipment was routed. 

Will you please advise us if the carrier’s agent at shipping 
point is under any obligation to notify shipper that a higher rate 
than the lowest published through rate will apply if shipper has 
furnished routing on shipping order and bill of lading? 

Answer: Under Conference Ruling No. 474 (c), a carrier 
should not execute a bill of lading which cannot be complied 
with, or which contains contradictory provisions. The ruling 
further provides that where the rate and route are both given, 
and the rate shown does not apply via the route specified, the 
carrier’s agent should obtain instructions from the shipper as 
to whether the rate or route designated in the bill of lading 
should be followed; that the carrier will be held responsible 
for any damages resulting from the failure of its agent to do so; 
but that, if the carrier’s agent, after exercising reasonable dili- 
gence, is unable to obtain definite instructions as to routing, 
the shipment should be sent via the route specified in the bill 
of lading. 

However, where routing only is given and no rate is stated 
in the bill of lading or shipping instructions, it is a general 
rule that it is the duty of the carrier to transport a shipment 
via the route specified by the shipper; and if this causes addi- 
tional expense to the shipper the carrier incurs no liability 
therefor. Bergman & Co. vs. P. Co., 15 I. C. C. 487; Duluth Log 
Co. vs. M. & I. Ry. Co., 15 I. C. C. 627. 


Tariff Interpretation—Application of Rates on Articles Entitled 
to “Household Goods” Rates 

Wisconsin.—Question: Assuming that we ship a carload or 
less carload of household goods and so itemize the goods shipped 
that they can be rated separately according to the classification 
provided for each item, would we be obliged to pay first class 
rate according to value in classification or would we be entitled 
to. the separate rating in the classification if itemized in the bill 
of lading? It is our opinion that we could demand a separate 
classification of the articles as there appears no provision in 
the classification, to our knowledge, that would bar us from 
using the individual items rated separately, for instance, new 
stoves are rated third class and generally have a higher value 
than second hand stoves or stoves that have already been in 
use. When billed out as household furniture the stove would 
be rated as first class and still we would not be entitled to more 
than 10 cents a pound or $10 per cwt. 

Will appreciate your opinion on the above. 

Answer: Where articles which fall within the terms of 
Note 2, Item 1, page 242, of Consolidated Classification No. 4, 
i. e., second-hand household or personal effects, are described 
- in a bill of lading as “Household Goods,” the rate or rating 
applicable on household goods must be applied thereon. 

Unless otherwise provided, rates or ratings on any article 
apply to the artf€le whether used or new. See Floyd & Co. 
vs. A. & M. R. R. Co., 83 I. C. C. 485, 487; Continental File Co. 
va. P. C. C..@ St. L.;.93°1. C. C. 878. 

Therefore, where articles which might properly be described 
and shipped as “Household Goods” are separately listed and 
individually described in the bill of lading, it is our opinion that 
the article may move at rates or ratings applicable thereon. 

We cannot, however, locate an opinion of the Commission 
in point. 


Freight Charges—Liability of Warehouse Company Where Goods 
Consigned in Its Care 


Indiana.—Question: We would like to have you advise us 
the number of the ruling of the Interstate Commerce Commis- 


sion regarding the payment of freight bills by a public storage 
warehouse. 


Many of our clients send their merchandise freight collect, 
consigning the merchandise to themselves cio the Great Lakes 
Warehouse Corporation. This frequently causes us to have uot- 
standing considerable freight charges against the individuals, 
and the switching line that serves us looks to us for the pay- 
ment of the bills. ‘ 

There are two methods of handling these bills. One is for 
the warehouse to pay them and bill on the customer, which 
frequently causes a dispute between the customer and the ware- 
house, owing to the fact that there is a correction due on the 
bill; and the other method is to mail the freight bill to the 
customer and ask them to remit direct. 

Between the time that the bills are mailed to the customer 
and the necessary adjustments made, the 48-hour period pre- 
scribed for the payment of freight bills elapses and the bills 
then become delinquent. What we desire to know is whether 
or not the warehouse is strictly accountable for these clients’ 
bills or whether the client is responsible to the railroad. 

Answer: While in supplemental proceedings in Ex Parte 
Docket No. 73, Regulations for the Payment of Rates and 
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Charges, 57 I. C. C. 591, the Commission has modified the 96. 
hour credit rule prescribed in the above referred to report in 
certain respects, no modification has been made with respect to 
shipments consigned in care of warehouse companies. 

With respect to the liability of a party in whose care googy 
are consigned for freight charges thereon, see Emerson Coal 
Mining Co. vs. C. & N. W., 3 Fed. (2d) 525; In re Tidewater Coal 
Exchange, 292 Fed. 225. In: the latter case the court said: 


However, it is argued that the parties were not free to make 
such a contract as this; that the law imposed upon the consignes 
of any property shipped the duty to pay such charges as these, 
and their contract, if it sought to avoid that result, was illega 
It is indeed settled that the consignee of goods shipped by g 
carrier becomes liable for the freights established in its tariffs, 
regardless of his knowledge of their amount, or of any agreement 
between the parties. Pitts. etc., Co. vs. Fink, 250 U. S. 577, 4 
Sup. Ct. 27, 63 L. Ed, 1151; New York Central R. R. vs. York & 
Whitney Co., 256 U. S. 406, 41 Sup. Ct. 509, 65 L. Ed. 1016. Ang 
if this were no more than a straight consignment of coal to the 
Exchange as consignee, the same rule would necessarily apply 
demurrage charges. But those cases do not touch the question 
whether the consignee who is known not to be the owner, js 
liable for such charges. It was indeed held in Pennsylvania R. R 
Co. vs. Titus, 216 N. Y. 17, 109 N. E. 857, L. R. A. 19165, 1127, Ann. 
Cas. 1917C, 862, and must be accepted as the law, that a consignee 
as such under a straight bill of lading is liable; but the language 
used in that case is significant of the limitations upon the doc. 
trine. There the initial carrier who gave the bill of lading dig 
not know that the consignee was only a factor of the shipper. 
For this reason he was treated as presumptive owner and com. 
pelled to pay; but it was clearly recognized arguendo that in 
case it had appeared that he was only an agent, the ordinary rules 
of liability would apply and that the principal alone would have 
been liable. This was expressly held by the Circuit Court of 
Appeals for the Eighth Circuit in Great Lakes, etc., Co. vs. Seither 
Transit Co., 220 Fed. 28, 1836 C. C. A. 110, where the bill of lading 
showed the owner as consignee and the goods were shipped only 
in the care of the defendant. The same was true of Miner ys, 
Norwich, etc., R. R., 32 Conn. 91, where the shipment was to the 
consignee, “account of James P. Sabin.” In Amos vs. Temperly, 
8 M. & W. 798, the same was held of freight where the goods were 
consigned “to the defendant for the London Gas Company or his 
assignees.” 

Rule 15 (old rule 2) provided that all shipping instructions 
and waybills should show for whose account the coal was 
shipped. The document was to read, “Tidewater Coal Exchange, 
Pool 25, account of John Doe Company,” and this, as I understand, 
was the uniform practice. That was almost the very form before 
the court in Miner vs. Norwich, etc., R. R. Co., supra; it showed 
who was the real consignee of the coal, and, in the absence of an 
ew to the contrary, made liable only the person so de- 
clared. 

However, it is not necessary to rely on the mere form of the 
waybill or instructions. While the law does not allow any dimi- 
nution by agreement of the charges as fixed in the tariffs, it no- 
where attempts to fix liability on the consignee merely because 
he is named in the documents. The person liable, though not 
the measure of the liability, is to be ascertained by the ordinary 
rules of common law. The form of the bill of lading is important 
only because it is ordinarily the only source of information to 
the carrier of the person who by acceptance of the goods under- 
takes to pay the charges. In the case at bar the relations of the 
Exchange to its members were known intimately by all the car- 
riers, and if these made the Exchange only an agency for the 
collection of the demurrage without any individual liability, they 
knew that as well as the members themselves. Therefore, even 
though the waybills had not read as the rule required, it would 
have been unimportant. If I am right in my understanding of 
the demurrage contracts, there never was any such undertaking 
by the Exchange, and without such or some estoppel which 
amounted to as much, the liability was on the members for whose 
benefit the agreement was made. 

The petition of the trustees is granted, the order is reversed, 
and the claim expunged. 


Proof of Loss and Damage—Affidavits 


New York.—Question: Frequently, throygh ignorance or in- 
difference, our carload consignees fail to have the destination 
freight agent verify damages to carload shipments, either at the 
time of unloading or later. In cases of this kind we are obliged 
to support our claims with an affidavit from the consignee to 
the effect that the shipment was received in a damaged condi- 
tion, and often this statement is made out some months after 
the car is received. 

Carriers are very reluctant to pay such claims and we would 
pos to know the extent of their liability under conditions stated 
above. 

Answer: In the absence of any statute or rule of court 
expressly authorizing it, affidavits are not admissible as to col 
troverted facts material to the issue, unless received by col 
sent, or without opposition, where such opposition might have 
been made. As to such matters, the testimony of witnesses 
must be taken in open court or upon deposition, so as to afford 
an opportunity for cross-examination. Patterson vs. Fagan, 38 
Mo. 70. 

Affidavits when admissible as a general rule are only prima 
facie evidence, and it has been said that they should not be used 
where better evidence is obtainable. Although the terms “afi- 
davit” and “deposition” are sometimes used synonymously and 
in some jurisdictions a deposition has been treated and used a8 
an affidavit, while in others an affidavit may be used’as a depo 
sition, yet affidavits, as a general rule, are distinnguished bY 
being made ex parte, voluntarily, without notice to the party 
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against whom they are to be used, and without an opportunity 
for cross-examination of the affiant by the adverse party. 
Notice of Claim 

Missouri.—Question: We would be pleased to have you ad- 
vise us with reference to our rights for filing suit in a case where 
claim for damage to goods was filed within the time limit specified 
in the terms of the bill of lading against A Railroad Company, 
who at the time was in the hands of a receiver and whose prop- 
erty was subsequently sold to another company. A Company 
was the delivering line and declined payment of claim prior to 
the sale of their property. 

In the meantime the claim was handled with B Company, 
the originating carrier, through the means of correspondence, 
and said company duly acknowledged that claim had been re- 
ferred to them and who also conducted an investigation with 
reference to their liability and likewise refused payment of 
claim. Now the fact that we are barred from any action against 
A Company as a result of their property having been sold to 
another company, would that preclude us from any action against 
B Company, who issued the bill of lading, or would the fact 
‘that claim was filed against A Company answer as claim filed 
against all lines interested, so as to not bar us from any action 
due to the fact that claim was not directly filed against B Com- 
pany? 

The proximate cause of the damage alleged by us was due 
to the water soaked condition of the stock upon arrival, which 
resulted from a leaky roof. The element of negligence on the 
part of the carriers would enter into the suit, as we see it, and 
by reason of that fact it appears to us that under the terms 
of the bill of lading our action would not be barred even though 
no claim had been filed at all. 

Answer: In the following-cases it was held that notice to 
one of several carriers is notice to all: Overton vs. C. R. I. 
& P., 160 S. W. 111; Gulf, etc., R. Co. vs. Bogy, 78 S. W. 477; 
Olson vs. R. Co., 250 Fed. 372; Rubin vs. N. W. R. Co. of South 
Carolina, 140 S. E. 549. 

Under these decisions, suit may be filed against the initial 
carrier, in the instant case, the initial line having, in law, re- 
ceived notice of the claim by reason of such notice having been 
filed with the destination line within the period of time pre- 
scribed in the bill of lading. 

With respect to the provisions in paragraph 11 of section 
20 of the interstate commerce act, to which you have reference, 
under which proviso the filing of a claim is not a condition 
precedent to the bringing of suit, see the decision of the Supreme 
Court in C. & O. Ry. Co. vs. Thompson Mfg. Co., 70 U. S. (L. Ed.) 
364, in which case the court said: 


We do not consider that the phrase “carelessness or neg- 
ligence” of the carrier, as used in the Cummins amendment in 
exempting shippers from giving written notice of a claim for dam- 
age, has any reference to the conclusive “presumption” to which 
we have referred. If such were the meaning of the statute, every 
case of carrier’s liability for damage in transit would be a case 
of presumed negligence, and proof of written notice of claim for 
damage required by the bill of lading would always be defeated. 
We think that by the use of the words “carelessness or negli- 
gence,” it was intended to relieve the shipper from the necessity 
of making written proof of claim when, and only when, the dam- 
age was due to the carrier’s actual negligent conduct, and that by 
carelessness or negligence is meant not a rule of liability without 
aa but negligence in fact. 

. . 

There is no language in the statute from which a purpose 
may be inferred to vary or limit the common law rules governing 
proof of negligence as a fact in issue, and the shipper may follow 
these rules when he seeks to show that no notice of claim was 
necessary. 

The respondent, therefore, had the burden of proving the car- 
rier’s negligence as one of the facts essential to recovery. When 
he introduced evidence to show delivery of the shipment to the 
carrier in good condition and its delivery to the consignee in bad 
condition, the petitioner became subject to the rule applicable to 
all bailees, that such evidence makes out a prima facie case of 
negligence. Miles vs. International Hotel Co., 289 Ill. 320; Miller 
vs. Miloslowsky, 153 Ia. 135; Dinsmore vs. Abbott, 89 Me. 373; 
Railroad Co. vs. Hughes, 94 Miss. 242, 246; Hildebrand vs. Carroll, 
106 Wis. 324. The effect of the respondent’s evidence was, we 
think, to make a prima facie case for the jury. See Sweeney vs. 
Irving, 228 U. S. 233; Haines vs. Shapiro, 168 N. C. 34, 35; Sims vs. 
Roy, 4 App. D. C. 496, 499. But even if this “prima facie case” 
be regarded as sufficient, in the absence vf rebutting evidence, to 
entitle the plaintiff to a verdict (Bushwell vs. Fuller, 89 Me. 600, 
602, 603; Cogdell vs. Railroad, 123 N. C. 852), the trial court erred 
here in deciding the issue of negligence in favor of the plaintiff 
as a matter of law. For the petitioner introduced evidence of 
the condition of the cars from the time of shipment to the time 
of arrival, which persuasively tended to exclude the possibility 


of negligence. 

You will observe from the above that the production of evi- 
dence to show delivery of the shipment to the carrier in good 
condition and its delivery to the consignee in bad condition 
makes out only a prima facie case of negligence, which prima 
facie case may be rebutted by the carrier. 


See Barrett vs. Van Pelt, 268 U. S. 


NEW ENGLAND DEMURRAGE 


Demurrage statistics for the New England railroad for April, 
1926, as compiled by the New England Demurrage Commission, 
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show 263,266 cars reported, with $156,306.demurrage asseggaq" 
In April, 1925, the corresponding figures were 228,874 cars, ; 
$92,334 assessed. In April, of this year, 14 per cent of the cap 
reported were delayed beyond the free time. In April, 19 
12.3 per cent were so delayed. More than half the cars repo 
in April, 1926, were governed by the so-called average ryjg: 


Less than 1 per cent of the cars reported were held for reco 
signment or reshipment, but this small number of cars bow 
a little more than 10 per cent of the demurrage assessed. 


Digest of New Complaints 


IA ar ree Samuel Co., Inc., et al., New Orleans, La., vs. Santq 
‘e et al. "> 
Unjust, unreasonable and unjustly discriminatory rates on eg 
in the shell from points in Kansas to New Orleans; also alleg 
to be in violation of the long-and-short-haul part of section 

Asks for just and reasonable rates, and reparation. 
. 18270, Sub. No. 1. Jos. Samuel Co., Inc., et al., New Orleans, 
vs. Santa Fe et al. 

Unjust, unreasonable, unjustly discriminatory rates on eggs jq® 
the shell from points in Kansas to New Orleans. Asks for just? 
and reasonable rates, and reparation. 


. 18270, Sub. No. 2. Jos. Samuel Co., Inc., et al., New Orleans, 
vs. Santa Fe et al. j 
Unjust, unreasonable, unjustly discriminatory rates on eggs iq 
the shell from points in Kansas to New Orleans. Asks for j 
and reasonable rates, and reparation. 
. 18271. John F. Barker Produce Co., et al., Phoenix, Ariz., y 
Arizona Eastern et al. i 
Unjust, unreasonable, unduly prejudicial and unreasonably prefs) 
erential rates on bananas and cocoanuts from New Orleans an@® 
Galveston to Phoenix and Tucson, Ariz. Asks for just, reasonab 
non-discriminatory and non-prejudicial rates, and reparation. : 
. 18272. Transcontinental Oil Co., Tulsa, Okla., vs. B. & O. et al 
Excessive, unjust and unreasonable rates on petroleum naphtha 
from Meraux, La., to Blue Creek, W. Va. Asks for just and reas 
sonable rate, and reparation. a 
. 18273. The Vickers Petroleum Co., 
Pacific et al. 


a 


Wichita, Kan., vs. Missouri” 


Unjust and unreasonable rates on gasoline from Potwin, Kan, 
to Westwego and St. Rose, La. Asks for reparation. a 
. 18274. California Packing Corp., San Francisco, Cal., vs. South- @ 
ern Pacific et al. ; 


Unjust and unreasonable rate on dried fruit from Suisun, Cal, 
to Phoenix, Ariz. Asks for reparation. 


. 18275. Charles Pape, trading as Charles Pape & Co., New York 
City, vs. Southern et al. . 4 
Asks for damages because of defendant’s delay in forwarding ~ 
cucumbers from Blackville, S. C., to Potomac Yard, Va., whence ~ 
they were to be diverted to Philadelphia and New York City, re- 
quest being for reparation amounting to $1,629.75. 
‘ tears. "WwW. Luffman & Son, Sparr, Fla., vs. Seaboard Air Line | 
et al. 3 
Alleges loss of $1,569 on two cars of fresh green corn from] 
Sparr, Fla., to New York City, resulting from refusal of the agent 7 


of the Seaboard to allow complainant to place ice inside the cars] 
Asks for reparation. 3 


. 18277. Charles J. Clayton and Chas. A. Murnan, doing business as 
Clayton & Murnan, Clayton-Murnan Live Stock Co., and Chas. i@ 
Clayton, Denver, vs. C. B. & Q. et al. Pee 

Inapplicable, unjust and unreasonable rates, also contrary tov 
Rule 77 of Tariff Circular No. 18-A, on many carloads of cattley 
and hogs from points in Colorado and Wyoming and various in-" 
termediate points to Los Angeles. Asks for reparation. $4 


. 18278. Murphysboro Paving Brick Co., Murphysboro, IIl., vs. Illi- 
nois Central. . 


Unjust and unreasonable rate on paving brick from Murphys é 


boro to Martin, Tenn. Asks for reparation. 


. 18279. Longfellow Brothers, 
Louis-San Francisco et al. ic. 

Excessive, unjust, unreasonable, unjustly discriminatory, unduly) 
preferential or prejudicial rates on strawberries from points in 
Missouri to Minneapolis. Asks for just and reasonable rates, and = 
reparation. ie 
. 18279, Sub. No. 1. Longfellow Bros. et al., 
vs. St. Louis-San Francisco et al. ‘a 

Excessive, unjust, unreasonable, unjustly discriminatory, unduly” 
preferential or prejudicial rates on strawberries from points im 
Missouri to Minneapolis. 
reparation. 


- 18114, Sub. No. 1. 
& St. P. et al. 

Unjust and unreasonable rates on printing and writing paper 
from Appleton, Wis., to Dallas, Tex. Asks for reparation. 


. 18379. Texas Cottonseed Crushers’ Association, Fort Worth, TeX» 
and Oklahoma Cottonseed Crushers’ Association, Oklahoma City, 
Okla., vs.. Aberdeen & Rockfish et al. a 
Unjust, unreasonable, unduly preferential or prejudicial rates > 
on cottonseed products from the southwestern producing points = 
to destinations in the east, in Colorado, New Mexico, to moun-)> 
tain-Pacific territory, to Mississippi River crossings, and to” 
points where the rates are less than docket No. 14150 scale; als0 © 
in violation of the fourth section, and, as between points in Louisi- 7 
ana in violation of the thirteenth section. Asks for just and rea- | 
sonable joint through rates and routes or joint proportional rates > 
and routes, rules, regulations and practices. ee: 


Minneapolis, Minn, ~ 


a 


Asks for just and reasonable rates, and) 


Practical Drawing Co., Dallas, Tex., vs. C. 


The abstracts of tariff filings, rejections, suspen- ~ 
sions, etc., as printed in each issue of THE DAILY” 


TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 


et al., Minneapolis, Minn., vs. St. 
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ACME “UNIT-LOAD” 


The Modern Method of Car Bracing 


UPER-STRONG steel bands 34” wide x .035” in thickness, 
having a tensile strength of 95,000 pounds per square inch, 
hold these heavy rolls of newsprint safely in position during 

transit. They are“BOUND TO GET THERE.” 


Train shocks cannot move the rolls enough to do any damage, 
because the weight of their combined mass (unit) is too great. 
You can readily appreciate what a terrific impact it would take 
to perceptibly shift a unit weighing ten tons or more. 


This method of binding carload freight, which is called Acme 
“Unit-Load,” is adaptable to and is being used very success- 
fully on any freight that is of such a nature that it can be 
bound together in large units. 


It may be that we can apply Acme “Unit-Load” to your ship- 
ments—saving time, money, and reducing the danger of damage 
to your product while in transit. At least we should like to 
discuss the possibility of it with you. 


{ ASK FOR COMPLETE DETAILS I 


ACME STEEL COMPANY 


BRANCHES IN PRINCIPAL CITIES 


MANUFACTURERS SINCE 1880 CHICAGO 2840 ARCHER AVENUE 
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Note, Items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will co noted sisewhere. 


dune 21—Atlanta, Ga.—Georgia Public A. odepyne ee: 
* Finance No. 5408—Application L. S. Dure and R. K. Hines, receiv- 
ers of the Macon & Birmingham Ry. Co., for authority to abandon 
the railroad of that company. 


June 21—Washington, D. C.—Examiner Fowler: 

Valuation a 714—In re tentative valuation of the properties of the 
Union = Co. (Pittsburgh, Pa.), and the Monongahela South- 
ern R. R bo. 

une 21—Chicago, Tlil.—Examiner Jewell: 

17543—Celotex Co. vs. A’ C. & Y. Ry. et al. 


June 21—Washington, D. C.—Examiner Folsom: 
Valuation No. 489—In re tentative valuation of the property of the 
Houston Belt and Terminal Ry. Co. 


June 21—Atlantic City, N. J.—Examiner Koch: 
15006—In the Matter of Rates, Charges, Classifications, Regulations 
and Practices Governing the ‘Transportation of Anthracite Coal. 
(Further hearing.) 


June ay age D. C.—Examiner Armes: 
1. & S. No. 2662—Pitch and tar between points in C, F. A. terri- 
tory. 
June 21—Cincinnati, O.—Examiner Smith: 
18117—Charles Boldt Paper Mills Co. vs. L. & N. R. R. et al. 
June 21-22—Argument at Washington, D. C.: 
Lar i (and ae. Nee 1 and 2)—John Morrell & Co. et al. vs. N. Y. 


R. et 
14061 (and Sub. No. 1)—Armour & Co. et al. vs. A. T. & S. F. Ry. 


al. 
18041— independent Slaughterers’ Traffic Association vs. N. Y. C. 
et a 
Portions of Fourth Section Application No. 2073. 
June 23—Kalamazoo, Mich.—Examiner Griffin: 
oe Chemical Co. of Canada, Ltd., vs. Alabama Cent. R. R. 
e 

June 23—Washington, D. C.—Assistant Director Burnside: 

* Finance No. 5546—Application of the A. T. & S. F. Ry. Co. for 
authority to acquire control of the New Mexico Central Ry. Co. 
by purchase of capital stock and to lease the railroad of that com- 
pany. 

* Finance No. 5443—Application of Corona & Santa Fe Ry. Co. for 
—e to construct a line of railroad in Riverside County, 

alif. 

* Finance No. 5489—Application of Corona & Santa Fe Ry. Co. for 
authority to issue capital stock. 

* Finance No. 5490—Application A. T. & S. F. Ry. Co. for authority 

to acquire control of the Corona & Santa Fe Ry. Co. by purchase 

of capital stock and to lease the railroad of that company. 

* Finance No. 5525—Application of A. T. & S. F. Ry. Co. for au- 
thority to acquire control, by lease, of the railroad the Garden 
City, Gulf & Northern Ry. Co. 

June 23—Washington, D. C.—Examiner Kelley: 

Valuation No. 491—In re tentative valuation of the property of the 

Valuation No. 297—In re tentative valuation of the property of the 
Denison & Pacific Suburban Ry. Co. 

Valuation No. 353—In re tentative valuation of the property of the 
Weatherford, Mineral Wells & Northwestern Ry. Co. 

July 24—Wichita, Kan.—Examiner Copenhafer: 

* 1. & S. 2685—Grain and grain products between Kansas, Missouri 
and Texas points. 

June 24—Argument at Washington, D. C.: 

14264—The National Refining Co. vs. L. & #. R. R. et al. 
15966—Canadian Oil Companies vs. L. & N. R. R. et al. 
14323—Cities of Marshall & Jefferson, © vs. T. & P. Ry. et al. 
June 24—Parkersburg, W. Va.—Examiner Smith: 
16522 (and Sub. No. 1)—The Parkersburg Rig & Reel Co. vs. Un. 
Pac. R. R. et al. 
i. “4 . No. 2673—Transit on iron and steel articles at Parkersburg, 
. Va. 


. 


June 24—Washingtoén, D. C.—Examiner Law: 
Finance No. 3802—Excess income of the Lehigh & Hudson River Ry. 
Co. (Further hearing.) 
June 25—Chicago, Ill.—Examiner Jewell: 
* |. & S. No. 2682—Cream and related articles between points on the 
Cc. & Ev. I. Ry. 
June 25—Fort Wayne. Ind.—Examiner Griffin: 
wear al Cooperage & Lumber Co. vs. N. Y¥. C. & St. L. 
. R. eta 
June 25—Parkersburg, W. Va.—Fxaminer Smith: 
16472—The Parkersburg Rig and Reel Co. vs. M.-K.-T. R. R. of 
‘ex. e@ 4 
16482—The Parkersburg Rig and Reel Co. vs. M.-K.-T. R. R. et al. 
16523—-The Parkersburg Rig and Reel Co. vs. T. & P. Ry. et al. 
17778—The Parkersburg Rig and Reel Co. vs. C. R. I. & P. Ry. et al. 


June 25—Argument at Washington, D 


Me © ; 
16614—The State of Colorado and the Public Utilities Commission 


of the State of Colorado vs. A. T. & S. F. Ry. et al. 
bee“ > mae Sub. No. 1)—State of Colorado et al vs. A. T. & S. F. 
e bs 


June 26—Kansas City—Examiner Kerwin: 
1 S. No. 2674—Switching at ey and Harrisonville, Mo. 
June 26—Argument at Washington, D. 
owe Brick Co. and Danville’ “Brick Co. vs. N. Y. C. R. 


June 28—Washington, D. C.—Examiner Smith: 
* Nae ga National Republican Publishing Co. vs. B. & O. R. R. 
e 


June 28—Kansas City, Mo.—Examiner Kerwin: 
18088—Fredonia Linseed Oil Works Co. vs. A. T. & S. F Ry. et al. 
June -28—Washington. D. C.—Examiners Marchand and Johnston: 


Valuation No. 710—In re tentative valuations of the properties of 
the B. R. & P. Ry. et al. 








June 28—Washington, D. C.—Examiner Conway: 
Valuation No. 733—In re tentative valuation of the property of the 
L. & H. R. Ry. 
June 28—Washington, D. C.—Examiner Quimby: 
Valuation No. 729—In re tentative valuation of the property of the 
Miss. Cent. R. R. 


June 28—Lima, O.—Examiner Griffin: 
18124—The E. E. Holmes Lbr. Co. vs. C. & E. R. R. et al. 


June 28—Argument at Washington, D. C.: 

16029—Florence Chamber of Commerce vs. Ill. Cent. R. R. as al. 

15944—The Florence Chamber of Commerce vs. L. & N. R. R. 

14953—A. B. A. Oil Co. et al. vs. Santa Fe et al. 

17001—Manhattan Oil Co. vs. Santa Fe et al. 

Valuation No. 365—In re tentative ar ga of the property of The 
International & Great Northern Ry. 

Valuation No. 418—In re tentative = Me of the property of the 
Austin Dam and Suburban Ry. Co. 

betes ag ag 3—In re tentative valuation of the property of N. 0. 7, 
& 

oe . 361—In re tentative valuation of the property of St. L, 

& M. 

walteaiaen No. 371—In re tentative valuation of the property of La, 
Southern Ry. 

Valuation .* ~~ Wee re tentative valuation of the property of N, I, 

& N. R.R. et a 

Valuntbea No. 459—In re tentative valuation of the property of the 
Orange & N. W. R.R. 

Valuation No. 460—In re tentative valuation of the property of the 
B.S. L. & W. Ry. 

Valuation No. 464—In re ——— valuation of the property of San 
Benito & Rio Grande Val. 

Valuation No. 486—In re Sehtnitve valuation of the property of the 
Houston & Brazos Valley Ry. 

Valuation No. 631—In: re tentative valuation of the property of 
Brownsville & Matamoros Bridge Co. 

* Finance No. 5182—Proposed operation under trackage rights by 

Northern Pacific Ry. et al. 


June 28—Chicago, Ill.—Examiner Jewell: 
14096—Carnation Milk Products Co. vs. A. & W. ak et al. 
17776—National Canners Assn. et al. va. Bi . & O. R. R. et al. 
June 29—Argument at Washington, D. tog 
15816—United Zinc Smelting Corp. vs. B. & O. R. R. et al. 
bas ye Sub. No. 1)—Mineral Point Zinc Co. vs. C. & A. R. R. 
0. 
ee a. Nos. 1 and 2)—The Grasselli Chemical Co. vs. A. 
y. et al. 
Valuation No. 498—In re tentative valuation of the property of the 
Cambria and Indiana R. R. Co. 
Valuation No. 538—In re tentative valuation of the property of the 
Utah Railway. 


June 29—Kansas City, Mo.—Examiner Kerwin: 
18182—J. A. Folger & Co. vs. A. T. & S. F. Ry. et al. 
June 29—Washington, D. C.—Examiner Pitt: 
Fourth Section Application Nos. 1625, 1778 sf Cc. C. McCain, agent. 
Fourth Section Application No. 703 of A. C. L. R. R. and others. 
June 30—Argument at Washington, D. C.: 

Valuation No. 336—In re tentative valuation of the properties of 
the Long Island Railroad Co.; the New York, Brooklyn and Man- 
hattan Beach Railway; the "Glendale and East River Railroad; 
the New York and Rockaway Beach Railway; and the Long Is- 
land Railroad, North Shore Branch. 

16197—The Atlas Portland Cement Co. vs. N. & B. R. R. et al. 

16364—Joint Council of the Internationa] Apple Shippers Assn. et al. 
vs. Erie R. R. et al. 

_— Atlantic Transit Co. vs. C., St. P., M. & O. By. 
et 

June 30—Youngstown, O.—Examiner Beach: 

1. & S. No. 2676—Minimum weights on metal furniture, Central 

Freight Association territory to Louisiana. 
June 30—Washington, D. C.—Examiner Boyden: 

Valuation No. 754—In re tentative valuation of the property of the 
Pullman R. R. Co. 

June 30—Kansas City, Mo.—Examiner Kerwin: 

16506 (and o-. Nos. 1 to 15, incl.)—The Larabee Flour Mills Corp. 
vs. A. T. & S. F. Ry. et al. 

July 1—Washington, D. C.—Examiner Smith: 
* 18151—California White & Sugar Pine Manufacturers’ 
A. T. & S. F. Ry. et al. 
eo 1—Kansas City, Mo.—Examiner Kerwin: 
: & S. No. 2675 and ist supplemntal order—Grain and grain products 
Missouri River points to Arkansas. 
* 15095—Pioneer Coal & Coke Co. vs. Director General, as agent, the 
Pennsylvania R. R. et al. 
July 1-2—Argument at Washington, D. C.: 
Finance No. 3908—Excess Income of St. Louis & O’Fallon Ry. 
Finance No. 4026—Excess Income of Manufacturers Ry. 
July 6—Kansas City, Mo.—Examiner Kerwin: 

17842—Kansas City, Kaw Valley & Western Ry. Co., Harry C. Jobes, 

Receiver, vs. K. C. S. Ry. et al. 

_ 7—Roanoke, Va.—Examiner McChord: 
& S. No. 286—Tin cans from Virginia to L. & N. R. R. sta 
“tions in Alabama & Florida. 

July 7—New York, N. Y.—Examiner Cheseldine: 

* 17460—Luten Bridge Co., Inc., vs. A. C. L. R. R. et al. 

* 18100 (and Sub. Nos. i and 2—E. W. Jackbon vs. Mich. Cent 
R. R. et al. 

July 7—Washington, D. C.—Examiner Fowler: 

* Valuation No. 678—In re tentative valuation of the property of the 
St. Clair Terminal R. R. Co. 

July 7—Washington, D. C.—Examiner pas: 

17991—-City of Providence vs. N. Y. N. & Ps R. “a 
ey. Cc. Dutton Lumber Corp. vs. N "Y. N. H. & 'H. R. R. et 

pe 7—Little Rock, Ark.—Examiner Koebel: 


Assn, V8. 


— Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. BY — 
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Every Tariff Form 
Instantly Available 


In the Automatic “V” 
Expanding Tariff File, every 
tariff form is in sight when 
you open the drawer—right 
where you can read it with- 
out removal from the file. 


Read with forms 
in file. 


Only Automatic 9-inch 
“Vv” Expansion permits this 
easy access and quick refer- 
ence — saving one-fifth of 
your time. That’s why 
Automatic “V” Expanding 
Tariff Files are preferred 
to all other files. 





Pick upany form=— 
others are not 
disturbed. 


o— 


A gentle push 
closes the drawer 
—all Tariffs safely 
compressed, auto- 
matically. 


Seven feet of solid 
tariffs in this cabinet 
occupying only two 
square feet of floor 


The counter high tariff 
file has three Automatic 
“Vv” Expanding Tariff 
Files—5% feet of solid 
tariffs on 2 square feet 
of floor space. 





Send for new catalog No. 26T. 
* It describes the New Automatic Lines 
in steel—and our 30 day FREE trial 
shipments at our own risk of all expense. 


UIOMATIC THE AUTOMATIC FILE & INDEX CO. 
IN East 10th Street, Green Bay, Wis. 
FILES Chicago Branch, 40 S. Wells St. 





THE TRAFFIC WORLD Vol. XXXVII, No. 2 


HTT 1] WT AULATALAAL AA AAA LAHAT 
Hy Ha | | 


Hii HHT! 


= 


Kr e e—Booklet explaining L M S unusual 
Warehousing Plan mailed free on request 


Save Money by 
Storing in England 


—- important news to every business executive. 
Today, you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always! There are more than 300 
LM S warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit delays 
are cut to an irreducible minimum. 


: 
¢ 
3 
bs 
i 
+ 
LA 
zi 
5 
ie 
E 
5 
§ 
' 
i 
s 
bY 
i 


The average LM S charge for handling, stowing 
and delivering out of store as required is only 2/3 of a 
cent per 100 Ibs. inclusive. 


The L M S is the one British Railroad which serves with its 
own lines all major British Ports. L M S delivers right through to 
store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY 


The LMS New York Office 
offers every co-operation to 
helb you solve the problem 
of distribution in Britain. 
Address THOS. A. MOFFET, 
Freight Traffic Manager in 
America, ONE BROAD- 
WAY, NEW YORK. 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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rig atte einen? 


OE en ee eee oe 


ENS Seco 


Between 
All Points 


in the 


East & South 
Northwest 


Western Canada 
North 
Pacific Coast 


4500 Miles “aN: % h ar Serving the 
of tus IL 3 % ||, rao Heart of the 

? +. pros! |\\ ee re Great 
Own Lines ital, fa - >: i at P| Northwest 


THE FLOUR INDUSTRY \@. 3 *, PE a — THE STEEL INDUSTRY 


To avoid delay, shipments for Can- 
adian destinations must be accompan- 
ied by shippers’ export declaration 
made in triplicate. ‘This document 


nN must be delivered to railroad agent at 
_ initial point with the shipment and ac- 
Q WINNIPEG company same to Canadian port of 
CALGARY f° 


.MOOSE JAW SAULT SAINTE MARIE 
” & EMERSON: 


‘EDMONTON g 


VANCOUVER 


S 
MENOMINEE 


ALWAYS DEPENDABLE 5 MANITOWOC 


SAINT PAUL 
AGENCIES 


Boston, Mass., 40 Central St. Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 8rd and Pine Sts. 
Buffalo, N. Y., 409-410 Iro- Los Angeles, Cal., 530 Van Nuys Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
_ quois Bldg. Memphis, Tenn., Porter Bldg. St. Paul, Minn., 1112 Merchants Nat'l Bank 
Chicago, Ill, 707 Standard Milwaukee, Wis., 68 Wisconsin St., — : 
Trust Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St.and Mar- San Francisco, Cal., 675 Market St. 
Chippewa Falls, Wis. quette Ave. Sault Ste. Marie, Mich. 
Cincinnati, O., 709 Traction Bldg. Neenah, Wis: Seattle, Wash., 5564 Stuart Bldg. 


Cleveland, O., 915 Union Trust Bldg. =e Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Detroit, Mich., 311 Transportation Bldg. New York, N. ¥., Woolworth Bldg. ” 


Superior, Wis. 
Duluth, Minn., 320 West Superior St. Ornaha, Neb., 725-26 W. O. W. Bldg. Tacoma, Wash., 1118 Pacific Ave. 
Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Waukesha, Wis. 


Indianapolis, Ind., 522 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Winnipeg, Man., 603-604 Lombard Bldg. 
Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT -- - CARE SOO LINE 


MILWAUKEE 
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Your copy of the new 
Gerrard Catalogue con- 
tains valuable packap- 
ing and shipping infor- 
mation. What is your 
address? 





GERRARD WIRE TYING MACHINES CO. 


1944 South 52nd Avenue 33 33 
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GERRARD 


SESS) 


helie That Binds | 


“WE FILE NO MORE CLAIMS” 


“We have received about 100 cars of paper tied with your 
method and have not had a single claim on any of them. 
With our former method of bracing we filed claim on about 
80% of our cars.” 


“Unloading cars tied by the old method cost 10% more than 
by the Gerrard Method, as 2 or 3 hours were required in 
getting the first row of paper out of the broken wooden 
blocking. Aside from a two dollar cost of filing a claim, the 
loss of paper and inconvenience of unloading has influenced 
us to recommend your method to every mill from which 
we buy.” 


“It is our opinion that it will not be long before railroad 


companies will specify that straw paper must be loaded with 
your new method.” 


Gerrard Uni-Lastic Stowage is also applicable to barrels, 
boxes, tierces, roll-paper, skid-paper and commodities com- 
monly shipped in freight cars. Perhaps you have a stowage 
problem with which we can help you. We’ll gladly 
do so without obligating you in any way. 


Write us! ® 


CHICAGO ILL. 
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* DELAWARE & HUDSON 


Offers a Highly Developed Service 


for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 


Canadian Pacific Railway 
Canadian National Railways 
Quebec, Montreal & Southern 
Boston & Maine 

Boston & Albany 


via Rouses Point, N. Y. 


via Mechanicville, N. Y. 
via Albany, N. Y. 


oi Wilkes-Barre, Pa. 


}wia Binghamton, N.Y. 
via Owego, N. Y. 


DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxiliary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone Main 3380 
J. E. Colket, Milk Agent, 
D & H Building 
C. F. Beck, General Eastern Freight Agent, 
D & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
Monte Pickens, Jr., Commercial Agent, 
913 Healey Building 
— MASS.—Telephone Liberty 4106-4107 
Wheeler, New England Freight Agent, 
Bras use Chamber of Commerce Building 
BUFFALO, N. Y.—Telephone Seneca 853 
H. W. Haas, General Agent, Freight Department, 
722 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash 8994 
J. A. Flanders, Jr., General Agent, Freight Dept., 
1101-02 Webster Building, 
327 So. LaSalle St. 
MONTREAL, QUE.—Telephone Uptown 7424 
James Fitzsimons, General Canadian Freight Agent, 
106 Drummond Bldg., 511 St. Catherine St., West 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
Max V. Beckstedt, General Agent, Freight Dept., 
1446-48 Woolworth Building, 
233 Broadway 


sate ng 3g N. Y.—Telephone 1500 
A. eee Freight Agent, 


hee ey PA.—Telephone Rittenhouse 1271 
W. H. Chase, General Southern Freight Agent, 
Tiesie Finance Building, 
1420-26 South Penn ee 
PITTSBURGH, PA.—Telephone Smithfield 1212 
S. Y. Baldwin, General Agent, Freight Department, 
513-514 Bessemer Building 
H. A. Dietz, General Traveling Coal Agent, 
513-514 Bessemer Building 
PLATTSBURG, N. Y.—Telephone 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 
SCRANTON, PA.—Telephone Bell 4751 
J. J. Coyle, Division Freight Agent, 
D & H Passenger Station 
ST. LOUIS, MO.—Telephone Garfield 1651 
J. B. Stewart, General Agent, Freight Department, 
1021-1022 Pierce Building 
TROY, N. Y.—Telephone. 765 
F. J. Forster, Division Freight Agent, 
Union Station 


Story, General Freight Agent, Albany, N. bg 
Hiller, Asst. Gen. Freight Agent, Albany, N. Y. 


Rolfe, Assistant General Traffic Manager, Albany, N. Y. 
Perry, Assistant to General Traffic Manager, Albany, N. Y. 


99 W. J. MULLIN, J. T. LOREE, 99 
General Traffic Manager Vice-President and General Mgr. 


ALBANY, N. Y. 


SHORTEST—QUICKEST—BEST PASSENGER ROUTE Wiles on 
BETWEEN NEW YORK AND MONTREAL THE MONTREAL LIMITED 


G. 
F. N. 
F. W. Nyland, Coal Freight Agent, Albany, N. Y. {3 
L. F. 


ROUTE OF 
THE MONTREAL LIMITED 








Merchants Bank Bldg. 


@ KANSAS CITY 
Railway Exchange Bidg 


@ INDIANAPOLIS 


Majestic Bldg. 
Manzana de Gomez 


@ DETROIT 
@ HAVANA 


Hippodrome Bldg. 


® DENVER 
Bosten Bldg. 


@® CLEVELAND 


CHICAGO—FREIGHT DEPT. 
Southern Pacific Bldg. 
@ CHICAGO — PASSENGER 
DEPT., 33 West Jackson 


@ 


Ellicott Square Bldg. 


CINCINNATI 
Wiggins Bldg. 


@ BUFFALO 


@ 





Woodward Bidg. 
Old South Bidg. 


@ BIRMINGHAM 
@ BOSTON 


Healey Bldg. 
@ BALTIMORE 
Unien Trust Bidg. 
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THE TRAFFIC WORLD 











Where they reach 





OUTHERN ACIFIC IS 
TEADILY | ROGRESSIVE 


KEEPING PACE with the luxurious trend of the times, the Southern 
Pacific Company has awarded a contract to the Federal Shipbuilding and Dry 
Dock Company, Kearny, New Jersey, for the construction of 


ANOTHER SPLENDID PASSENGER AND FREIGHT STEAMSHIP 
for the service of the 


SOUTHERN PACIFIC STEAMSHIP LINES 


“Morgan Line” 
Speed—16 Knots 
Displacement—12,000 Tons 
Length 445 Feet Beam 60 Feet 


Will accommodate 279 First and 100 Third 


; Class Passengers and carry a Crew of 114 


As fireproof as the best fire-prevention and fire-control devices and steel 
compartment construction can make it. As comfortable and elegant as the most 


fastidious traveler could desire. Expected to be ready for the 1927 summer 
season. 


SOUTHERN PAcIFIc LINES 


Vol. XXXVII, No. 9 


SOUTHERN PACIFIC LINES 
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